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Private Motoring and In ternational Holiday Tourism
Synopsis
The purpose of th is research is to analyse in te rnationa l holiday motoring 
in Western Europe. The aim is  to present an e f fe c t iv e  analysis which 
w i l l  form the basis fo r  the prediction o f future trends in accompanied 
car t r a v e l .
In the introduction to the study, the framework of the research is 
established, and the l im ita t io n s  o f in ternationa l to u r is t  s ta t is t ic s  are 
discussed. These s ta t is t ic s  only provide guides to the overall scale 
of passenger travel in Western Europe. Detailed study requires recognition  
of the journey purpose, the mode o f transport, the socio-economic 
characteris tics  o f holidaymakers, and the results o f trave l decisions. 
Thesedata are obtained by sample survey, and a substantial proportion of  
the study has been devoted to a c r i t i c a l  investigation  o f data sources 
research studies, and l i t e r a tu r e  on tourism, recreation , and passenger 
transport.
B r i t is h ,  North American, and Western European studies are investigated to 
assess;the impact of recreational and to u r is t  t ra v e l ,  car ownership and 
use, environmental issues, the economics o f passenger transport, ana ly tica l  
techniques, the methodology of tourism and car ownership forecasting , and 
thesocio-economic and behavioural influences on to u r is t  trave l demand.
The study seeks to explain the dominance of the pr iva te  car in the modal 
d is tr ib u tio n  o f holiday passenger trave l in Western Europe, the links  
between private and public transport, eg. cars and car f e r r ie s ,  and the 
factors influencing the scale and d irection  o f t ra v e l .
Contrasts are presented between European countries in car ownership and 
use, the generation o f to u r is t  t r a f f i c ,  and the h is to r ic a l  development o f  
in ternationa l passenger transport. Flow patterns of origins and destinations,  
seasonality of t ra v e l ,  and the social and economic impact o f holiday  
motoring especia lly  on accommodation serv ices,are also described.
The nature and e f fe c t  of the re lationsh ip  between the mode of transport  
and the type and organisation of holiday t r a v e l , independent or inc lus ive -  
to u r, is  stressed throughout the study, and the re la tionsh ip  between the 
demographic and socio-efconomic characteris t ics  of passengers and th e i r  
choice of transport and travel organisation is examined in  d e ta i l .
The concluding section o f the research is devoted to forecasting fu ture  
levels of accompanied car t ra v e l ,  p r im arily  to and from the United Kingdom. 
The predicted trends are re lated  to the analysis o f  car fe r ry  t r a f f i c  
and the plans fo r  construction of the Channel Tunnel.
Introduction
Among the most s ig n if ic a n t  influences on European and North American 
Society in the post-war period has been the expansion of le isu re  time, 
and the growth of recreational a c t iv i t ie s .  These a c t iv i t ie s  include 
indoor and outdoor pursuits but have th e i r  most complete expression in 
tourism, when the recreation period is continuous over a number of  
days or weeks.
Conceptually tourism may be defined as the temporary short-term  
movement of people fo r  destinations and stays outside the places where 
they l iv e  and work. T ra d it io n a lly  day t r ip s ,  excursions and domestic 
holidays have absorbed the major part o f to u r is t  trave l demand, but 
with the rapid expansion o f trave l abroad i t  has become increasingly  
obvious tha t the soc ia l,  economic, p o l i t ic a l ,  and cu ltu ra l dimensions 
of in ternationa l to u r is t  trave l are of a d is t in c t ly  d i f fe r e n t  order.
Following the great migrant flows of e a r l ie r  periods, in te rnationa l  
to u r is t  t r a f f i c  has become the most s ig n if ic a n t  aspect of in te rn a tiona l  
population movement in the twentieth century. The re laxation  of 
f ro n t ie r  fo rm a lit ies  and other measures designed to f a c i l i t a t e  temporary 
travel contrast markedly with the p o l i t ic a l  barriers now erected against 
migration, and serve to emphasise the essential contrast between the 
two phenomena.
Tourism and trave l are therefore d i re c t ly  re la ted  and many o f the firms 
and organisations engaged in th is  complex economic and in d u s tr ia l  a c t iv i t y  
are involved in passenger transport. This research concentrates on 
in ternational to u r is t  transport and p a r t ic u la r ly  the holiday trave l  
market. This market is o f major importance and growing magnitude, and 
merits special study, p a r t ic u la r ly  i ts  basic components and influencing  
factors which can be defined i n i t i a l l y  in terms of the mode o f  transport 
employed over the greater part of the journey.
Despite the rapid expansion of holidays by a i r ,  trave l by p r iva te  car 
continues to dominate intra-European holiday t ra v e l .  The research seeks 
to elucidate the key components of th is  market and i ts  re la t io n sh ip  to 
the other modes o f holiday transport and trave l services.
-2 -
Scope of the Study
For the purposes of th is  study, in ternationa l holiday tourism refers  
to holidays in Western Europe. Unfortunately, the areal d e f in it io n s  
of Western Europe vary s l ig h t ly  from source to source. This^need not 
prove a major problem, however, because aggregate data are not used 
to a s ig n if ic a n t  degree. Emphasis f a l l s  on the main generators 
of in ternationa l holiday trave l in Western Europe which are common to 
a l l  the data sources.
The main d e f in it io n  employed in th is  study is based on the European 
members of the Organisation fo r  Economic Cooperation and Development 
(O .E .C .D .) ,  excluding Iceland and Turkey, but including Yugoslavia an 
a f f i l i a t e d  member of the O.E.C.D. Iceland is discarded from the 
d e f in it io n  because o f  i t s  insular is o la t io n  and. Turkey by the nature of 
i ts  peripheral location. Foreign tourism in these two countries only 
amounted to approximately h a l f  a m il l io n  a r r iv a ls  in 1970.
Western Europe:-
A ustr ia , Belgium, Luxembourg, Denmark, Finland, France, Federal Republic 
of Germany, Greece, Ire lan d , I t a l y ,  Netherlands, Norway, Portugal, Spain, 
Sweden, Switzerland, United Kingdom.
Turkey is included in  the Department o f Trade and Industry^, In te rnationa l
Passenger Survey ( I . P . S . ) ,  d e f in i t io n  of Western Europe, but information
' 2 
is  not separately ava ilab le  in the B r it is h  Tourist Authority , B r it is h
National Travel Survey (B .N .T .S .) .  Eastern Europe and the U.S.S.R. are
included in the United Nations d e f in it io n  of Europe. B r it is h  Rail
International Shipping and Services Division base th e i r  d e f in i t io n  of
Western Europe on the countries to which they can e f fe c t iv e ly  compete
with a i r  t r a f f i c .  Eastern Europe is therefore excluded and trave l to
Greece and Yugoslavia is  included among 'o th e r1 destinations.
Also excluded from the d e f in it io n  of Western Europe are those countries  
with a population o f less than h a l f  a m il l io n  inhabitants . S ta t is t ic s  
for these countries are, however, often included with data fo r  la rger  
states. For example, a rr iv a l  data fo r  Liechenstein is combined with Swiss 
data in O.E.C.D. reports.
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The d e f in it io n  o f Western Europe used in th is  study obviously establishes  
an a r t i f i c i a l l y  closed system of c ircu la tin g  to u r is t  flows, by ignoring 
in te r-reg iona l a r r iv a ls ,  from countries outside Western Europe. This 
may d is to r t  the analysis , but each of the states of Western Europe 
appears to receive most o f i t s  touris ts  from the other states (Tablel I ) .
Tablel I Nights spent by Western European touris ts  expressed as a
percentage o f to ta l  nights spent by a l l  foreign touris ts  in 
12 countries, 1970.
Austria 94%
Luxembourg 92%
Belgium 86%
Yugoslavia 86%
I t a ly 82%
Switzerland 78%
Norway 69%
Portugal 68%
Germany 67%
Netherlands 66%
France 64%
United Kingdom 48%
Source: O.E.C.D. International Tourism and Tourism Policy in Member
Countries, Paris 1971
I t  is s ig n if ic a n t  to note that the percentage shares of Western European 
to u r is t  nights declines northwards, away from the Continental heartland,  
dominated by land f ro n tie rs  and with easy access by road. Countries 
whose to u r is t  data includes excursionists such as I t a l y ,  do, however, 
d is to r t  th is  p ic tu re , as short-stay v is i to r  t r a f f i c  w i l l  be dominantly 
in tra -reg iona l in character.
The countries of Western Europe do generate substantial to u r is t  flows 
to areas outside the Continent, but th is  is  l im ited  fo r  p r iva te  motoring 
travel by natural b a rr ie rs ,  l im ited  route development, distance constraints  
on the use o f the car and the p o l i t ic a l  barriers  of the S o c ia l is t  Bloc 
countries. Motor trave l from Eastern to Western Europe is l im ite d  by 
s im ila r  factors and also the low levels  o f car ownership in these
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countries (Table I 2 ) .  As a comparison, i t  should be noted tha t  in the 
same year there were over twelve m il l io n  cars on the road in France 
alone.
Tablel 2 Car ownership in Eastern Europe in 1970.
Country Cars Cars per thousand 
population
Czechoslovakia 651,625 45.3
Hungary 240,265 23.2
Poland 479,354 14.7
Turkey 150,000 4.2
Source: In ternationa l Road Federation, World Road S ta t is t ic s ,  1966-1970
Geneva, 1971.
Although not without th e ir  l im i ta t io n s ,  Western European to u r is t  data 
has been reasonably consistent over several years, and the research w i l l  
concentrate on the period 1950 to 1970, as p a r t ic u la r ly  s ig n if ic a n t  in 
the development of p rivate  holiday motoring and in te rnationa l tourism.
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Terminology
To avoid confusion or ambiguity i t  is  important to understand the 
terminology used in th is  report. Reference should also be made to 
Appendix B which contains d e ta i ls  of the s ta t is t ic a l  d e f in it io n s  employed 
by the United Nations Economic Commission For Transport in Europe. The 
problems of defining arid measuring tourism are discussed in Chapter I i i .
Public transport may be defined as transport over f ixed  routes by 
fa re  paying passengers. The service may be p r iv a te ly  or state  owned.
The a v a i la b i l i t y  o f public transport is  normally displayed on tim etables,  
and scheduled services depart irrespective  o f the volume of t r a f f i c .
I t  is  also necessary to include in th is  d e f in i t io n ,  those operators, 
such as the charter a i r l in e s ,  who arrange th e ir  services to maximise 
carriage.
A high proportion of passenger trave l involves the use of more than 
one mode o f transport. A main mode of travel is  defined fo r  the journey, 
as the method of transport used over the longest distance, or a l te rn a t iv e ly  
the mode occupied fo r  the longest period.
Transport substitution occurs when there is a change in the main mode of
transport over the same route. For example, the inter-change from 
private  motoring to motorail services. Car Ferries are not substitutes  
fo r  motor t r a v e l , they serve as a subsidiary mode. This approach 
contrasts with the practice adopted by the Department of Trade and 
Industry In ternational Passenger Survey. The only modes o f transport  
fo r  which information is ava ilab le  are sea and a i r .
A ll modes of transport may operate as main or subsidiary modes according
to th e ir  technical ch a ra c te r is t ics ,  th e ir  f l e x i b i l i t y  fo r  a l te rn a t iv e  
uses, and the nature o f  the trave l demand to be s a t is f ie d .  The more 
in f le x ib le  the mode o f transport, the more specialised is the function  
i t  performs. The private  car is  the most f le x ib le  mode o f transport,  
not only because o f i t s  technical ch a ra c te r is t ic s ,  but also because i t  
is normally p r iv a te ly  owned. This study emphasises the p r iva te  car as 
a main mode o f holiday t ra v e l .  For non-motoring holiday t ra v e l  abroad,
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subsidiary modes are used to reach the departure po in t,  and fo r  local 
trave l a t  the holiday destination . This, of course, may include use of  
a motor car, e i th e r  p r iv a te ly  owned, or hired.
Travel mode choice is defined as the choice between the various modes 
of transport fo r  the p a r t ic u la r  journey. The modal d is tr ib u t io n  
is  the summation of the individual holidaymakers choice of the main 
modes of transport.
A ll passenger trave l results  in spatia l in te ra c tio n . In terms of  
in ternationa l holiday trave l th is  involves the movement between countries, 
which both generate and receive holiday makers. In te rac tion  has been 
increased enormously by technical improvements in transport, the 
organisation and f a c i l i t a t io n  o f holiday t r a v e l , and the growth in 
personal incomes. These developments have stimulated the demand fo r  
t rave l abroad. Before studying the influence of these factors in 
d e t a i l ,  i t  is  necessary to analyse the conditions under which in te rac tio n  
occurs as a framework fo r  the study of in ternationa l holiday  
transport.
3
E.L. UHman has devised a three fac to r  system based on:- 
Complementarity: In te rac tion  occurs as the re s u lt  of areal
d i f fe r e n t ia t io n .  The natural and cu ltu ra l  
diffe rences , perceived by t r a v e l le r s ,  between 
d i f fe re n t  areas, stimulate the desire to t ra v e l .  
The a b i l i t y  to s a t is fy  the need depends upon 
socio-economic and other influences in the to u r is t  
generating country.
Intervening Opportunity: Complementarity generates inter-change between
two areas, but only i f  there are no intervening  
opportunities . I t a ly  a ttra c ts  more B r i t is h  
holiday makers than A ustr ia , but less.than  
France, which is the nearest foreign country, 
but th is  postulate does not always operate 
regu lar ly .  For example, the la rgest proportion  
of B r it ish  holiday makers trave l to Spain, the 
m ajority of whom f l y  over France. C lear ly  the 
re la t iv e  importance of Spain requires fu r th e r  
explanation.
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Under certa in  circumstances intervening  
opportunity might u lt im ate ly  help to create  
in te rac tion  between d is tan t complementary 
areas by stimulating the construction of 
transport links to the more d is tan t  
destination. The Brenner Motorway link ing  
Germany to I t a l y  through Austria is one 
example in Europe.
Intervening opportunity is p a r t ic u la r ly  
s ig n if ic a n t  fo r  holiday motoring as a large  
proportion of holiday time is spent t ra v e l l in g  
in countries between the points of o r ig in  and 
destination. The a b i l i t y  to analyse the 
significance of intervening opportunity and 
countries crossed in t ra n s i t  is unfortunately  
l im ited  by the inadequacy of ava ilab le  data.
T ra n s fe ra b i l i ty : The f in a l  fac to r  required in an in te rac tion
system is t ra n s fe r a b i l i ty  or distance measured 
in real terms of trans fe r  and time costs. I f  
the distance between o r ig in  and destination  
is perceived to be too great and too costly  
to overcome, in te rac tion  w i l l  not take place. 
This in turn re f le c ts  the a v a i la b i l i t y  and 
costs of the various modes o f  transport, th e ir  
technical ch a ra c te r is t ic s ,  and the nature of 
the organisation of t ra v e l .
I t  would be a mistake to think tha t every area, even in  a r e la t iv e ly  
uniformly developed region such as Western Europe is linked equally in  
transport terms. As a consequence the in te rnationa l process of spatia l  
in teraction  in to u r is t  travel l inks only certa in  areas of Western Europe 
leaving other areas r e la t iv e ly  untouched. The holiday m otorist is not, 
however, constrained in his choice o f destinations by the l im ita t io n s  
imposed by (jublic transport operations.
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Spatial in te rac tion  has a lte red  over time, as the f r ic t io n a l  e f fe c t  
of distance has been overcome and holiday trave l horizons have widened. 
This concept o f a three fac to r  system of in te rac tion  must be kept in  
mind to avoid erroneous single fac tor analysis when attempting to 
explain past trends or when predicting fu ture  trends under*changed 
conditions. Many factors must be weighed in combination.
Chapter I
Introduction and Background to the Study.
I i .  Tourism in Western Europe. An In troduction.
I i i .  Problems of Defining and Measuring Tourism.
I i i i .  The Development of the Motor Industry and the 
Early Growth of Car Ownership.
I iv .  Tourism and Transport. An In trod uction .
I .  v. Concepts in Passenger Transport .
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I i .  Tourism in Western Europe. An Introduction .
In ternationa l tourism in Western Europe has more than doubled during 
the 1960's. Recorded a r r iv a ls  at f ro n tie rs  or registered to u r is t  
accommodation, in 1960, to ta l le d  44 m il l io n ,  excluding a r r iv a ls  w ith in  
the Scandinavian jo in t  passport area. In 1970, to u r is t  a rr iv a ls  in 
Western Europe to ta l le d  105.5 m il l io n ,  and there were 94.2 m il l io n  
a rr iv a ls  recorded outside the Scandinavian j o in t  passport area. Total 
Western European to u r is t  a r r iv a ls  in 1970 were in excess of 60% of  
a l l  foreign to u r is t  a r r iv a ls ,  estimated at 168 m il l io n  by the In ternational  
Union of O f f ic ia l  Travel Organisation ( I .U .O .T .O . ) .  During the period 
1950 to 1967 the annual average growth rate  of European to u r is t  a r r iv a ls  
was 11.2%, higher than the overa ll world growth (10.6%).
I t  has already been noted in Table 1 tha t a large proportion of to ta l  
to u r is t  nights are spent by v is i to rs  from the other countries of Western 
Europe. A comparison of in ternationa l and domestic tourism emphasises 
a number of other important factors which must be borne in mind when 
reviewing tourism in Western Europe. The proportion of domestic to u r is t  
nights to to ta l to u r is t  nights varies from country to country. This 
ra t io  depends upon a var ie ty  of factors including, standards of l iv in g  
and levels o f disposable income, geographical location and the types 
of to u r is t  f a c i l i t i e s  and services ava ilab le . As the figures in Table I 3 
in d ica te , domestic tourism dominates the travel market of major generators 
of in te rn a tio n a ltrave l such as France and Germany and is also s ig n if ic a n t  
among the main to u r is t  reception countries. I t  is important not to 
lose sight o f the fa c t  tha t the analysis is abstracting from the wider 
f ie ld  of recreation and domestic holiday t ra v e l .
4
D. McEwen in his study o f the European t ra ve l market has estimated 
that 155 m il l io n  holidays of four night or more, were taken away from 
home by Western Europeans in 1969 but four f i f t h s  of these holidays 
were taken in the country of permanent residence.
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Tablel 3 Percentage of to ta l  to u r is t  nights spent by domestic
to u r is ts ,  in 1970
Germany 91%
Belgium 74%
I ta ly 72%
France 72%
Norway 62%
Denmark 59%
Portugal 54%
Yugoslavia 54%
Switzerland 35%
Spain 32%
Austria 26%
Source: O.E.C.D. In ternational Tourism and Tourism Policy in
Member Countries, P aris , 1971
Simple measures of the volume of tourism, however, disguise the complexity 
of the phenomenon. In economic terms, tourism stimulates investment, 
provides a means o f  earning foreign exchange and is a source o f employment 
for countries and regions d e f ic ie n t  in natural resources other than 
climate and scenery.
Western Europe includes both major generators of to u r is t  t r a v e l ,  la rge ly  
the northern in dustr ia l  countries, and reception countries, which mainly 
fr inge  the Mediterranean basin. The terms generating and reception  
country also r e f le c t  the ra t io  of the expenditure of overseas v is i to rs  
(exports) to residents expenditure abroad (im ports). Spain, Portugal,
Greece, and Yugoslavia have a surplus of tourism receipts and in re la t io n  
to th e ir  r e la t iv e ly  underdeveloped economies, to u r is t  earnings contribute  
s ig n if ic a n t ly  to Gross National Product and the Balance of Payments.
The main to u r is t  generators have normally a small surplus or a d e f i c i t  
on th e ir  tourism account depending upon th e i r  success in a t tra c t in g  v is i to rs  
from other generating countries both inside and outside Western Europe.
Although the countries bordering the Mediterranean are recognised as the 
main centres of a t tra c t io n  fo r  to u r is t  flows, the patterns o f  to u r is t  
travel are more complex than a simple north to south movement between
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the main generating and reception countries. The comparison of 
to u r is t  a rr iv a ls  is  complicated by the contrasting d e f in it io n s  of 
tourism employed in each country, but Tablel 4serves to i l l u s t r a t e  the 
overall d is tr ib u t io n  of in te rnationa l tourism in Western Europe. The 
complexity of analysing to u r is t  trave l flows and the fac to rs ,in f lu enc ing  
the scale and d irec tion  o f movement has u n t i l  recently restrained deta iled  
research o f th is  modern phenomenon.
Tablel 4 Foreign to u r is t nights recorded a t  registered to u r is t
accommodation in 1970 (Travel from European member countries
of the O.E.C.D.)
Country Percentage of European Tourist Nights in 12 Countries
Austria 23.4
Belgium 2.5
France^ ) 8.8
Germany 4.6
Greece 1.5
I t a ly 23.8
N etherlands^) 1.7
Norway^) 0.6
Portugal 1.4
Spain^2) 16.7
S w i tz e r la n d ^ 6 .8
Yugoslavia 8.1
Source: O.E.C.D. International Tourism and Tourism Policy in Member
Countries, Paris 1971 
Notes: (1) Nights recorded in hotels
(2) 1969
The main reception countries are concerned with a l l  measures improving 
the f a c i l i t a t io n  o f t ra v e l .  On the other hand, to u r is t  generator countries  
faced with a balance of payments problem, have placed re s tr ic t io n s  on 
travel abroad by l im it in g  foreign currency allowances. Restric tions  
have generally been sho rt- l ived  and the generator countries have 
also invested heavily in tourism, p a r t ic u la r ly  in transport.
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Burkart and Medlik^, note in th e ir  study o f  Tourism , th a t ,
"By i ts  very nature, tourism is a conspicuous phenomenon. The incidence 
of a mobile population v is i t in g  places outside th e ir  normal domicile 
is an expression o f  l iv in g  standards and o f q u a li ty  of l i f e ;  i t  can also 
decisively  influence l iv in g  standards and the q u a lity  o f l i f e  in places 
v is ite d " .
This quotation emphasises the economic, p o l i t i c a l , social and cu ltura l  
consequences of the movement of touris ts  between states. In a highly  
developed region such as Western Europe, densely populated, with  
l im ited  resources o f space, the temporary movement of large numbers may 
give r ise  to s o c ia l , p o l i t ic a l  and cu ltura l tensions, which may v i t i a t e  
the economic benefits of tourism. The conspicuous nature of tourism 
is most completely expressed in large groupings but when the v is i to r  
travels  with his own private  car, the impact of m ob ility  is grea tly  
increased.
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I i i . Problems of Defining and Measuring Tourism
Tourism is the temporary, short-term , movement of people fo r  destinations  
and stays outside the places where they l iv e  and work. This conceptual 
d e f in it io n  has been refined fo r  s ta t is t ic a l  purposes but th is  has caused 
a number of problems.
In 1963 the United Nations Conference on In ternational Travel and 
Tourism (Rome) considered a d e f in i t io n  and recommended that i t  be 
studied by the United Nations S ta t is t ic a l  Commission. The Conference 
considered an overall d e f in it io n  of the term 'v is i t o r '  which, fo r  
s ta t is t ic a l  purposes, 'describes any person v is i t in g  a country other  
than that in  which he has his usual place of residence, fo r  any reason 
other than following an occupation remunerated from w ith in  the country 
v is i te d ' .  This d e f in it io n  covered:-
1) ' t o u r is t s ' ,  i . e .  temporary v is i to rs  staying at leas t  24 hours 
in the country v is ited  and the purpose of whose journey can be 
c la s s if ie d  under one of the following headings:
a) le isure  (recreation , holiday, hea lth , study, re l ig io n  and sport;)
b) business, fam ily , mission, meeting.
2) 'excurs ion is ts ',  i . e .  temporary v is i to rs  staying less than 24 hours 
in the country v is i te d  (including t ra v e l le rs  on cru ises). The 
following were not regarded as to u r is ts .
a) persons a r r iv in g ,  with or without a contract of work, to take 
up an occupation or engage in any business a c t iv i t y  in the 
country.
b) other persons coming to establish a residence in the country.
c) students and young persons in boarding establishments or schools.
d) residents in a f ro n t ie r  zone and persons domiciled in.one  
country and working in an adjoining country.
e) t ra v e l le rs  passing through a country without stopping, even 
i f  the journey takes more than 24 hours.
The most important features of th is  d e f in i t io n  are the d iv is ion s  by 
length of stay, and the types of v i s i t  considered as tourism. In Western 
Europe the dominance of land f ro n t ie rs ,  and a network of high q u a l i ty  
roads, results in large volumes of excursion t r a f f i c ,  p a r t ic u la r ly  in  
countries adjacent to the main to u r is t  generators and on the cross-routes
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of land trave l (Table I 5 ) . The inclusion of excursion t r a f f i c  in  
to u r is t  a r r iv a l  data, as in I t a l y ,  d is to rts  the volume of tourism, and 
swells the proportion o f  land a r r iv a ls ,  p a r t ic u la r ly  by road, and 
therefore complicates the comparison of a rr iv a ls ,b y  mode o f transport,  
between countries.
I t  was estimated in  the 1965 O.E.C.D. Report on in te rn a tio n a l tourism  
that foreign excursionists numbered 38 m il l io n  in Austria (mostly 
from Germany), and t ra n s i t  to u r is ts ,  passing through to other destinations  
were estimated a t approximately 20 m il l io n  in 1966. Road t ra n s i t  touris ts  
and excursionists were estimated at 53 m il l io n  in 1965 in Switzerland  
and 111 m il l io n  in 1966 in Germany. A year when the number o f foreign  
touris ts  in registered accommodation to ta l le d  8 .3  m il l io n .
Table I 5 Land excursion t r a f f i c  in Western Europe, 1968 and 1970
Total foreign Proportion o f foreign
excursionists excursionists among
foreign v is i to rs  recorded 
at f ro n tie rs
Country of Destination 1968 1970 1968
m ill ions  %
Ire land 15.4 12.8 89
Yugoslavia 17.7 21.4 82
I ta ly 16.2 18.8 56
Portugal 1.0 1.4 40
Norway 1.9 2.2 34
Source: O.E.C.D. International Tourism and Tourism Policy in Member
Countries, P aris , 1969, p .15, 1971, p .69.
The United Nations d e f in it io n  includes in to u r is t  a c t iv i t y ;  le is u re ,  
holiday and recreation t ra v e l le r s ,  t ra v e l le rs  v is i t in g  friends and 
re la t ives  and business t ra v e l le rs .  In practice i t  is often d i f f i c u l t  
to d i f fe re n t ia te  the type o f v i s i t ,  which may combine more than one purpose. 
This study concentrates on holiday to u r is t  t ra v e l .  Holiday to u r is ts  are 
consumers. Money spent has been earned a t the normal place o f work and 
residence. Business touris ts  are producers who are remunerated fo r  th e i r  
work from th e ir  country of permanent residence. Their requirements of
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transport, accommodation and other services are often s im ila r  but i t  is  
important to d i f fe r e n t ia te  these various categories o f to u r is ts ,  because 
th e i r  characteris tics  and demands fo r  transport and other services are 
shaped by quite  d i f fe re n t  economic fac tors . I t  is unfortunate, that  
very few countries c o l le c t  data comparable to the B r it is h  In ternationa l  
Passenger Survey which annually seeks to d i f fe r e n t ia te  the purpose of 
v i s i t  and to re la te  th is  to expenditure and trave l patterns.
The volume of holiday trave l can be re la ted  to levels o f disposable 
income, fare  and accommodation charges, the season,and the length of 
paid holidays. Business trave l tends to be fa r  less sensitive  to price  
and income, and fa r  more sensitive to general economic conditions and 
the level of business a c t iv i t y .  Seasonality ra re ly  a ffects  business 
t ra v e l .  In fa c t  the lack o f a d is t in c t  season in to u r is t  s ta t is t ic s  could 
be a basis fo r  in fe rr in g  that the country concerned received a large  
proportion of foreign touris ts  as business t ra v e l le rs .  T ra d i t io n a l ly ,  
businessmen have been insens it ive  to small variations in cost between 
the various modes and categories of t ra v e l .  However, as the price  
d i f fe r e n t ia l  between scheduled and charter a i r  t r a f f i c  has widened, business 
travel is being geared to take advantage o f promotional fare  structures.
The re lationship  between the mode o f transport and the purpose o f trave l  
is developed fu rthe r  in Chapter I I I .
I t  is now possible to indicate schematically the boundaries o f th is  study. 
The central core of the research is underlined. An inc lus ive  tour is 
defined in Appendix A. The re la tionsh ip  between the type of trave l  
organisation and the mode o f transport is developed in Chapter I I I .
The Boundaries of the Study.
A ll V is ito rs
I --
Excursionists
Trans it
Trave llers
International Tourists
Mode of Transport —  
With Car No Car
Purpose o f Travel
Non Holiday
i
Holiday
r
Holiday
Purpose o f  Travel —
Non Holiday
Type o f Travel. Organisa
Inclusive Tour Independent Inc
ion
usive Tour Independent
The logic of- a l l  s ta t is t ic a l  d e f in it io n s  is  to ensure comparability  
and accuracy. Although the value o f the United Nations d e f in it io n  of 
tourism, is recognised, i t  is not always possible in practice to account 
fo r  touris ts  in the manner prescribed.
Data are generally  collected as a re s u lt  o f to u r is t  events. P r in c ip a l ly  
a rr iv a ls  or departures at fro n tie rs  or in certa in  categories of  
registered accommodation, the spending of foreign currency, and the 
length o f  stay in the defined accommodation.
S ig n if ican t volumes of data now report in ternationa l to u r is t  movements, 
p r in c ip a lly  the In ternational Tourist S ta t is t ic s  of I .U .O .T .O . and the 
tourism s ta t is t ic s  prepared by the O.E.C.D. Tourism Committee, but the 
shortcomings o f the ava ilab le  data continue to r e s t r ic t  analysis in to
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the nature of the to u r is t  phenomenon. S u ff ic ie n t  consistency only 
re a l ly  exists to determine the trends of tourism in a single country 
from year to .year . Any comparisons o f data even fo r  the member 
countries of the O.E.C.D. must be treated with caution as such data do 
not always conform to standard d e f in it io ns  and are compiled by d i f fe re n t  
methods.
c
Wheatcroft, Anderl a, Seekings and Bonnett have noted in th e ir  study 
of the European Travel Market , tha t in the I.U .O .T.O . publication  
Tourisme Mondial , figures fo r  a r r iv a ls ,  subdivided by method of  
transport, are collected on f iv e  d i f fe re n t  bases, but are presented 
in a way tha t suggests they are d ire c t ly  comparable.
Very few countries produce data on outward travel and generally  the 
only basic s ta t is t ic s  ava ilab le  are a r r iv a ls .  S ta t is t ic s  of v is i ts  
abroad have become ava ilab le  in recent years but the data cannot be 
s t r ic t l y  compared with figures o f to u r is t  a rr iv a ls  even i f  the various 
categories of purpose o f v i s i t  are f u l l y  described,because o f varia tions  
in the methods of data co llec t io n . A rr iva ls  are recorded e ith e r  at  
the f ro n t ie r  or in a l l ,  or certa in  types, of to u r is t  accommodation but 
as a re s u lt  of the increasing freedom of movement of persons i t  is 
not always possible to obtain a record of a rr iv a ls  a t  the f ro n t ie rs  
and spot checks and estimates are being increasingly used.
M ult ip le  counting is a major problem and p a r t ic u la r ly  a ffects  holiday  
motoring. A B r it ish  m otorist t ra v e l l in g  to I t a ly  may re g is te r  
successive a r r iv a ls  as he passes through Belgium, Germany and Austria .  
A rriva l data must be viewed soley as the s ta t is t ic s  of the numbers of 
v is i ts  to a country rather than the numbers o f  indiv idual to u r is ts .
Anyone entering or leaving a country more than once in the same period  
is counted on the occasion o f each v i s i t .
A rr iva l s ta t is t ic s  are also in sen s it iv e ,  giving only a minimum of  
information. The impact of touris ts  cannot be assessed, nor can the 
scope of th e ir  holiday t ra v e l .  One would expect, fo r  example, th a t  
touris ts  t ra v e l l in g  longer distances to reach a destination might 
stay longer, make more use of ava ilab le  amenities and, in general,  
be economically more important than touris ts  from neighbouring countries.
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By v ir tu e  of geographical location , p a r t ic u la r ly  a central position  
and dominantly land f ro n t ie rs ,  i t  is obviously much eas ier and cheaper 
fo r  the residents of certa in  countries to trave l abroad. A group of  
touris ts  holidaying fo r  the same number of days in consecutive years,  
could produce widely d i f fe re n t  patterns of a rr iv a ls  simply by v is i t in g  
more of fewer countries, although there would have been no real changes 
in th e ir  to ta l  trave l demand, and expenditure.
Problems are fu r th e r  complicated because some countries record 
a rr iv a ls  by n a t io n a l i ty  rather than by country o f residence. There 
are many v is i to rs  who are not residents of th e ir  country o f n a t io n a l i ty ,  
fo r  example United States nationals l iv in g  and working in Europe. I t  
is a major disadvantage i f  the s ta t is t ic s  include among v is i to r s ,  a liens  
who are resident in the country and exclude nationals who reside abroad.
Tourist accommodation s ta t is t ic s  are not always collected fo r  the same 
categories of accommodation. Some countries only keep records of  
a rr iv a ls  in c la s s if ie d  or other forms of ho te ls , (Hotels , boarding houses, 
inns, motels). Other countries include some or a l l  of the so called  
additional accommodation. This includes furnished v i l i a s , f la ts  and 
rooms, youth hostels, holiday centres, mountain huts and sh e lte rs ,  recreation  
homes fo r  ch ildren , caravan parks and camping s ite s .  Only ra re ly  are 
the la t t e r  two categories covered by the s t a t is t ic s ,  although they may 
be the most important forms of accommodation used by motoring holiday­
makers. The number o f nights spent by touris ts  in  to u r is t  accommodation 
is usually recorded in the same category of establishment as a r r iv a ls .
The great advantage of recording accommodation nights is tha t they record 
the volume of foreign tourism. The demand fo r  the country's accommodation 
services.
This short c r i t iq u e  of to u r is t  data sources has revealed that the s ta t is t ic s  
collected by the Member countries of the O .E .C .D ., through these d i f fe r e n t  
systems are not eas ily  comparable. I t  is therefore d i f f i c u l t  to group 
them together, and only a very rough assessment can be made o f the 
aggregate growth of European tourism. These problems are fu r th e r  
compounded when the o f f i c ia l  s ta t is t ic s  of two or more countries are 
aggregated. For example, in the Scandinavian j o in t  passport area, or 
when to u r is t  flows from Luexmbourg are c la s s if ie d  with Belgium data,  
or Portuguese flows with Spanish data.
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The tabulation  below summarises the d i f fe re n t  bases of to u r is t  data
co llec tion  in Western Europe, and emphasises the contrasting methods
employed.
Methods of Tourist Data Collection in Western Europe In Registered
Accommodation
1. Austria and Germany: a r r iv a ls  and nights recorded a t a l l  registered
to u r is t  accommodation except youth hostels, childrens' recreation  
homes and camping s ite s .
2. Belgium; nights recorded a t a l l  registered to u r is t  accommodation.
3. Denmark: nights recorded in hotel accommodation.
4. France; nights recorded in c la s s if ie d  hotels only.
5. Greece: a rr iv a ls  and nights registered in hote ls , motels,
boarding houses and youth hostels.
6. I t a l y : a r r iv a ls  and nights recorded at a l l  registered to u r is t
accommodation (ho te ls , motels, inns, boarding houses and 
supplementary means o f accommodation).
7. Luxembourg: a r r iv a ls  and nights in hotels , inns and boarding houses.
8. Netherlands: a r r iv a ls  and nights in hote ls , motels, inns and from
May to September in boarding houses.
9. Norway: a r r iv a ls  and nights in c la s s if ie d  hotels only,which had
37,250 beds in 1970 of the to ta l  bed capacity of 156,818.
10. Portugal: a r r iv a ls  and nights in hote ls , motels, inns and boarding
houses.
11. Spain: a r r iv a ls  and nights registered a t  hotel accommodation and
camping s ites .
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12. Switzerland: a r r iv a ls  and nights a t hotel accommodation.
13. Yugoslavia: a r r iv a ls  and nights at a l l  registered to u r is t  
accommodation.
At Frontiers
Denmark, Finland, Norway and Sweden give de ta i ls  o f the number of  
a rr iv a ls  of non-Scandinavian v is i to rs  at f ro n t ie rs ,  except a r r iv a ls  
from Germany to Denmark most of whom are excursionists. France,
Greece, Ire lan d , I t a l y ,  Portugal, Spain, United Kingdon and Yugoslavia 
estimate the a r r iv a ls  o f foreign touris ts  at f ro n t ie rs .  In p a r t ic u la r  
I t a l ia n  and Spanish data includes excursion t r a f f i c .
I t  would appear tha t most of the problems outlined here w i l l  continue to 
bedevil research in to  in ternationa l tourism, and continued growth of 
customs-unions and other types of in ternationa l cooperation may have 
the e f fe c t  of fu r th e r  eroding the data base.
The Tourism Committee of the O.E.C.D. has recognised both the l im ita t io n s  
of the methods of to u r is t  data co llec tion  and the inadequacy o f the 
ava ilab le  s ta t is t ic s .  Sample household trave l surveys are indispensable  
to improve and complement ava ilab le  s t a t is t ic s ,  and the Tourism Committee 
has recommended that a l l  Member countries undertake sample surveys on 
the holidays of th e i r  nationals in the country and abroad. These surveys 
have the advantage of being independant of changes in adm inistrative  
procedures and methods of data co llec t io n . A l i s t  o f  common data to 
be obtained has been established, in order to f a c i l i t a t e  in te rn a tio n a l  
comparability. This includes, fo r  domestic and in te rn ationa l t r a v e l ,  
socio-economic and demographic p r o f i le s ,  main holiday period, length 
of stay, form of accommodation, origins and destinations, expenditure, 
and method of transport.
Holidays are defined as stays outside the place of residence fo r  health  
and recreational purposes and including a t  leas t  four consective nights.
Hence business and educational t r ip s  are excluded. The data should 
be collected by verbal inquiries  and the Tourism Committee recommend 
tha t the survey be based on a random sample o f 5,000 to 10,000 persons,
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or a s u f f ic ie n t  number of fam ilies  or households to ensure the same degree 
of r e l i a b i l i t y .  The m ajority of the main generating countries in 
Western Europe have conducted national trave l surveys and the research 
focuses atten tion  on th e ir  resu lts . A c r i t iq u e  of these surveys and 
other sources of information used in the study appears in Chapter I I  i i .
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1 111• The Development o f the Motor Industry and the Early Growth of  
Car Ownership
The motor car has helped to shape twentieth century society. From i ts  
early  beginnings as an inventor's  toy and a rich man's source o f amusement* 
the car is  now the preferred means o f  trave l fo r  m il l io n s . I t  is  an 
essential feature of the m obility  upon which modern society is dependent.
An important aspect of the development of pr iva te  motoring has been the 
ra p id ity  o f technological progress. By the early  years of the twentieth  
century, the general form of the motor car had been sketched out, w ith in  
ten years of the f i r s t  invention. Within the next tw enty-five  years most 
of the derivatives had been worked o u t , and by 1930 with i ts  capabi1i t i e s  
demonstrated, the motor was widely absorbed in to  European l i f e .
In 1909 B ie r io t  flew the Channel and thus the two forms of transport  
which have come to dominate, in th e i r  d i f fe re n t  ways, to u r is t  t r a v e l ,  
had a common s ta r t in g  point a t  theturn of th is  century, and both were 
the outcome of the invention of the in terna l combustion engine.
In 1903, there were ju s t  under 62,000 motor vehicles in the world, h a l f  
of them in France, and in 1904 only 8, 465 cars were reg istered in the 
whole o f Great B r i ta in .  But cars were cheaper than horses, and they became 
cheaper s t i l l  with the a r r iv a l  of automation heralded by the production 
of the Model "T" Ford (1908-1927). "T in -L izz ies"  as they were a f fe c t io n a te ly  
c a lled , cost less in  the f in a l  year o f production than in the f i r s t ,  and 
were also the f i r s t  foreign cars to be b u i l t  on a large scale in  B r i ta in .
This foreshadowed the present in te rnationa l company-construction o f motor 
vehicles.
The F i r s t  World War diverted the motor industry from p riva te  car 
production, but i t  provided a major technical impetus, as well as a 
demonstration o f the importance of mechanised transport. In the post-war 
era a mass market fo r  private  motoring was born.
I n i t i a l l y  American cars were l ig h t  to r ide  on the poor American 
roads and production and ownership expanded more rap id ly  than in  
Western Europe. European cars were o r ig in a l ly  hand-built  but in
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America production was established on an industr ia l  basis from the beginning, 
Mass production was also suited to the American market where per capita  
incomes were much higher than in Europe.
I t  was not u n ti l  William Morris in Oxford and Andre Citroen in  France 
set up production lines a f te r  the war, that motorists in Europe began 
to benefit  from American s ty le  production methods. Mass production and 
concentration in the industry was fu rth e r  accelerated by the depression 
of the 1930's. In Germany, the K.D.F. car, today's Volkswagen, or 
'peoples' car was f i r s t  b u i l t  in 1938, a t  i ts  own purpose-built fac to ry .
The post-war cars produced in Europe were noticeably smaller than 
American models. Between 1910 and 1947 in the United Kingdom the annual 
exise tax on cars was re la ted  to horse-power ( h .p . ) .  The e f fe c t  was to 
re inforce the e ffects  of petrol duty and insurance premiums in 'p e n a l is in g 1 
the users of larger-engined cars. I t  is often argued tha t  the d i f f e r e n t ia l  
taxation affected engine design resulting  in small car production. D.G.
7
Rhys argues, however, tha t  "the cost of p e t r o l , insurance premium and 
the h.p. tax may have had a s l ig h t  influence on d ivert ing  demand to small 
engined vehicles which were economical to run, although any influence  
these factors had was minute compared with the importance of income 
levels and the re la t iv e  prices of d i f fe re n t  sized cars, on demand."
The prices of cars of 12 h.p. and below had declined r e la t iv e ly  in the 
in ter-w ar period thereby tapping a new market fo r  car ownership. Moreover, 
unlike Americans, the B r it ish  motorist had l i t t l e  need o f a large powerful 
car to trave l vast distances a t  high speed and in comfort.
Despite the development of mass production techniques, Europe continued 
to lag behind America in car ownership. There were approximately 2 m il l io n  
cars in Great B r ita in  in 1939, and 5.7 m il l io n  in Western Europe , compared 
with some 27 m il l io n  cars in the United States in 1940. This represented 
one car fo r  every 23 persons in B r i ta in ,  almost twice the European average, 
but hardly comparable with the American ownership rate  of one car fo r  
every 5 persons. The m ajority  o f Western European countries had ownership 
rates fa r  lower than in B r i ta in  and only France exceeded the B r i t is h  
f ig u re .
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World War I I  reduced private car production in Europe to v i r tu a l ly  n i l .  
Post-war expansion was delayed by fuel shortages, and low octane p e tro l .
But production could not be held back fo r  long in the face of the high 
level of consumer demand. This demand was, however, severely re s tr ic te d  
fo r a long period, and as la te  as 1953, in the United Kingdom, the 
secondhand prices of a number of cars were in excess of th e ir  price  
when new.
D.G. Rhys notes tha t in the United Kingdom, the i n i t i a l  growth in  
demand, based simply on the demand fo r  a new product, may have lasted  
un til  1956 when less than 9% of domestic car sales were fo r  replacement
o
purposes. P. de Wolff has suggested tha t th is  stage was reached by the 
U.S.A. in 1921, but the slower early  development of the B r it is h  industry  
plus the pent-up demand caused by World War I I  meant tha t the i n i t i a l  
forces o f expansion in the demand fo r  new cars remained active fo r  
longer in the U.K.
A fte r  the introduction o f a f l a t - r a t e  tax on cars in the United
Kingdom in 1948, the popularity of the small and medium car was unaffected.
During the 1960's the production of small cars, which had advanced rap id ly
in the 1950's, f e l l  s ig n i f ic a n t ly .  Sales of medium sized cars increased
as customers 'traded-up' as real disposable incomes increased r e la t iv e
9to car prices. D.G. Rhys notes that "c lea r ly  the continued development 
of the small car market a f te r  the ab o lit io n  of the h.p. tax and i t s  subsequent 
decline in the I9 6 0 's i l lu s t r a te s  that the re la t iv e  market shares of  
d i f fe re n t  sizes of car had l i t t l e  to do with taxatio n , but everything  
to do with real income. I f  the graduated tax was based on a more 
than proportionate increase in taxation per h.p. then demand may be 
severely a ffected , i t  would appear that the disappearance o f French 
cars over 2.2 l i t r e s ,  or the absence of many Japenese or I t a l i a n  cars over 
2 l i t r e s  is due to such a tax system".
I t  would be in te res ting  to te s t  the nature of the re la tionsh ip  between 
the type of vehicle owned, the characteris t ics  of owners, and the forms 
of holiday trave l undertaken.
The growth of car production has s ig n if ic a n t ly  influenced the car 
ownership market in each country. Production has stimulated higher 
per capita income le v e ls ,  but a major in d u str ia l  concentration is 
not a p re -requ is ite  fo r  high per capita levels of car ownership, as 
the example of Switzerland ind icates. The motor industry is  now a 
major sectoral leader in the advanced economies o f the world, and 
in countries such as Germany and Japan, has been one o f the bases 
of rapid and dramatic economic recovery and growth.
Ergonomic engineering, the use of new m ater ia ls , especia lly  p la s t ic s ,  
and many refinements have produced the cars of today, and i f  the number 
of manufacturers has decreased, the range of vehicles ava ilab le  has 
increased enormously. For le isure  purposes, not only have pr iva te  cars 
been adapted, but new s p e c if ic a l ly  to u r is t  vehicles, such as motor 
caravans, have been developed. Increasing disposable income, sophisticated  
marketing, the continuous production of new models to stimulate demand, 
and the decline o f public transport services, have helped change the 
nature of car u t i l is a t io n ,  from an important element of personal 
m obility  to the position o f a social necessity. This is based on the 
many types o f journey which can be accomplished by priva te  car,  although 
many would agree with Colin Buchanan's^0 comment th a t ,  " Invaluable as 
the car may be fo r  business and domestic purposes, i t s  supreme function  
is fo r  pleasure and recreation".
The factors influencing the demand fo r  car ownership and studies  
predicting future levels of car ownership are discussed in Chapter I I  ix .  
Many references to American sources are included in th is  study simply 
because present levels of car ownership are very much higher than in  
Europe and close to the postulated threshold levels of ownership in 
the developed countries of Western Europe. The modal d is tr ib u t io n  of 
transport fo r  recreational trave l and the use of the car can therefore  
give indications of possible future trave l trends in Western Europe.
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I iv .  Tourism and Transport. An Introduction
Economic development has been conditional upon the a v a i l a b l i l i t y  of 
technology and resources but these have depended fo r th e ir  exp lo ita t ion  
upon the provision o f good transport f a c i l i t i e s  to make m ateria ls and 
markets more accessible and labour more mobile. Increasing productiv ity  
has necessitated and been dependent upon investment in additional transport  
capacity. As a d ire c t  re s u lt  of increasing p ro d u ctiv ity ,  the populations 
of Western Europe have gained greater disposable income and more le isure  
time.
Two of the most expensive purchases made with th is  increased wealth 
have been motor cars and holidays. As w i l l  be noted in more d e ta i l  l a t e r ,  
there is a d ire c t  re la tionsh ip  between levels o f  car ownership, domestic 
holiday travel and household income. With the expansion of car ownership, 
the potentia l market fo r  motoring holidays has grown. The growth of  
holiday motoring is  not, however, wholly an index o f r is in g  levels  of  
car ownership, but must be part ly  accounted fo r  by the large numbers of 
people now wishing to take holidays away from home, and the general 
factors influencing holiday t ra v e l .  In order to study the re la tionsh ip  
between private  motoring and holiday trave l i t  w i l l  be necessary to 
consider the present and future trave l trends o f a l l  the modes of  
transport involved in to u r is t  t ra v e l .  No mode of transport can be 
studied in is o la t io n .
The period of rapid growth in tourism has been accompanied by major changes 
in the main modes of transport, a ffec tin g  th e ir  shares of to ta l  trave l  
demand. Private road transport has come to dominate passenger transport  
in Great B r i ta in ,  at the expense .of the railways and public road services  
(Table I 6 ) . Public road and railway passenger mileage declined  
absolutely during the period 1952 -  1970 in Great B r i ta in ,  and th e i r  
respective shares of to ta l passenger mileage were more than halved 
during the same period. Private road transport has increased f iv e  fo ld  
in passenger mileage,and doubled i t s  share of to ta l passenger mileage 
to 85%.
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Tablel 6 Shares of Total Passenger Mileage in Great B r i t a in , 
1952 to 1970 (Thousand M illions  passenger miles)
Year A ir Rail Public Road 
Service Vehicles
Private Road 
Transport
Total
Road
1952 0.1 21.5 44.7 33.8 78.5
1956 0.2 18.4 36.6 44.8 81.4
1960 0.3 15.6 27.7 56.4 84.1
1964 0.5 11.7 20.5 67.3 87.8
1968 0.5 8.8 15.4 75.3 90.7
1970 0.5 8.8 13.4 77.3 90.8
Source: Department of the Environment Passenger Transport in Great
B r i ta in ,  H.M.S.O. 1971
Modal choice varies according to the purpose of the journey. The 
m ajority of ava ilab le  data on modal d is tr ib u t io n  fo r  passenger transport 
is re lated  to urban and regional planning requirements. P r io r i t ie s  have 
confined research into  the use of the car to work t ra v e l ,  because peak 
t r a f f i c  flows e f fe c t iv e ly  determine the capacity of transport systems. 
Shopping andrecreational travel have only recently been included in 
land use transportation studies. The e ffects  of the main changes in 
transport use must be re la ted  to holiday t ra v e l ,  but there are also 
special influencing factors which must be recognised independently.
I t  is  only comparatively recently tha t information comparing the modal 
d is tr ib u t io n  of travel by journey purpose has become ava ilab le .  The 
Department of the Enviroment has created a Long-Distance Travel Panel 
who provide a continuous weekly record of journeys of tw enty-five  
miles or more. The random sample of respondents was s t r a t i f i e d  in order 
to over-sample frequent t ra v e l le rs .  From mid 1968 to mid 1971 modal 
dependence on the private car increased from 77% to 81% of a l l  journeys 
at the expense of travel by public road transport. On average the car 
was used fo r  82% of work or study journeys, 81% of shopping and journeys 
of personal business etc. and 78% of holiday and pleasure t r ip s .
Among the more s tr ik in g  changes in holiday transport has been the expansion 
of motoring and a i r  travel a t  the expense of other forms of public transport.  
The aeroplane has also replaced the ocean l in e r  re legating the m ajority  
of passenger shipping to e i th e r  cruising or the vastly  more s ig n if ic a n t  
fe r ry  t r a f f i c .  Public transport has been stimulated to serve the demand 
fo r  holiday motoring. Ro ll-on , r o l l - o f f  fe r r ie s  now provide a hi hway to
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to the Continent and motorail operation serve a specialised market, which 
prefers the comfort and safety o f  r a i l  travel to long distance d r iv in g ,  
a lb e i t  a t  a high price . In th is  and in other manifold forms the holiday­
maker and the modes of trave l have been adapted to each other.
The development and expansion of the modes of to u r is t  travel is a 
re f le c t io n  of the increasing affluence which has enabled tourism to develop 
into a mass market. Homogeneous market segments can be delineated by 
th e ir  choice of main mode or combination of modes of transport and th e ir  
type of holiday arrangement; independent or inclusive tour.
Before discussing the factors influencing choice of transport, i t  is  
necessary to study the supply of ava ilab le  services. For motor t r a v e l , 
supply is la rge ly  determined by the level of car ownership o f the 
population, route development,and the a v a i la b i l i t y  o f a n c i l la ry  services. 
Where in ternationa l motoring involves a sea crossing the most important 
a n c il la ry  services are the car fe r r ie s .
In Western Europe, and p a r t ic u la r ly  among the major to u r is t  generators, 
the post-war decades have witnessed a rapid movement toward American levels  
of car ownership and the American concept of a motorised society. Id e a l ly  
a l l  journeys, but the very longest would be made by car, as the preferred  
means of transport. However, because of space l im ita t io n s  compromises 
have had to be made between the f u l l  use of the car and i ts  detrimental 
effects  on the environment. These problems were f i r s t  recognised in  
urban areas but have now percolated down to recreational and holiday  
t r a v e l .
The motoring holiday occupies in many cases the longest sustained 
use made o f  cars and probably the only period when the f u l l  potentia l  
of f l e x i b i l i t y ,  performance and capacity can be rea lised . Unfortunately  
the trend towards greater personal m ob ility  has already produced 
considerable problems of the car's visual impact on the environment, 
congested f a c i l i t i e s ,  and other social costs in areas as diverse as 
the Lake D is t r ic t ,  the French R iviera and Dartmoor. In many eases the 
level o f m obility  in these areas has been s ig n if ic a n t ly  reduced by 
congestion. The m obility  o f the car together with road improvements have
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opened these areas to successively la rger  trave l demand markets, and 
massive la te n t  demand fo r  recreational trave l has been revealed.
As problems arise  however, they may be insuperable. New road 
capacity may never be worth providing in order to e lim inate delays that  
only occur a t  holiday and summer week-end t r a f f i c  peaks.
Severe re s tr ic t io n s  on motor trave l are presently being planned in major 
urban areas and l im ita t io n s  on the use o f the car fo r  le isu re  travel have 
already been foreshadowed by development such as the Goyt Va lley  scheme 
in Derbyshire. Here motorists are provided with car parks a t the mouth 
of the v a l le y ,  but are only allowed to enter the va lley  on fo o t ,  or by 
mini-bus. In order to pred ict the growth o f holiday motoring these 
developments must be considered, fo r  they w i l l  a f fe c t  projected  
saturation levels of car ownership and use in the countries of Western 
Europe.
The f r ic t io n a l  e f fe c t  of distance has been ameliorated by the technical 
development of the car and by the f a c i l i t a t io n  of in te rnationa l  
t ra v e l .  Governments have recognised the economic s ignificance of 
in ternationa l tourism and freedom from motor vehicle taxation and petrol 
concessions are but two examples o f the ways in which the holiday  
motorist has been subsidised. These e f fo r ts  would, however, have been 
in vain without major road developments which have, u n ti l  rece n tly , lagged 
considerably behind the growth in car ownership in v i r tu a l ly  every 
country of Western Europe with the notable exception of Germany.
The changing route needs of road t r a f f i c  were stressed in the Buchanan 
R eport^ . 'Desire L in es ',  i . e .  lines l ink ing  the o r ig in  and destination  
of movements were found to be lengthening, but being constricted by 
routes developed to meet e a r l ie r  shorter range requirements. B r i ta in  
has been slow to follow the continental example of motorway construction  
and i t  w i l l  be necessary la te r  to review the development of the primary 
route network o f  Europe as a fac to r  in the growth of in te rn ationa l  
holiday motoring.
While stressing the development of the main t r a f f i c  a r te r ie s ,  i t  must 
be emphasised that the value of the private car l ie s  not only in i ts  
t ra n s i t  function, between two points, but in the ease of c irc u la t io n
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i t  permits both en route and a t the destination . The road density in 
Europe varies considerably between countries, but is generally  fa r  
greater than tha t o f the railway network. The motorist can take advantage 
of th is  fa c t ,  to escape from crowded to u r is t  centres and main roads.
Much of the value of pr iva te  motor trave l l ie s  in the inherent f l e x i b i l i t y  
of the vehicle and route network, so that the holidaymaker can adapt 
his journey to his own p a r t ic u la r  needs.
There are many routes, especia lly  on the continent, designed mainly 
to f a c i l i t a t e  private  motor t ra v e l ,  fo r  le isure  purposes, fo r  example 
along the Cote d'Azur. S im ila r ly  the Alpine road tunnels, and car 
fe r r ie s  have th e ir  basis of construction in passenger t ra v e l ,  
although i t  is not always possible to iso la te  the influence of holiday  
motoring on the construction o f these services. T r a f f ic  studies may 
ind icate the re la t iv e  importance o f motor t r a f f i c ,  but the economics and 
p o l i t ic s  of financing construction are complex. This also applies in  
the case o f the Channel Tunnel scheme.
The most important aim of the research is to predict fu ture  levels  of  
in ternationa l holiday motoring in Western Europe. There are three main 
factors to be considered. The growth of car ownership, the re la tionsh ip  
between car ownership and the use of the car fo r  in te rnationa l holiday  
motoring, and the growth of in te rnationa l holiday trave l and the 
modal d is tr ib u t io n  of holiday transport.
In ternationa l holiday motoring is generated by indiv iduals and i t  w i l l  
be necessary to determine the factors which influence the decision to 
trave l by private  car. This decision w i l l  be compounded o f socio-economic 
and motivational fac to rs , and external influences which w i l l  include  
consideration of the other transport services ava ilab le  to complete the 
holiday journey. The re la t iv e  importance of these services w i l l  vary 
according to the nature of the journey and the type o f  holiday arrangement. 
Motivational factors involve preception and personal preferences fo r  
modes of transport and services. Unfortunately th is  is not necessarily  
logical and consequently the behaviour of holidaymakers is not read ily  
susceptible to deta iled  analysis.
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I v. Concepts in Passenger Transport
Passenger transport provides a service fo r  consumption, which b as ica lly  
means the desire to reach destinations. Private  cars are desired fo r  
the u t i l i t y  conferred by ownership, but the demand fo r  business cars, 
commercial veh ic les , and transport in general is a derived demand. In 
a l l  cases, but p rivate  motoring,the means o f  to u r is t  transport is provided 
in order to make a p r o f i t ,  through the most e f f i c ie n t  u t i l is a t io n  of  
the vehicle . Public transport contrasts with private  transport  
because operators constantly need to a llo ca te  resources optim a lly ,  
re la te  supply to demand, meet seasonal f lu c tu a t io n s , consider the 
effects  o f  price and income e la s t ic i t y  on demand in the market and take 
account of the p o s s ib i l i t ie s  o f modal sub stitu tion . Private  transport  
does not involve these complex management decisions, or seek to 
optimise i t s  position in the market.
In economic terms, transport capacity is produced. The product o f  a safe
a rr iv a l  is common to a l l  modes o f transport although dependent to a greater
extent on the indiv idual in the case of car t ra v e l .  Transport is e s s e n t ia l ly
an intermediate product. One does not trave l by bus or f l y  in an aeroplane,
normally, to f u l f i l  an aim. In fa c t ,  the less one must have to recourse
to these transport services to reach a des tina tio n , the b e tte r  i t  would
be from the point of view of expense. But on occasions a mode of transport
can o f fe r  an a t tra c t io n  in i t s e l f .  A day t r ip  in a car can provide th is
a ttrac tio n  and much of the pleasure o f  motoring holidays derives from
the use of the car, p a r t ic u la r ly  i f  the vehicle can be exploited to
i ts  f u l l  p o te n t ia l .  I t  should be noted tha t driv ing fo r  pleasure was
the most popular recreational a c t iv i t y  in America in 1960, although i t
had slipped to th ird  place in 1965, and is expected to f a l l  to fourth  
12place by 1980 . This aspect o f p rivate  transport emphasis the essential 
contrast between holiday trave l and everyday commuting, business, and 
shopping journeys which we undertake to achieve p a r t ic u la r  goals.
In passenger transport, the producers o f the trave l product are faced 
with supply costs to render the serv ice . The l in k  between the producer 
and the consumer is  the fare  charged fo r  the p a r t ic u la r  transport service  
which becomes a price to be paid by the consumer. The price paid by 
the transport user is  one aspect o f his valuation o f  th a t  service which
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is compounded of the re la t iv e  weight he attaches to the perceived 
q u a li t ie s  of the service in question. Technological advances have 
alte red  the valuation of a i r  and sea transport and road and r a i l  
services, producing the major changes in modal use noted e a r l ie r .
The demand fo r  transport is  derived and, as such, is  heterogeneous 
because of the varying tastes o f passengers fo r  p a r t ic u la r  combinations 
of price and q u a li t ie s  o f service. Table I 7 i l lu s t r a te s  the increasing  
costs to the consumer o f passenger transport in Great B r i ta in .  Bus 
fares have risen most d ram atica lly , next come r a i l  fa res ,  then the 
running costs of motor vehicles and f in a l l y  the price o f  private  
vehicles. The l a t t e r  has accelerated very rap id ly  since 1967. These 
figures i l l u s t r a t e  tha t the balance of costs has moved in favour of  
the motor car.
Table I 8 indicates tha t motoring's share of to ta l  consumer expenditure 
has risen from 6.0% to 8.5%, during the I9 6 0 's. Public transport has 
remained a t approximately the same le v e l ,  3.3%. I f  consumer expenditure 
per passenger mile is considered i t  becomes obvious tha t costs alone 
cannot be the determining fac to r  when decisions are made on the mode 
of transport to be used. The average to ta l  expenditure (personal and 
business) per passenger mile fo r  private  motoring, has increased slowly 
over the period, and has remained a t almost double the average expenditure 
per mile on public transport. Average running costs and purchases of 
private  cars and motor cycles per passenger mile have also remained 
in excess of public transport costs. I f  running costs alone are 
considered, however, the m otorist appears to have marginal advantage 
and therefore a f inanc ia l incentive , i f  he only considers these costs.
The Prices and Incomes Board in a recent survey quoted by M. Deakin 
13and T. Seward have attempted to compare journey times and average 
fares or costs based on twelve in te r - c i t y  routes of an average distance  
of 200 miles (Table I 9 ) .
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Table I 9 Average Journey Time and Costs of In te r -C ity  Travel in the
United Kingdom, 1968
Rail Coach Motor Car
Average Journey Time 3 hrs. 35 mins. 8 hrs. 5 hrs.
Average Fare £ 2 .34£ £1.50 £ 3 .33£
Source: National Board For Prices and Incomes, Proposed Increases
by B r it ish  Railways Board in Certain Country -  Wide Fares 
and Charges.
London, H.M.S.O., Cmnd. 3656, Report No. 72, 1968.
Notes: (a) Based on an average speed of 40 m.p.h. (b) Second Class
(c) Running costs only.
On these trunk routes public transport has marked speed ( r a i l )  and cost 
(coach) advantages over the car. The fa c t  that p rivate  motorists are 
not motivated by to ta l  cost considerations emphasises th a t  t ra d it io n a l  
transport economics cannot be applied to private  motoring. Consumers 
surplus is the price d ifference between what is  paid fo r  a service  
and the most tha t  would be paid fo r  the same service given that income 
does not change. For public transport th is  surplus must therefore be 
quite small in contrast to p rivate  motoring given the major decline  
in i ts  share o f to ta l  passenger mileage. I t  w i l l  be necessary to 
look beyond economic theory fo r  the factors which influence car 
ownership and consumer valuation o f the q u a li t ie s  of priva te  transport.
I t  is also important to recognise some of the aspects of the time-costs 
of t ra v e l .  These are composed of trunk movement time, waiting time and 
a c c e s s ib i l i ty  time. Trunk movement time is akin to t ra n s i t  time, 
waiting time is re la ted  to the frequency of service and a c c e s s ib i l i ty  
time referes to the ' immediateness' of a p a r t ic u la r  mode of transport  
fo r  use by the consumer. These factors are s ig n if ic a n t  in the analysis  
of the main and subsidiary forms of transport employed on the holiday  
journey.
The re lationship  between these time-costs can be established fo r  
d i f fe re n t  categories of consumer, d i f fe re n t  transport modes and fo r  
d if fe re n t  journeys. For example, the smaller the capacity of the
-38-
transport vehicle and the greater the trave l demand, the b e tte r  the 
frequency o f  serv ice , which helps to minimise waiting time. Such 
apparently simple statements are, however, problematic because 
they conceal the operation of m ultip le  factors . The distance over which 
the transport service is required obviously a ffects  the re la t iv e  
importance of the three time-cost elements and explains why modes of  
transport with the fas tes t  trunk movement time, such as aeroplanes, are 
not valued so highly on short domestic services where a c c e s s ib i l i ty  and 
waiting time-costs are r e la t iv e ly  high.
Because the car is immediately a v a ila b le ,  by v ir tu e  o f p rivate  ownership, 
i t  has become the prime means o f passenger transport and, although 
trunk movement times are often shorter by public transport, the consumer 
is aware of the importance of to ta l  trave l time-costs. Moreover, 
the car's  advantage becomes even more marked as the proportion of  
trunk movement time diminishes and as the potentia l t r a f f i c  density  
declines. The former point helps to explain the greater re la t iv e  
significance of holiday motoring in domestic tourism, while the 
la t t e r  point emphasises why re liance on public transport e f fe c t iv e ly  
l im its  the range of destinations and c ircu la tio n  ava ilab le  to the 
holidaymaker.
A vicious c irc le  has been established in public passenger transport.
T r a f f ic  density f a l l s  as car ownership increases, frequencies are 
reduced to save costs and passenger time costs are increased. The 
d isp ar ity  with private  motoring increases and is fed by fu r th e r  displace­
ment of t r a f f i c  from public transport and by increasing car ownership 
as the car is recognised as a social necessity. Socio-economic factors  
re s tr ic t in g  car ownership, congestion problems and subsidies to 
public transport prevent th is  s e l f  re - in fo rc in g  tendency being carried  
to i ts  logical conclusion and, since the mid 1960's in Great B r i ta in ,  
there has been greater s t a b i l i t y  in the mileage performed by public  
transport. Nevertheless, fu r th e r  declines in public transport continue 
to iso la te  a small but important section o f the community tha t does not 
own a car.
Motorists do not pay the f u l l  costs of the roads and services they enjoy, 
e.g . road construction, maintenance, and polic ing . Public transport  
operators, p a r t ic u la r ly  the ra ilw ays, emphasise the competitive disadvantage
-39-
I
th is  places on public transport. This again stresses the d i f f i c u l t y  
of d i re c t ly  comparing the costs of pr iva te  and public transport. In 
add it ion , there is as y e t  no le g is la t io n  to r e f le c t  the calculations  
made of the social costs imposed by the congestion and po llu tion  
caused by cars.
For in ternationa l passenger t r a v e l , public transport, and p a r t ic u la r ly  
the a i r l in e s ,  have captured a s ig n if ic a n t  proportion of the trave l  
market. This especia lly  applies to trave l from the United Kingdom and 
Scandinavia where the main to u r is t  reception countries are at  
considerable distance and surface routes involve sea t ra v e l .  On the 
Continent i t s e l f ,  holiday trave l by a i r  is  also expanding rap id ly .  The 
services provided by public transport operators must therefore be 
studied as a d ire c t  influence on the use o f the car fo r  holiday 
motoring, emphasing the factors which modify the normal dominance of the 
car fo r  domestic t ra v e l .
As the densities of holiday t r a f f i c  flow vary seasonally, the mode 
of transport which can match i ts  services to the trave l demand performs 
well in the market. In order fo r  public transport operators to compete 
in the holiday market they must specia lise  where th e ir  technologies 
provide them with time-cost and re la t iv e  price advantages. The a i r l in e s  
specia lise in the inc lus ive -tour market and coach operators can earn 
reasonable returns from inc lus ive -tour and excursion t r a f f i c  by 
concentrating th e ir  capacity in the peak holiday season. The proportions  
o f  car and non-car owners using these a lte rn a t iv e  forms o f  holiday  
transport provides an index of the strength o f p rivate  holiday motoring 
and the potentia l market fo r  pr iva te  holiday motoring t ra v e l .
This study w i l l  seek to explain the factors which influence the 
holidaymaker to use his car fo r  long distance in ternationa l trave l  
when the car's  re la t iv e  advantages in waiting and a c c e s s ib i l i ty  time 
are no longer so s ig n if ic a n t .  But before th is  can be done i t  is 
necessary to consider the costing of pr iva te  holiday motoring.
In a l l  transport undertakings, the proportion of f ixed  to var iab le  costs, 
in te re s t  charges and the discounting of cap ita l expenditure form the 
basis o f  accounting. A high proportion of f ixed  costs have obviously
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posed problems fo r  the railways in a s itua tion  of declining t r a f f i c .  
S im ila r ly ,  p r iva te  transport has s ig n if ic a n t  f ixed costs; car purchase, 
depreciation, taxation and insurance. Like other modes of transport,  
average costs o f operation decline with greater  vehicle usage and fo r  
costs per person with greater occupancy. I t  has already been noted that  
the private  car is a high cost mode in re la t io n  to the other modes of  
transport but th is  e n t i re ly  depends on the valuation o f the car as a means 
of trave l by i ts  owner and to his perception of costs. Studies o f the 
costing of pr iva te  transport are considered fu rth e r  in Chapter I I  v.
Competition in passenger transport is  based on many factors: origins
and destinations, a r r iv a l  and departure times, length o f  journey, number 
of seats ava ilab le  and un it  costs. Not a l l  o f these factors may be 
assessed ob jec t ive ly .  In p a r t ic u la r  re la t iv e  levels o f comfort and 
safety are perceived in d iv id u a lly ,  although the l a t t e r  can be assessed 
in terms o f  passenger miles performed. Over certa in  routes physical 
and technical factors may tend to favour one or more modes of transport. 
Air travel increases rap id ly  with distance, especia lly  i f  the journey 
includes a sea crossing but in Western Europe distances are not so 
excessive tha t one mode of transport is favoured unduly.
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I I  i .  Introduction
The purpose o f th is  Chapter of the study is to develop the re la tionsh ip  
between private  motoring and holiday t ra v e l ,  by exploring the re la ted  
s ta t is t ic a l  data, and l i t e r a tu r e  sources.
The study of recreation and holiday trave l is essen tia lly  a modern 
phenomenon and has developed as the data base fo r  research has grown. 
In ternationa l trave l a ttrac ted  early  atten tion  because of the a v a i l a b i l i t y  
of data on the movement of people across f r o n t ie r s ,. and the recognition  
of th e ir  impact on the balance of payments in generating and reception  
countries.
1 2The early  studies by O gilv ie  and Norval were produced from an economic
3viewpoint, and M. Peters more recent study of in ternational tourism 
again stressed an economists' approach to the subject. The in s t i tu t io n a l  
and politico-economic significance o f  in te rnationa l tourism and transport
4
has been discussed by H.P.Gray .
Complementary to these general works have been regional studies of the 
impact of in ternationa l tourism, the problems and potentia l fo r  the economy 
of reception areas, and transportation sutdies. G.C. Powell has studied  
the problems of an island economy heavily dependent on tourism and a i r
c
l in k s ,  and J. Naylon has studied the dependence of Spain on tourism.
In many of these studies a basic academic d is c ip lin e  has been used as 
the s ta rting  point fo r  research: the Economics o f Tourism, Geography of 
Tourism, Sociology of Tourism. The study of tourism as an e n t i ty  in 
i t s e l f  began with the work of Hunziker and Krapf^ and was developed
o
by Lickorish and Kershaw . The rapid expansion of tourism in the
second h a lf  o f  the twentieth century has, however, required a synthesis
g
of modern theory and practice and the work of Burkart and Medlik 
establishes a framework in which tourism can be examined h is to r ic a l ly ,  
now,and in the fu tu re . The basic concepts, determinants and s ign ificance  
of tourism are examined, together with the principal s t a t is t i c s ,  the ro le  
of the major to u r is t  industries -  transporta tion , accommodation, tour  
operation and trave l agencies, the main functions of marketing and physical 
planning and development, and organisation and finance.
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The problems associated with international tourist s ta t is t ic s ,outlined 
in the previous section have militated against detailed intra-regional 
travel studies. Only very recently has the European tourist market 
been investigated in any detail and the major study by Anderla, Bonnett, 
Seekings and Wheatcroft^ sought to emphasise the limitations of the 
data available and the problems of research in this f ie ld .
The relationship between tourism and transportation has been studied 
in some detail. In the Revue de Tourisme C. Kaspai^and Dr. P.W. Ossipow 
have contributed notable artic les. The conclusion to Kaspar's study 
indicates that a number of questions need and merit further study:-
1) A study of those factors of the means of transport which stimulate 
the tourist demand.
2) A study of the effects of transport price reductions on the tourism 
development of a country.
3) Study of the demand for tourist transport services in relation to
a) income
b) transport fares
4) Study of the possible measures by the transporters to reduce seasonal 
fluctuations in tourism.
To some extent the f i r s t  of these research priorit ies  has been met
13
by a recent study by P. Goffe , although the author tends to emphasise 
the factors influencing the choice of mode of transport and the demand 
for holiday travel, from a qualitative and in tu it ive , rather than 
a quantative viewpoint.
There s t i l l  remains scope for detailed studies of the relationship 
between tourism and transport, in particular by concentrating on 
particular modes of travel, and sectors of the travel market. The a ir  
travel market has been most intensively investigated. A.Rosenburg has
14
studied, a ir  travel within Europe . S.F. Wheatcroft has researched
'15the economics of European a i r  transport and A.J. Burkart has 
investigated package holidays by a ir  .
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I t  is the aim of th is  study to redress the balance in to u r is t  travel  
studies by emphasising the s ignificance of private  transport in the 
European holiday market. The Tack of deta iled  information in th is  f ie ld  
was commented upon by Anderla, Bonnett, Seekings and W heatcro ft^ .
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I I  i i .  Data Sources
Basic in te rnationa l to u r is t  data are to be found among the annual 
reports of the In ternationa l Union of O f f ic ia l  Travel Organisations 
( I .U .O .T .O .)  and the Organisation fo r  Economic Cooperation and 
Development (O .E .C .D .).  In add it ion , National Tourist Offices  
conduct sample surveys and special investigations o f v is i to rs  and 
the resident population. Other branches of the to u r is t  industry , such 
as car fe rry  and tour operators, conduct market surveys.
The varying d e f in it io n s  and coverage of national holiday travel  
surveys and in te rnationa l to u r is t  s ta t is t ic s  are one of the
main problems of research in to  in te rnationa l holiday t ra v e l .  Anderla,
1 2 Bonnett, Seekings and Wheatcroft note from Vanhove's study o f tourism
in Belgium that there are, fo r  example, discrepancies to the order
of 30 to 40 per cent between the data in the 1969 survey and foreign
published figures o f Belgian v is i to r  t r a f f i c .
1. In ternationa l Tourism and Transport S ta t is t ic s  
For the purpose of obtaining basic data, re la t in g  to tourism, three 
principal methods of co llec tion  on a regular basis can be distinguished,  
and have been alluded to in the previous section:
1) Regular adm inistrative reporting re la t in g  to f ro n t ie r  checks.
2) Returns from accommodation establishments.
3) Data fo r  v is i to r  expenditure supplied by the banking system.
For the purposes o f th is  thes is , the f i r s t  two methods are most 
important.
Administrative reporting arises , when, fo r  immigration or passport 
control purposes, v is i to rs  are required to present trave l documents, 
or complete f ro n t ie r  forms. The progressive reduction of f r o n t ie r  
fo rm a lit ies  and growth of world t r a v e l ,  however, continue to erode 
th is  data base. In ternationa l motoring s ta t is t ic s  have been 
obtained from the analysis o f the records of motor vehicles temporarily  
imported under the system of In ternationa l Motor Insurance Cards, 
or "green cards". This card is accepted as evidence tha t the m otorist  
has the minimum insurance required by the law and is accepted through­
out the countries of Western Europe as defined fo r  th is  study. As 
trave l f a c i l i t a t io n  is improved, supra-national economic and p o l i t ic a l  
unions grow, and b i - l a t e r ia l  trave l insurance agreements concluded, 
th is  source of data w i l l  no longer be ava ilab le .
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In practise a f u l l  f r o n t ie r  count is  v i r tu a l ly  impossible when a 
country's incoming and outgoing t r a f f i c  has reached a certa in  le v e l ,  
the more so where trave l by road is important, and police and customs 
fo rm a lit ies  are o f necessity only cursory. Moreover, simple counts 
cannot separate to u r is ts ,  and in p a r t ic u la r  holiday to u r is ts ,  from 
other in te rnationa l v is i to rs .
Only i f  a l l  t ra v e l le rs  complete e n t ry /e x i t  cards can somewhat 
more comprehensive information be obtained. The minimum information  
which these should provide would be the breakdown of a r r iv a ls  or 
departures according to mode of transport, residence, (o r ,  f a i l in g  
that n a t io n a l i ty ) ,  main purpose of v i s i t ,  and length of stay.
Obviously th is  does not comprise a deta iled  and comprehensive system 
of trave l s t a t is t ic s ,  and accommodation returns and sample surveys 
are indispensable to supplement ava ilab le  information.
Hotel reg is tra tio n  is one method o f recording accommodation nights,  
but a complete count is usually required. The usefulness of accommodation 
data la rge ly  re f le c ts  the scope of the d e f in it io n  of reg istered to u r is t  
accommodation and fo r  the purposes of th is  research is also l im ited  
because no information is ava ilab le  on to u r is t  expenditure, purpose 
of v i s i t ,  or mode o f  transport.
"Sample surveys of v is i to rs  can be carried out by personal in te rv iew ,  
on the spot completion of a form, (perhaps with the assistance of an 
enumerator), or by means of a postal or other w rit ten  questionnaire
3issued to v is i to rs  on or before a r r iv a l  (often pre-coded and anonymous)" 
The w rit ten  questionnaire is  seriously affected by non-response, and 
in the absence of oral in terv iew s, the r e l i a b i l i t y  of certa in  answers 
notably on expenditure, is  doubtful. Sampling has the advantage, however 
of ensuring tha t the data collected can be re lated  to the purpose 
of the v i s i t  and the country of residence. Sampling supplements basic
information, and only in the case of the B r it ish  In te rnationa l Passenger
4 ------ -----------------------------
Survey , does i t  act as an a lte rn a t iv e  to adm inistrative reporting
of entries  and e x its .  I t  is a p ity  that only a l im ited  selection  of
the results of th is  survey are read ily  ava ilab le . The published
d is tr ib u t io n  o f a r r iv a ls  by mode o f transport in to  sea and a i r  v is i to r s ,
does not indicate the numbers of v is i t in g  motorists although th is
is questioned in the survey. For in te rnationa l motor t r a v e l ,  the
private  car is the main mode of transport and th is  should be recognised
in o f f i c ia l  s ta t is t ic s .
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Only f ro n t ie r  sampling ensures a deta iled  coverage of a l l  v is i to r s ,  
and therefore is an important complement to accommodation data which 
excludes a large proportion o f the to ta l  foreign to u r is t  population not 
in registered accommodation. Because more questions can be included in  
the sample than i t  is  possible to ask on e n t ry /e x i t  cards, not only 
can more data be sought, but also they can be c la s s if ie d  in many more 
ways. For example, according to;income, age group, type o f holiday  
arrangement, and means o f transport. But surveys such as The 
In ternationa l Passenger Survey have to be spec ia lly  organised, involve  
extra expenditure, and " fo r  countries in which large numbers of  
v is ito rs  a rr iv e  by overland routes (espec ia lly  by road) the problems 
of sampling are scarcely less daunting than those of attempting a 
f u l l  count"^.
The to ta l number of maritime, a i r ,  road and r a i l  points of entry covered 
by the survey must be determined in re la t io n  to the acceptable level  
of sampling e r ro r ,  and d i f fe re n t  kinds of transport require d i f fe re n t  
sampling methods. Unfortunately there are very many more points of 
entry at land fro n tie rs  and the time ava ilab le  fo r  obtaining w rit ten  
or oral answers to questions is' very l im ite d , p a r t ic u la r ly  at peak trave l  
periods. The dominance o f port fro n tie rs  in the United Kingdom large ly  
explains the uniqueness of The In ternationa l Passenger Survey , fo r  there  
is  greater time ava ilab le  fo r  in terv iew .
In order to sample road t r a f f i c ,  "e lectron ic  counters can be used to 
measure the volume and frequency of road t r a f f i c ,  the sample can be 
s t r a t i f ie d  by carrying capacity of the vehicle and coutry of re g is t ra t io n ,  
and passengers can be interviewed a t predetermined in te rva ls  by 
techniques which are commonly used fo r  t r a f f i c  censuses or road to l ls '  .
The monthly entries of foreign private  cars are chronicled in the 
publication Quarterly Transport S ta t is t ic s  fo r  Europe This publication
Q
supplements the Annual B u lle t in  of Transport S t a t is t ic s fo r  Europe .
The s ta t is t ic s  are compiled from replies  to questionnaires supplied by 
various countries and accord to the commonly agreed d e f in it io n s  which 
have been worked out under the auspices of the Inland Transport 
Committee of the United Nations Economic Commission fo r  Europe (Appendix B). 
The problems of analysing entry data are s im ila r  to those f o r v is i t o r  a r r iv a ls .
-51-
The Annual B u lle t in  contains in te r  a l i a ,  series on;car ownership, road 
networks, volume of passenger and goods, transport and expenditure on 
roads. In add ition , data on car-ownership and route mileages are
9produced on an in ternationa l basis by the In ternationa l Road Federation , 
and the United N a tio n s^ .
These m ulti-national studies can be placed in perspective where deta iled
national transport s ta t is t ic s  are ava ilab le . In Great B r i ta in  th is  information
11 12is produced by the Department of the Environment . Important indices  
of the strength of private  transport include; m otoris t 's  share of to ta l  
consumer expenditure, and the modal d is tr ib u t io n  of to ta l  passenger 
miles. Vehicle re g is tra t io n  forms do not normally provide very useful 
information, but in 1972, i t  was decided by the Department of the 
Environment to include a section fo r  voluntary information from 
applicants. Among the questions asked w i l l  be the purchaser's occupation 
and the use to which he intends to put the vehicle.
13The United Nations Economic Commission fo r  Europe has conducted 
f iv e -y e a r ly ,  Censuses of the motor t r a f f i c  on main in te rn a tio n a l  
a r te r ie s  , (1955, 1960, 1965 and 1970). There are, however, a number 
of l im ita t io n s  to the data ava ilab le . The results of the survey are 
presented as average da ily  motor t r a f f i c  flows throughout the yea r ,  
but the most important ch a ra c te r is t ic  of to u r is t  t r a f f i c  flow is i ts  
seasonal nature. This is quantif ied  in the Quarterly Transport S ta t is t ic s  
for Europe . The main problem of the data is tha t i t  re fers  to a l l  
motor t r a f f i c  on the "E Route" network of Europe. Although the percentage 
of heavy motor vehicles can be separated from the da ily  to ta ls ,  the v a l id i t y  
of the survey depends e n t ire ly  on the v a l id i ty  o f the "E Route" network, 
as an in ternationa l t r a f f i c  system. The data have, there fo re , only l im ited  
value fo r  the study o f to u r is t  motor t r a f f i c .  The main value o f the 
s ta t is t ic s  are that the average number and proportion o f foreign vehicles  
per day can be studied, and rough guide lines established fo r  the 
comparison of the in ternationa l importance of p a r t ic u la r  routes and 
f ro n t ie r  crossings, and the d is tr ib u t io n  o f  in te rnationa l t r a f f i c  throughout 
a country.
Possible sources of bias in the sampling of recreational motor t r a f f i c
14have been emphasized by Burton, using as an example, a study of week-end 
motorists in the Peak D is t r ic t  National. Park. His critisms would apply
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equally to the sampling o f holiday t r a f f i c  a t  f ro n t ie rs .  There are three  
sources of possible bias. F i r s t l y ,  the interview points in the case of 
the p a r t ic u la r  recreational area may not be representative. Secondly, 
interviewing on p a r t ic u la r  days of the week a t  p a r t ic u la r  times of the 
year may produce a sample which is not representative o f users on other  
days, and a t other times of the year. (The seriousness o f th is  bias 
w i l l  depend, on the purpose of the survey). F in a l ly ,  v is i to rs  do not 
arr ive  a t a steady ra te .  By interviewing a t a constant ra te ,  undue 
emphasis is given to those a rr iv in g  during slack periods. This can 
be overcome to a certa in  extent by counting the rate at which people are 
entering and weighting the sample accordingly.
To sample holiday motor t r a f f i c  at port f ro n t ie rs ,  motorists can be 
interviewed as they w ait  to embark onto the c a r - fe r r ie s ,  or they can be 
interviewed during the crossing. The questionnaires should be weighted 
according to the numbers of vehicles carr ied , which can be obtained 
from the ships' manifest and conducted to r e f le c t  as accurately  
as possible, variations in carriage by time of day, day o f the week, 
and week of the year.
I n i t i a l  volumetric data on overseas motoring v is i to rs  to B r i ta in  was
15analysed by the B r it ish  Tourist Authority in 1967 . The data,
in the form of the detachable sections of green motor insurance cards, 
were collected at the ports o f entry and stored by the Greater London 
Council, a t County H a l l ,  Westminster. I t  must be emphasized, however, 
that there is no means of proving that a l l  vehicles entering B r i ta in  
surrendered a green card to the authorized co llec tors ; tha t a l l  the 
collected records were properly despatched fo r  storage a t  the G .L .C .,  or 
that repeat v is i to rs  have not been double counted. The accuracy of  
the s ta t is t ic s  cannot therefore be guaranteed.
This i n i t i a l  survey was complemented in 1969 by a fu r th e r  survey 
designed to assess by interviews; demographic ch a ra c te r is t ic s ,  t r ip  
deta ils  and sa t is fac t io n  with the experiences on the t r i p .  In add it ion ,  
a number o f interview days were set aside to record vehicle reg is tra tio n s  
in order to iso la te  the area o f  o rig in  o f  overseas motorists on a 
larger sample basis. Nevertheless major d i f f i c u l t i e s  remain, in the 
volumetric analysis.
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Estimates of the to ta l  car passengers coming to the U.K. in 1969 were 
produced by applying the percentage increase of the B.T.A. estimate 
to ta l  1969 to u r is t  t r a f f i c  over the 1967 to ta l  to u r is t  t r a f f i c  to the U.K .,  
to the to ta l car passengers figures derived from the 1967 survey. I t  
must be emphasised, however, that the percentage increase in to ta l  
to u r is t  t r a f f i c  does not necessarily correspond with the percentage 
change in car passenger t r a f f i c .  The estimated number o f vehicles  
coming to the U.K. in 1969 is in turn derived by d iv id ing the estimated 
number of car passengers 1969, by the average party s ize 1969, the 
l a t t e r  being obtained from the 1969 survey.
Reductions in the requirements fo r customs and re la ted  trave l  
documentation have now lim ited  the volume of in ternationa l trave l  
s ta t is t ic s .  This p a r t ic u la r ly  applies to those countries with long 
land f ro n tie rs  and a large proportion of a r r iv a ls  by road. In ternationa l  
motor travel to and from the United Kingdom is well documented by the 
fe r ry  operators.
Research conducted by B r it ish  Rail on th e i r  "Sealink" Services (including  
the French and Belgian l in es )  and in conjunction with European F err ies ,  
is an invaluable source of information. Although the data is not f u l ly  
comprehensive of t r a f f i c  to th is  country ("Sealink" services do not 
operate on the Scandinavian rou tes),  estimates are made of th is  t r a f f i c  
and b u i l t  in to  the analyses conducted by the In ternationa l Shipping and 
Services Division and Transmark the special research group o f B r i t is h  R a il .
Accompanied car t r a f f i c  surveys ^  have been conducted by B r i t is h  Rail 
in 1965 and 1969. The 1969 survey concentrated on the peak trave l  
period from the end of June to the beginning of September and sought to 
is o la te  the key components of overseas motoring t ra v e l .  The survey was 
based upon a c a r-d r iv e r  questionnaire of 2000 B rit ish  residents , in te r ­
viewed on board ship, in a l l  parts o f the ship. The d i f f i c u l t i e s  of  
randomly interviewing respondents may have introduced elements o f bias 
in to  the survey. The questionnaires were weighted to be representative  
of carriage by route, date and time. To ensure adequate sub-samples fo r  
analysis , by route, a f ixed  quota of 150 interviews was a llocated to 
each o f the routes surveyed, regardless of the proportion o f t r a f f i c  
carried on tha t route.
Percentage figures are quoted throughout and these may add up to more 
than 100 i f  more than one response is given to a question. A ll  the
-54-
tables are analysed by route and c a r r ie r  used on the outward journey, 
thus re f le c t in g  the research in terests  o f the o r ig ina ting  organisation.
Both in th is  survey and the B r it ish  Tourist Authority motoring surveys, 
the analysis o f the purpose o f the v i s i t  is  p a r t ic u la r ly  s ig n i f ic a n t ,  
as i t  enables comparison with the In ternationa l Passenger Survey.
F in a lly  in th is  section on tourism and transport s t a t is t ic s ,  i t  is important
to recognise the tendency fo r  multi-purpose questionnaires to be conducted.
18For example, the M in istry  of Transport Accompanied Vehicle Survey at  
Dover and Newhaven. The object of th is  survey was to provide information  
needed fo r  road planning purposes and a d d it io n a lly  material which could 
be used la te r  in the consideration o f the Channel Tunnel Scheme. The 
B rit ish  Tourist Authority were, however, permitted to include th e i r  own 
questions on the length o f s tay , and places and regions v is i te d  o f non-U.K. 
and Eire residents. Drivers were interviewed w ith in  the port precincts ,  
e ith e r  in the assembly area or in the duty free  zone. Interviewers proceeded 
down the lines o f vehicles selecting drivers fo r  interv iew  a t the in te rva ls  
decided by the sampling plan, throughout the 24 hours o f  the day. Over 
23,000 drivers were interviewed. In order to achieve the best representation ,  
those interviewed were divided in to  groups by type of vehicles w ith in  
individual fe r ry  sa ilings and weighted up to the to ta ls  given by the ships' 
manifests. Although emphasising the t r a f f i c  s itu a tio n  (orig ins o f journeys 
and overnight stops) and other information on t r a f f i c  peaks, the study 
also noted the proportion of t r a f f i c  by country of residence and destination .
2 Household Travel Survey Data
National Tourist Organisations require large scale continuous surveys of
19tourism movements to cover the key components of tourism behaviour . The 
minimum information required is the time o f v i s i t  (month), the purpose 
of the v i s i t ,  the area of orig in  (n a t io n a li ty  or residence), the length 
of stay, the type of accommodation and the expenditure per cap ita .
For the United Kingdom, the In ternationa l Passenger Survey has conducted 
sample surveys a t ports annually since 1964, but the survey does not 
measure a l l  the key components of to u r is t  behaviour. Some countries  
conduct surveys on ra ther  smaller sca le , but manyin Europe do l i t t l e  on 
an o f f i c ia l  basis beyond measuring the numbers crossing f ro n t ie rs  or 
staying in registered accommodation, and estimating to ta l revenue.
-55-
Additional problems of trave l research arise  from the fragmented 
structure of the travel industry. With many d i f fe re n t  in te re s ts ,  
a large number of which are small and unco-ordinated, companies are 
often unaware o f  how to conduct and use market research, or have 
only l im ited  research budgets. As a consequence, research has concentrated 
on the competitive position of indiv idual operators w ith in  the holiday 
market, rather than on the to ta l  market i t s e l f .
This position has been s l ig h t ly  improved in the United Kingdom, by 
the extension o f ad hoc syndicated surveys (usually in i t ia te d  by 
research companies), or commissioned s p e c if ic a l ly  by indiv idual  
companies. But in both cases, the information is confidentia l to 
the bulk of the industry.
Research on the to ta l  travel market which is ava ilab le  to the whole of
the industry has mainly been promoted by National Tourist Organisations.
Household travel surveys, provide data on the key components of holiday
travel by the resident population, based on the in te rn a t io n a lly
accepted d e f in it io n  of holiday tra v e l:  A stay of four or more nights
away from the place o f normal residence, fo r  holiday purposes. The
surveys are e i th e r  produced by independent commercial research companies
20or academic research units. The B r it ish  National Travel Survey (B .N .T .S .)
has been carried out continuously since 1951, fo r  the B r i t is h  Tourist
Authority, by Social Surveys (Gallop P o ll)  and National Opinion Po lls .
Surveys of the West German population are conducted by the Deutsches
21Wirtschaftswissenscaftliches In s t i t u t  fu r  Fremden verkehr , a t  Munich 
University and the S ta tis tiches  Bundesamt, Wiesbaden.
Almost a l l  the main generators o f holiday trave l in Western Europe have 
conducted household sample surveys. Unfortunately , not a l l  surveys are 
conducted on a regular yearly  basis, using exactly comparable d e f in it io n s .  
There is consequently a lack of data on h is to r ica l  trends, Due to 
l im ited  sample sizes and the length of the questionnaires, national 
travel surveys are not l ik e ly  to replace the need fo r  surveys a t the 
points of entry and e x i t ,  but they have the advantage o f measuring 
in d e ta i l  changes in the travel habits o f national populations. For 
example, the B r it ish  National Travel Survey measures:- the s ize of the 
to ta l  market, the main market segments of holiday t r a v e l ,  the mode of.  
transport, orig ins and destinations, holiday a c t i v i t i e s ,  and the socio­
economic and demographic p ro f i les  of market segments.
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A1though sample household surveys form the largest part of the data 
base fo r  th is  study, a number of problems arise in th e ir  construction  
and use, For example, the construction of sampling frames fo r  household 
surveys cannot be standardised fo r  countries with d iss im ila r  social 
conditions. In add ition , f u l l y  representative samples are a pre­
requ is ite  fo r  results of any value, fo r  trave l characteris t ics  d i f f e r  
greatly  between the populations of urban and rural areas, between socio­
economic groups, and between d i f fe re n t  age groups. The annual level of  
holiday purchase by a population may also be very small. Only approximately 
10% of the population of Great B r ita in  takes a holiday abroad(excluding 
trave l to Ire land) and consequently there are technical and cost problems 
associated with m inority sampling. Also the re la t iv e  infrequency of  
holiday taking has tended to r e s t r ic t  research to considering single  
purchases, or purchases w ith in  a twelve month period.
In 1970, some 3,020 interviews were conducted with B r it ish  people
taking a holiday in B r ita in  and some 2,079 interviews with people
taking a holiday abroad. The supplementary sample of holidaymakers
abroad was obtained because, since only approximately 12% of the adult
population take a holiday in Ire land or abroad, the basic random sample
located only about 600 respondents. The B r it ish  National Travel Survey
is one o f the most sophisticated studies o f  i t s  kind in the world but
is necessarily subject to s t a t is t ic a l  e rro r .  This varies from plus or
minus 1% on a random sample of 4,000 ( fo r  a f igu re  of 12% and at the 95%
confidence le v e l)  to plus or minus 6.5% fo r  the same f igure  on a random
sample of 100. These points must be borne in mind when considering
a l l  figures and especia lly  those in cross tabulations where the base numbers
are small. Estimates of numbers and expenditure, based on percentages
from the survey, are also subject to s ta t is t ic a l  e rro r .  In th e ir
survey of the European trave l market, Wheatcroft, Anderla, Seekings 
20and Bonnett noted tha t surveys such as the B.N.T.S. are too 
general to be of great use because no confidence can be placed on the 
indiv idual ce lls  of the survey.
I t  w i l l  become apparent la te r  in th is  report,  th a t  there is a great deal 
of d i f f i c u l t y  iso la tin g  the independent e f fe c t  of the determinants of  
holiday travel demand. For example, the e ffec ts  o f age and income.
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As people grow o lder, they also grow r ic h er .  In th is  case, one might f ind  
that varia tions in propensity to trave l were b e tte r  explained by variations  
in income, rather than by variations in age. S im ila r ly ,  the e f fe c t  
of l i f e  cycle stage is complex. Increased foreign travel by couples 
whose children have grown up and l e f t  the parental home, cannot 
be simply explained by the e ffec ts  of age and income. M u lt iva r ia te  
analysis would help solve these problems of au to -co rre la t io n , but B r it ish  
National Travel Survey data are not s u f f ic ie n t ly  deta iled  to permit, 
fo r  example, the cross-referencing o f  age, income and holiday trave l by 
mode of transport. Even i f  th is  were possible, the response ce lls  
would be too small to be s t a t is t i c a l ly  r e l ia b le .
Available data is  therefore almost always in s u f f ic ie n t  fo r  the 
deta iled  analysis o f a spec if ic  operational problem. To analyse 
a p a r t ic u la r  market or a market segment of holidaymakers i t  is almost 
always necessary to study the population which is r e la t iv e ly  
homogeneous in respect o f the problem to be considered. This w i l l  also 
be less expensive in the long run.
The B r it ish  Tourist Authority has conducted a series of surveys among the 
residents of European countries who have t ra ve lled  to Great B r i ta in .  This 
has, however, frequently  necessitated the iso la tio n  o f  a group of people 
representing less than 1% of the to ta l population. This is again a costly  
and in e f f ic ie n t  process and re f le c ts  the lack of deta iled  national trave l  
surveys, in other countries. Nevertheless, these surveys do enable a t t i tu d in a l  
information to be co llected. Thus the potentia l market can be estimated 
and the National Tourist Organisation can derive guide lines fo r  
promotional p r io r i t ie s .  Unfortunately, the samples of about 500 
v is i to r s ,  again re s u lt  in very small numbers in sub-cells o f the 
s ta t is t ic a l  analysis , and the standard d e f in it io n  of holiday travel of  
four nights or more away from home was not always rigorously applied. 
Travellers were only excluded from the survey i f  th e ir  v i s i t  had been 
fo r  purely business purposes, and involved a stay of less than 24 
hours or more than three nights.
General household surveys conducted throughout Europe are ra re ,  but 
23the Readers Digest has conducted, in conjunction with various national 
market research agencies, a survey of Europe Today . This includes 
information on holiday t ra v e l ,  car ownership, second-home ownership 
etc.
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A good example of the analysis o f  a p a r t ic u la r  market segment of hoiiday-
24makers, relevant to th is  research, is  the B rit ish  Tourist Authority  
survey of camping and caravanning.This report includes forecasts of 
the number of camping and caravanning households in 1980. The overall 
increase from 1969 to 1970 was calculated and projected to 1980.
Projections were also made by applying the proportions of camping 
households to the projected numbers of car-owning households.
Major commercial organisations concerned with research and marketing
such as Cooper Brothers (Channel Tunnel Consultants) tend to re ly  on
th e ir  own household surveys. In the United Kingdom the main a l te rn a t iv e
25to the B r it ish  National Travel Survey is the work of Target Group Index . 
A 'single-source survey1, designed to id e n t ify  and describe ta rget  
groups fo r  advertising and promotional a c t iv i t y .  A f a i r l y  large sample 
of 24,000 adults were interviewed in 1970-71 about th e ir  use of 
products and services, together with d e ta ils  of th e i r  demographic, 
socio-economic, a t t i tu d in a l  c h a ra c te r is t ic s , and media exposure. There 
are 34 product f ie ld  volumes including a survey of holidays and tra v e l.
Despite the complexity of household holiday travel questionnaires, 
the surveys are not generally seriously affected by non-response. Great 
care is  taken to ensure tha t  households selected in the random sample are 
contacted and interviewers may return to the household up to three times.
In the 1970 B.N.T.S. survey, however, over 30% of contacts did not 
answer the question on personal income, and this seriously a ffec ts  the 
a b i l i t y  to ca lcu late the e la s t ic i t ie s  o f travel demand fo r  sp ec if ic  
income groups.
In these and other surveys, the standard c la s s if ic a t io n  of socio-economic 
groups employed by the IPA is adopted. Notes on th is  scheme can be found 
in Appendix A. This c la s s if ic a t io n  was also adopted in the Survey of  
B rit ish  Motoris ts  in France -  1970. IPA divisions are based on occupation 
but in th is  survey there was in s u f f ic ie n t  d e ta il  given in rep lies  to the 
occupational question. Responses such as 'housewife1, 's tu d e n t ',  and 
'engineer' require elaboration. There were, there fore , quite  a large  
group of drivers whom i t  was not possible to c lass ify .  Further problems 
arise because socio-economic groupings are based on the occupation o f  the 
d r iv e r ,  and therefore do not r e f le c t  the other members of the trave l party.
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Moreover, aggregating the groupings ABC1 (middle class) and C2DE 
(working class) is  hardly conducive to rigorous analysis or as a base 
fo r  fu rthe r  s t a t is t ic a l  in te rp re ta t io n .  There is obviously a corre la t ion  
between the IPA socio-economic class groupings and income, but there is  
considerable overlap between the groups' levels of disposable income.
The method of analysis employed in the B r it ish  National Travel Survey
is to present sets of data in cross-reference form, in d e t a i l ,  and in summary,
with a w rit ten  analysis. The range of information ava ilab le  on B r it ish
holiday travel by car is  indicated in tabu lar form in the study of
27Patterns in B r it ish  Holidaymaking . These tables are not reproduced 
in the 1970 Report of the B r it ish  National Travel Survey, although a l l  
the relevant data is contained there in . The data cross-references enable 
a deta iled  p ro f i le  to be b u i l t  up of the p r inc ip le  characteris tics  of  
the holidaymaker in B r ita in  and abroad in re la t io n  to the mode of  
transport used. The information re levant to the research can then 
be abstracted and stored in a matrix form.
Despite the p ro l i fe ra t io n  of travel surveys, there has been a tendency 
fo r  much of the research on the holiday market to be demographic in
28character, ra ther than behavioural or m otivational. P. Handley and R. Heape 
have also emphasised the lack o f data on purchasing patterns. In contrast 
to the fa s t  moving consumer goods f i e l d ,  research has not produced data 
on purchasing frequency, penetration o f purchasing among the population 
and brand switching w ith in  the product f i e l d .  In the holiday market th is  
data gap has been f i l l e d  by im p lication , unsubstantiated theories or 
plain guesswork. I t  is the aim of th is  study to avoid erroneous 
conclusions, by concentrating on sp ec if ic  research themes, in order to 
comprehend the dynamics of the holiday travel market, re la ted  to the use 
of the various modes of transport.
3 Other Sources of Travel Information
The basic source of information on c a r - fe r ry  services and motorail tra ins
29is to be found in Cooks Continental Timetable , which is published 
twelve times a year , conforming with the dates agreed by the European 
Timetable and Through Carriage Conference. The Timetable is p a r t ic u la r ly  
useful as i t  includes maps o f the in ternationa l carriage routes.
There appears to be l i t t l e  research information ava ilab le  from the motoring
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organisations, petroleum companies, or motel chains. This may r e f le c t
a certa in  reluctance to reveal confidentia l market research data. The
motoring organisations do produce a number o f in te res ting  publications,
notably 'Drive ' magazine (Automobile Association), continental handbooks
and d is tr ib u t io n  surveys, fo r  example, of camping and caravanning s ites
30and motels. In addition the Automobile Association has undertaken a 
deta iled  survey o f motorists' l ik e s ,  d is likes , and habits. The motoring 
organisations also keep checks on the costs of family motoring. This 
provides a means of comparing motoring costs with trave l and other price  
trends and fo r  ca lcu lating  the costs of motoring to various destinations.
Where d ire c t  t r a f f i c  information is not a v a ila b le ,  i t  is  possible to
31use in d ire c t  data. The survey o f the European trave l market 
revealed tha t B r it is h  Rail In ternationa l Shipping and Services Division  
obtains data on road accidents and vehicle breakdowns of club members 
of the Automobile Association and Royal Automobile Club. This 
proxy data enables a picture to be b u i l t  up of the principal road routes 
used in Europe by B r it ish  motorists.
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I I  i i i .  Studies of Recreational and Holiday Travel
"Tourism is part of recreation a c t iv i t y .  I t  is a concept which is 
d i f f i c u l t  to define prec ise ly , but, broadly, i t  represents the movement 
of people, a market rather than an industry, and, in general, the 
incidence of a mobile population on any given recreation area and i t s  
resident population. Since i t  is a part o f to ta l  recreation a c t iv ity ^  
the f i r s t  approach to planning fo r  tourism must take account of recration  
as a whole".
This quotation by L .J . Lickorish^ emphasises that in te rn ationa l tourism 
and holidaymaking cannot be studied in iso la tio n  from domestic tourism 
and recreational a c t iv i t ie s .  In economic terms these a c t iv i t ie s  
represent a demand or market fo r  a number of separate industries or 
trades such as, catering , transport and entertainment, the m ajority  of  
which are designed i n i t i a l l y  to serve the resident community.
In an age of intense and increasingly competitive demand fo r  land and 
natural resources fo r  a var ie ty  of purposes, o f which recreation is one 
o f  the fas tes t  growing, the need fo r  research and planning has become 
essentia l.  Expanding car ownership has vastly increased the m obility  
o f  the population and producing changing patterns of recreational t r a v e l ,  
and increased and widespread pressure on recreational areas and fa c u lt ie s .
As a resu lt  a great deal of research has been produced associated with
the needs o f n a t io n a l , reg io n a l, and local planning. The second ed it ion
2of the Research Register compiled by the Countryside Commission l is t s  
no fewer than 177 projects which are being conducted by s ta tu to ry  bodies, 
local authorit ies  and predominantly, un ivers ity  departments a t  post­
graduate le v e l.
One of the major research needs is fo r large scale demand studies. Organised 
methodological research has gone some way towards establishing a framework 
o f  recreational theory, and attempts have been made to define the major 
variables which determine patterns o f le isure  a c t iv i t i e s .  T. L. Burton 
has recognised three main groups of forces which have caused the rapid  
expansion of recreational and to u r is t  a c t iv i t y :  physical and technological
forces, in s t i tu t io n a l  forces, and socio-economic forces.
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The f i r s t  set of forces are dominated by two aspects: improvements in 
methods of transport and the movement of ideas and inform ation, i . e . ,  
the development of the mass media. The mass media have been used to 
promote tourism which has developed and been directed by technical 
changes on transport. Physical factors include the a v a i la b i l i t y  of  
natural resources and f a c i l i t i e s  where location are major determinants 
of recreation and to u r is t  trave l patterns, re la ted  to th e i r  a c c e s s ib i l i ty .  
In s t i tu t io n a l  forces have been seen most c le a r ly  in the change in the 
balance of time between work and recreation , and the increase in the 
length of paid holidays. Socio-economic forces have been of three main 
kinds: demographic fac to rs ,  income and occupation, and education. The 
chief demographic factors are sex, household structure and the l i f e -c y c le  
stage.
4Burton emphasises that " I t  would be f o l l y  to suggest tha t these three  
groups of forces have been operating wholly independently, and even greater  
f o l ly  to suggest that they should be considered independently in fu ture  
planning fo r  recreation". c
1 North American Studies
The United States is the only country to have attempted sophisticated  
projections of the fu ture  demand fo r  recreation and holiday t ra v e l .  In 
1958, the Outdoor Recreation Resources Review Commission (O.R.R.R.C.)  
was created, and assigned to seek answers to the following questions:
What are the recreation wants and needs of the American people now and 
what w i l l  they be in the years 1976 and 2000? What are the recreation  
resources of the Nation ava ilab le  to f i l l  these needs? What po lic ies  
and programmes should be recommended to insure tha t the needs o f the 
present and future  are adequately and e f f ic ie n t ly  met?
The Commission's Report Outdoor Recreation For America was presented in
5
1962 . In  the course of i t s  work, the Commission obtained a number of
6 7special reports and two * of these reports are p a r t ic u la r ly  s ig n i f ic a n t ,  
for present purposes. The reports were based on data from household surveys. 
A representative sample of American Adults was chosen by p ro b a b il i ty  methods 
and two surveys of approximately 1400 interviews were conducted.
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The need to answer s im ila r  sets o f questions in Western Europe led
in Sweden to the appointement of the Commission to Review the Resources
for Outdoor Recreation, the f i r s t  volume of whose report was published
in 1964. In B r i ta in  no f u l l  scale national survey has been conducted,
8although a p i lo t  study has been completed.
The reports of the O.R.R.R.C. include causal analysis of demand patterns  
concentrating on recreational p art ic ip a tio n  ra tes , and th e i r  re la tionsh ip  
to socio-economic variab les. M u lt iv a r ia te  analysis was used to is o la te  
the net e f fe c t  of each socio-economic variab le  on the like lihood  tha t  
a family would take a vacation, holding constant the’ other variab les.
This sought to voercome problems of auto -corre la tion  when determinant 
factors are in te r - re la te d .
9
T.L. Burton has summarised the main results  of these national surveys 
and of B r it ish  data p r io r  to the publication o f the P i lo t  National Recreation 
Survey. For a f u l l  discussion o f the range o f studies conducted by the 
O.R.R.R.C. readers should consult R . I .  Wolfe. Burton notes th a t  the 
Swedish and B r it ish  studies are based upon a twofold c la s s i f ic a t io n  into  
types of rec rea tio n is t:  annual holidaymakers and day or part day outdoor
recrea tio n is ts . American studies c la s s ify  respondents according to 
recreational pursuit.
In the following section the results  and methodology of these, and re la ted  
surveys, are discussed in d e t a i l ,  in order to iso la te  factors influencing  
recreational and holiday trave l and th e ir  re la tionsh ip  to the chosen mode 
of transport.
Of the factors determining recreational p art ic ip a tio n  rates in the United 
States, the O.R.R.R.C. concluded that the two most important variables  
were the locations o f population and recreation zones, and the access 
links between them. Increased m obility  has generated several investigations  
into the ro le  physical a c c e s s ib i l i ty  plays in determining recreational  
travel demand. Clawson^ has shown that "attendance a t  a recreational  
f a c i l i t y  is affected by a constant ( in -var iance ) exporential transportation  
gradient". Attempts to model the re la tionsh ip  between orig ins and 
destinations have received considerable a tten tion  and the range o f variables  
included in the analysis has been extended g rea t ly .  Examples of the
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application o f these techniques of analysis are discussed in part v i i i  
of th is  Chapter. Not only do the numbers of v is i to rs  to destinations  
at varying distances follow a regular gradient, but American data has 
also reve lled  strong patterns in the mode of transport chosen.
The O.R.R.R.C. discovered that nearly one th ird  ofv?ication t r ip s  were 
confined to the fam ily 's  home sta te . A fu r th e r  one th ird  were taken 
across State boundaries but not outside the region in which the family  
l ive d , such as tr ip s  from Connecticut to Miine. The remaining 40% 
of t r ip s  were made to another region or a foreign country (7% of a l l  t r ip s ) .  
Most frequently , the distance tra v e lle d  on a vacation t r ip  ranged from 
100 to 500 miles (one way) with an average destination 300 miles from ‘ 
the respondent's home. Distance t ra ve lled  increased with income, but 
only to a moderate extent. I f  children were included in the trave l  
party t r ip  distances tended to be shorter, and the O.R.R.R.C. Report 
concludes that many people who could affo rd  to take long t r ip s  prefer  
to go to a place which can be reached comfortably in a day or two.
More than 80% o f fam ilies  t ra ve lled  by car, a f igu re  which did not vary 
greatly  by income group.
This type of data provides a useful source o f comparison fo r  assessing 
European distance trave l patterns, and in p a r t ic u la r  the influence o f  
national boundaries, wich have a much stronger devisive influence on the 
travel market.
12J.B. Lansing and D.M. Blood have investigated from United States trave l  
surveys, the modal d is tr ib u t io n  of trave l by distance to destination  fo r  
business and non-business t r ip s .  In Table I I  I the percentage d is tr ib u t io n  
of passenger mileage, by each mode o f transport, by distance to des tina t io n ,  
is i l lu s t r a te d .  The decline o f  motor trave l a t  the expense o f  a i r  transport  
is emphasised, although th is  s h i f t  only becomes marked fo r  distances o f  
1500 miles and over. There is a marked break point at 1250 miles. The 
proportion of carriage by the land public transport operation is very 
l im ited  and does not f lu c tu ra te  g rea t ly .  Rail services appear to compete 
more e f fe c t iv e ly  as distance increases. In the case of a l l  the modes of  
t ra v e l ,  the proportion of passenger miles remained constant in the range 
of journeys from 700 to 1500 miles to the destination .
Ta
bl
e 
II 
I 
Pe
rc
en
t 
of 
Pa
ss
en
ge
r 
M
ile
s 
Ac
co
un
te
d 
fo
r 
by 
Ea
ch
 
Mo
de
 
of 
Tr
an
sp
or
t,
 
by 
Di
st
an
ce
 
to 
D
es
ti
na
ti
on
 
U.
S.
A.
 
19
55
, 
19
56
 
an
d 
19
57
 
da
ta
 
co
m
bi
ne
d.
-6'8-
E
CD
>
o
"O
e CO co CM o 00
as CO r— •xf o •1— o
o r—
o
LO
r~
cd
CD
..—-
m t—
CD i oo r - o CDi— o t— o •
•r~ o 1— CM
o r—
----- 1—
E
o
•1— CD
4-> cd
td CD CO o o o CM
c i 1— 1— o •
•r~ o 1— CD
4-3 o
CO
CL)
Q
O CD
+-> CTV
CO o CD o 00
CD 1 I--- r .^ o •
O o r— o
E o r— '
aS LO
4->
to
'(—
Q CD
CD
CD CD r - CM CM O CO
E  ' 1 00 O •
•r— o i— •sf
r— o r—
E CO
•i—
eC
CD
U l
cm •O" CO CD o1 oo o •
o r —■
o r—
CM
CD
os
,___ co CO CO O K t
i CD o •
o r—
o CM
t—
+ 3
E
o to
CL r—  CD
co r — r “
c cC  *p-
as E z
e as 4 -
H c_> o  e
CD
<+■ CD +-> o s
O 4-> E  E
as r— CD CD
CD I— > fO O  CO
X) E •r— to • r — +-> E  to
O •i— fO Z3 e O CD rtJ
Z <C c c CO Q_ 1— Q_ Q_
LO
CD
i— 4->
E *o fO0% •r— CD SO
a +■> 4-3
as 4-> j r
os E CD ZS
•t— O •i— O
JO. Q . CD O
o to 4->
•T— E
z <o to CD
E fO j r
4 - 4->
o s z
a Cl a
> , -r— •i— •i—
4-> — E sz
•r— JO 4-> JS.
to zs
E CL SZ E
CD o •i—
> > )
•i— JO Lei E
E tO
E> CL CD
•i— • >>•V E LO
4-> 4-3 LO CD
CD CD JO
JxC +-> r— 4-3
E E
<a CD E E
z a •i— -r -
CD
r— E E ■o
CD fO CD
> 4-> O >
to to i—
E O CD o
1— E 4-> >
fO E
O l CD > •r~
E JO •i—
•i— +J E +->
cn O- i—
E 4 - 13
rO O >> -a
JO X I fO
C_3 fO
4-> CL CD
CD ra •i— SZ
sz -a E +-> .
1— 4-> ■a
>> >> CD0% CD +-> JO *o* > E ZJ
Z E CD to 1—ZS CJ CL (J
Q to CD •r- X
E E  ■ CD
E +->
*a O 4J CD
o to 4 - E
o *o o O to
r— CD E
00 to E -a
fO CD CD to
-a JO SZ JO o
E +3 E . E
to CD ZS JO
E ~o E to
• as E
00 to i— to
. to to CL
•"O CD +-> •r—
E o E
•> 3 LO 4-> 1—
CD CD CD
E •r- i— CD
•r** 4 - i SZ .
to LO +-» CL
E CD LO •I—
fO SZ CD >> E
—I \— i— JO 4-3
CD
O . «
E CD
ZS +->
o O
LO z
-69-
>>
X 1
(/)
Q .
•i—
S-
h -
to
to
Cl)
C
• r—
CO
Z3
CO
tz
o
+->
£Z CVI
CU to
U cn
a) r—
o z
•»
-P CD
to C
O O
r —
<c
a
o TD
CD
r— i—
CD i—
> CL)
fd >
S- fd
1— s~
f—
<+-
o x
CD
c: x:
o +->
• r— CD
4~> x r
Z3
jQ
-r" •o
s- c:
-!-> <d
CO
• v— CD
o CJ
c
:---- fd
fd ■p
■a to
o • r —
O
CVl
X3fdI—
CD
c
CD o
i~ 1--- CO 00 'd* to o CVI
O <c 1— to o oo
z 1 r— r—
-p
i- o
o z
to 4 -
CD O
r — CD
'r— c
z : o •P
r— •r—
o <c 1— LO O o <^1 o cn to
o LO 1— r— 1--- r—  I o cn S-
o -p 1 r— CD
1--- c >
CD •r—
3 CZD
0S
CD +->
sz - CD
o
to cvj LO 1--- to  1 o cm t -
<c CO o to rd
to 1 1— i— z:
CD 4->
CD t— O i—
CJ •r- z CD£Z z: >
fd id
-P cn S-
CO cn CD \—
• r— cn £Z
Q i O cno ■— ao «=c to O 'd - to l o o •i—LO CO ■— CVI CVJ o r ^ cn
-P 1 1— c
cr fd
CD x :
3 o
CD
XT
CD f—
C
o #kf— CO LO cn CVJ I o 00 •
co 1 o cn z:
C/1 1 1--- r * •
CD ■p i— Q
r— o
•i— z «%
21 - oo
cn o
cn CD 1
"Cf c CQ
i o
o r — XJ
o < CVI r — O r—■ to l o cn cr — r— CO i o CO fd
•P | 1— CVJ
C
CD •2 CQ
X )
+-> to •V
U - CD cn
O * o to c:
Q - o C L •i—
to B ‘T— to
c s - c:
fd s - CD h - fd
S- fd S- _ J
l— O O 4 -B O
4 - CD • •
O •P i~ i - CD
id O I—- CD O
CD r— > fd JO s -
•a i . • r - to • r* O -P B o
o • r - rd ZJ S- 3 O zs o
z <c a c CO a _ 1— 1— CO
O
CT»
fd
cn
O
-70-
In a 1962 survey, 64% of respondents reported taking one or more 
motoring t r ip s .  54% of motorists tra v e l le d  fo r  non-business reasons,
3% on business, and 7% took t r ip s  fo r  both reasons. As was found to
be true fo r  a l l  modes, trave l by car is  highly concentrated. 5% of
t ra v e l le rs  who reported 20 or more t r ip s  accounted fo r  30% of a l l  
non-business t r ip s .
The data in Tab le II2  referes to a l l  t ra v e l ,  but a t  distances in excess 
of 300 miles trave l by private  car w i l l  have been almost exclusively  
fo r  holiday and pleasure purposes. I f  business trave l by public transport  
were excluded, the modal d is tr ib u t io n  by distance to destination would 
probably favour the car even more strongly.
The 1962 survey also considered trave l by two or more people to 
destinations a t over 500 miles. I t  was found that a i r  trave l  
increased i ts  share of passenger miles as incomes o f respondents rose.
In contrast, travel by bus declined. The proportion of r a i l  and car
travel remained roughly constant, although travel by car was found 
to decline among the top income group. The re la tionsh ip  between price  
and income is however complicated because the e f fe c t  of increasing the 
number of people in the party who trave l by car is to divide the price  
per person by th a t  number. Table 112 i l lu s t r a te s  that t r ip  d is tr ib u t io n  
by distance fo r  private  transport, follows the d is tr ib u t io n  in Table I I  I 
only when the party size is two or more. Single party journeys fo r  non­
business t r ip s  are strongly associated with public transport and 
p a r t ic u la r ly  the a i r l in e s .
This s itua tion  is fu r th e r  i l lu s t r a te d  by Table I I  3. The fam ily  basis 
of holiday motoring is emphasised, and i f  the sole basis fo r  the 
differences is postulated to be variations in price. Lansing and 
Blood stress the obvious p o s s ib i l i t ie s  fo r  public c a r r ie r  fare  reductions 
for family t r a v e l .
The factors influencing modal choice by distance t ra ve lled  are one of 
the main problems of the analysis o f the d is tr ib u t io n  of transport  
between the points of o rig in  and holiday destination . In the United 
States in 1959, the car ownership level was 325 per thousand o f the 
population. This level has y e t  to be atta ined in any country in Western
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Europe and therefore the data presented by Lansing and Blood has 
important implications fo r  European trave l patterns. The contrasting  
nature o f holiday travel organisation and the national decisions of 
Western Europe must, however, be borne in mind.
Table I I  3 Number of T rave llers  in Party and Modal D is tr ibu tion  
of Most Recent Non-Business Trips to Destinations a t  
500 Miles or More.
Number in Party
Mode of Transport A ll 1 2 3 4 5+
A ir 28 71 22 8 - 11
Private Car 72 29 78 92 100 89
Source: Lansing, J .B . ,  and Blood, D.M., The Changing Travel Market,
University of Michigan, 1964
Lansing and Blood also sought to determine in which sectors of the
travel market the car is growing stronger or weaker in comparison with
the other modes of transport. The growing sectors of the motoring 
trave l market were estimated to be a t the lower and upper ends o f the
family income d is tr ib u t io n .  Among the lower income groups the
increase in motoring trave l demand is re la ted  to growth in car 
ownership. At the higher income levels i t  is re lated  to improvements 
in the q u a lity  of service. Improvement in vehicles, highway 
in fras tructu re  and re la ted  services. In add ition , Lansing and Blood 
stress the importance of increasing m ultip le  car ownership.
Married couples with or without children are most l ik e ly  to holiday  
by private  car. Children are an obstacle to trave l but when fam ilies  
with children do trave l they select the car in preference to public  
transport.
Regional differences in travel demand are re la ted  by Lansing and Blood, 
prim arily  to contrasting levels' o f car ownership. A c cess ib i l i ty  of  
public transport improves as the urban population increases, but the 
suburban spread of the population has a lte red  the a c c e s s ib i l i ty  
of terminals. The advantage to the railways of c ity -c e n tre  stations  
has declined, while the re la t iv e  advantage of the car has increased,
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because of its -  instant a v a i la b i l i t y .  The influence of population trends 
on a irp o r t  access was not c lear to Lansing and Blood, but they assume 
that the competitive position of the car has probably been strengthened 
by the re d is tr ib u t io n  of the population.
Lansing and Blood conclude tha t in a country with a developed car 
ownership market the main fu tu re  change in the modal d is tr ib u t io n  pattern  
w i l l  involve an increasing movement from the car to a i r  trave l especia lly  
among the upper income groups fo r  travel to destinations at 500 miles 
or more. The growth in demand fo r  a i r  trave l w i l l  be re la ted  to 
increasing population in the upper income groups. Lansing and Blood 
note that where the volume of travel by car is la rge , the diversion  
of even a r e la t iv e ly  small proportion of t r a f f i c  would mean a 
massive increase in a i r  t r a f f i c .  This increase would be fed by growth 
in a i r  travel experience, and reductions in fares . The authors 
suggest that the price e la s t ic i t y  fo r  a i r  trave l grows as increasing  
numbers of people become experienced a i r  t ra v e l le rs .
The decline in bus and r a i l  travel was found by Lansing and Blood to 
be in c lea r ly  defined segments o f the population. The market fo r  the 
public transport land carr ie rs  was found to be mainly among single  
people, especia lly  in the lower income groups. These formed la rge ly  
the residual of the motoring trave l market.
13In Report 23 of the Outdoor Recreation Resources Review Commission, 
the future trave l patterns o f the United States are also discussed.
This report remains as the only major attempt to pro ject fu ture  recreational  
travel demand, and therefore the methodology employed is p a r t ic u la r ly  
s ig n if ic a n t .  As the report states: "Developments in trave l systems
play a large ro le  in determining the e f fe c t iv e  supply o f  and demand 
fo r  recreation". The authors of the Report stress that the dynamic 
effects  of technical innovation combine with the influences of: market
development, costs and p r ic in g , investment e t c . ,  on public and private  
decision making, to ensure that travel projections as simple extensions 
of overall trends are not appropriate fo r  long term projections in 
transport. Relationships among systems can a l te r  s ig n i f ic a n t ly .  Travel 
volume by car re f le c ts  previous trave l by r a i l ,  and a i r  trave l is
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s im ila r ly  re la ted  to previous travel by car. "To obtain useful 
projections o f travel volume or auto ownership, fo r  example, i t  is  
necessary to id e n t ify  the principal elements determining growth, 
and fac to r  these d ire c t ly  into  the projection analysis. In e f fe c t  
i t  is necessary to construct a dynamic model in which changes in 
income, population, travel costs, technical developments, t r a v e l le r  
preferences, among other factors are d ea lt  with e x p l ic i ty " .
The projection models developed in the analysis , are however, much 
sim p lif ied  because of the l im ita t io n s  imposed by the ava ilab le  data.
In p a r t ic u la r ,  the Report assumes the general character of the economic 
environment of the fu tu re ,  such as the growth in income and population, 
as well as travel costs fo r  a given system. Quantitive aspects of the 
projection fo r  "user-operated vehicle systems" include:
1) Projections of the number o f fam ilies  and adults 16 years and over 
by income class of consumer or fam ily un it .
2) Projections of the number of passenger cars and adults per car by 
income classes.
These projections assume tha t  present car ownership patterns in re la t io n  
to income remain constant, and they therefore r e f le c t  the expected growth 
in incomes and in population.
Obviously, beyond 1976, the general assumptions are problematic as
new forces w i l l  undoubtedly a r ise  from changes in ,  vehicles and
highways, in other travel systems, and in ways of l iv in g  and working
which w i l l  operate to modify the car ownership pattern. Moreover, additional
factors incluencing car ownership cannot be e x p l ic i t ly  factored into
the methodology. Available data do not, fo r  example, permit projections
separately fo r  each income group by age, sex and stage o f  l i f e  cycle.
The use o f projections based on present patterns is j u s t i f ie d  in the 
study by the stage o f intensive development o f  private  motoring which 
has been reached in the United States. Even in the early  years o f the 
1960's the ra te  of car ownership with respect ot spec if ic  leve ls  of fam ily  
income appeared to have reached a plateau. The rate  of increase in the 
proportion of income devoted to motoring in a country would be another 
ind ication  of a 'mature' car ownership pattern . As the study i t s e l f  
emphasises, however, the fam ily un it  no longer provides an adequate 
measure o f market potential and must be supplanted by an adults per car
ra t io  or a ra t io  of car ownership per 1000 of the population. This 
re f le c ts  the trend fo r  younger people to own cars and the spread of 
disposable income through the population.
In 1959 the average r a t io  of adults per car was 2 .4 . The projection  
fo r 1976 would y ie ld  an ownership rate of 1.7 adults per car,  almost 
doubling the stock of cars fo r  a one th ird  increase in the adu lt  
population. But there is  one trend which may possibly reduce car 1 income- 
s p e c if ic 1 ownership ra t io ;  and was noted by the Commission, to be operative  
in the la rger metropolitan areas served by surburban-city public transport.  
These areas have been notable fo r  m ultip le  car ownership, but congestion, 
and improvements in public transport, have reduced ownership levels  
below the national average. This was fu rth e r  emphasised by a census 
in 1970 in New York. Private ownership was down to the 1929 le v e l ,  but 
th is  also re f lec ted  the movement of the population to the suburbs and 
the smaller towns and c i t ie s  o f New York State. Q uantif ication  o f these 
factors is extremely d i f f i c u l t  as they depend on the re la t iv e  strength  
in countries, of the separation of home and work, the stage reached 
in surburban m igration, public transport costs and e f f ic ie n c y ,  and the 
time and monetary costs o f  motoring and congestion.
These trends have been closely scrutinised by the car-h ire  firms who 
have recognised the market fo r  car h ire  ar is ing  from occasional1 usage.1 
Increased re liance on rented cars fo r  personal travel would tend to 
reduce the to ta l passenger car stock, because of the more intensive  
u t i l is a t io n  of equipment. F ly -d r ive  holiday schemes and European car- 
hire f a c i l i t i e s  could well be nurtured by public acceptance o f ca r -h ire  
fo r domestic t r a v e l .
The ra p id ity  o f product change, "planned obsolescence", not only 
l i f t i n g  new car sales but swelling the supply of cheaper o lder vehicles  
and social developments, such as out-of-town shopping centres, encouraging 
m ultip le  ownership, have grea t ly  increased car ownership rates in the 
United States in the post-war period. These e ffec ts  are l ik e ly  to be 
less in f lu e n t ia l  in Europe a t the present time, because of the ' t im e -la g '  
in car ownership and income leve ls . In early  1959 in the United States 
14% of a l l  fam ilies  owned two or more cars. In B rita in  in 1970 only 8%
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14of a l l  households owned two or more cars . The range of factors  
influencing levels  of car ownership are discussed in part ix  of the 
Chapter.
The growth model presented in the O.R.R.R.C. Report also assumes that  
highway capacity w i l l  be s u f f ic ie n t  to absorb the increase in car 
ownership. The Report emphasises th a t  the improvement in in t e r - c i t y  
highways has d ire c t ly  stimulated long-distance motoring and increased 
the range of vacation destinations. But in order to accommodate 
projected increases in car-ownership major developments would be necessary 
p a r t ic u la r ly  the completion and extension of the 41,000 mile in te rs ta te  
highway system in i t ia te d  in 1956, and development is  dependent on public  
investment decisions. The e f fe c t  of the f u l l  development of the 
European 'E 1 route network would have to be borne in mind in any 
comparable European study. This network is the resu lt  of 'Declaration  
on the Construction of Main In ternational T r a f f ic  A r t e r ie s ' , signed in 
Geneva in 1950 under the auspices o f  the Inland Transport Committee of 
the United Nations Economic Commission fo r  Europe.
For recreation t ra v e l ,  American cars have always functioned as vehicles  
p a r t ic u la r ly  suited to long distance t r ip s ,  and are generally  la rger  
and more powerful than European vehicles. Increasingly, however,
European and Japanese smaTl cars are find ing th e ir  way into  the American 
market and th is  trend, which is not emphasised in the O.R.R.R.C. Report 
could reduce vacation and annual mileages. I t  is in s tru c tive  to note, 
that American owned car firms in Europe produce s p e c if ic a l ly  European 
models, and Germany which produces substantial numbers of cars such as 
the Volkswagen, Mercedes, and ;BMW, s p e c if ic a l ly  designed fo r  long­
distance high speed cru is ing , is the one country in Europe with a 
motorway network, in re la t io n  to i t s  area and population, comparable 
to the United States in te r -s ta te  highway system.
The O.R.R.R.C. Report emphasises, however, that annual car mileages have 
not a ltered greatly  in recent years. Increasing and m ultip le  car owner­
ship probably operates to reduce the number of miles per car performed, 
but improvements in in te r - c i t y  highways, higher incomes, and increased 
le isu re  time have combined to increase mileages, p a r t ic u la r ly  fo r  
recreational purposes.
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F in a l ly ,  in th e ir  discussion o f the influences on recreational travel . 
the Commission considered the level of service provision in public  
transport. In a census survey o f travel in 1957 cars were found to 
account fo r  about 75% of to ta l passenger t r ip s  but only about two thirds  
of t r ip s  of over 500 miles (A t r ip  involves one person, 14 years and 
over, being out of town a t  leas t  overnight or taking a one day round 
t r ip  to a place tha t  is  a t  leas t  100 m iles , one way, away from home).
A ir  travel became increasingly important as t r ip  length increased. 
Average t r ip s  were about 70 miles fo r  bus and 125 miles fo r  r a i l  and 
th e ir  combined passenger miles per person were found to have fa l le n  
below pre-war leve ls .
This analysis enabled the Commission to make high and low estimates 
of the development of public transport, as a basis fo r  the analysis of 
motor travel demand. Projections were made of the l ik e ly  increases 
in the average number of t r ip s  and t r ip  distances, re lated  to the 
projected changes in modal transport demand. For a i r  trave l th is  
re flec ted  such factors as income (in  contrast to motoring, s ta b i l is a t io n  
of a i r  trave l rates was not assumed), and r e la t iv e  costs. The e f fe c t  
of fare  reductions were projected as a re s u lt  of the penetration  
of public into private  transport through low fa res , and the creation  
of demand. These projections were again necessarily s im p lif ied  by 
excluding such factors as educational le v e l ,  stage o f l i f e  cycle ,  
occupation, and modal preference which are to some extent interdependent 
and d i f f i c u l t  to quantify . A major influence on the ra te  o f motor travel  
appears, however, to have been omitted, namely, re la t iv e  changes in the 
costs of motoring i t s e l f ,  in re la t io n  to the public transport services.
In a summary chapter a tab le  is produced to i l lu s t r a t e  the projected  
travel volume on a l l  systems, and projections are made of the 
d is tr ib u t io n  of travel by purpose of t r i p ,  although estimates are only 
crudely extended from the 1957 census survey. Vacation and pleasure 
t r ip s  were assumed to increase fa s te r  than other types of t r ip s  and to 
occupy about one-th ird  of in te r - c i t y  passenger-mileage, with a la rger  
s lice  of passenger-miles than the to ta l  number of t r ip s  performed.
The 1976 projection also estimates a doubling of to ta l car mileage, 
although average miles per car would hardly increase, while in the 'high
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model1 fo r  a i r  t ra v e l ,  th is  mode would account fo r  over h a lf  of a l l  
tr ip s  of over 500 miles by 1976.
The main advantage of the O.R.R.R.C. approach to recreational travel 
projection , is th a t ,  despite s im p li f ic a t io n ,  the projection model, attempts 
to go fu rth e r  than simple trend extrapo la tion , and seeks to incorporate  
d ire c t ly  the principal growth determinants in each travel system. But 
to t r y  to model such an ess en tia l ly  dynamic travel s itu a tion  is fraught 
with danger, and only the 1976 projections were regarded with any deep 
fee ling  of accuracy by the authors. In part ix  of the Chapter, the problems 
and potentia ls  o f  forecasting to u r is t  and travel demand are examined 
in greater d e ta i l .  I t  should be noted, however, that only 5 years a f te r  
publication o f the O.R.R.R.C. Reports, the Bureau of Outdoor Recreation 
stated that the o r ig ina l forecasts had erred on the side o f moderation.
They estimated a four, not a th ree -fo ld  increase in demand fo r  outdoor 
recreation between 1960 and 2000 A.D.
I t  is p a r t ic u la r ly  useful, i f  the studies of to ta l  fu ture travel demand 
are supported by analysis of p r iva te  motoring in d i f fe re n t  countries. An 
early  example in B r ita in  was Colin Buchanan's study and th is  was followed  
by the Report^  T r a f f i c  in Towns, which emphasised th a t  the United Kingdom 
and the developed countries of Western Europe were approximately a generation  
behind the United States in car ownership and use.
In the United States, J .B .R ae^  has studied the impact of car ownership
18and use, and E. Lovelace has produced an h is to r ica l  survey o f automobile 
recreation and American National Park Planning, emphasising the value of  
the O.R.R.R.C. Study Reports.
The more deta iled  analysis o f  motor travel in these studies, indicates  
national a tt itudes  to car ownership, and more deta iled  in te rp re ta t io n  
of travel trends. The main theme of Buchanan's study is the problem 
of increasing car ownership and i ts  environmental impact, p a r t ic u la r ly  
on towns, and the wholly inadequate major routeway system. Although 
more recent, Rae's work is less concerned with t r a f f i c  in towns and 
possible res tr ic t io n s  o f  the use of the car, and emphasis the value and 
in tegration  of the car into American l i f e  and society.
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Table 114 Modal D is tr ibu tion  of In te r -C ity  Transport, U .S .A ., 1940-1969 
(thousands of m il l ions  of passenger miles)
Year
Total Passenger 
Miles
Private  Car
%
Bus
%
Rail
%
A ir
%
Other
%
1940 330.3 88.6 3.1 7.5 0.4 0 .4
1950 504.8 86.8 4.5 6.5 1.8 0.4
1955 712.5 89.5 3.1 4.0 3.0 0.4
1960 783.7 90.1 2.5 2.8 4.0 0.6
1965 920.3 88.8 2.6 1.9 5.9 0 .8
1969 1,130.0 86.5 2.3 1.0 9.0 1.2
Source: Transportation Association of America, Transport Facts
and Trends, s ixth  e d it io n ,  1969, quoted in Rae, J .B . ,
The Road and the Car in American L i fe ,  Massachusetts 
In s t i tu te  o f Technology, 1971, p .92.
Table 114 quoted by Rae is an important source of comparison with  
European data. I t  emphasises tha t in th is  highly motorised society  
the declining share of bus and r a i l  travel is pr im arily  accounted fo r  
by a s h i f t  to a i r  transport rather than by competition from the car.
Indeed the proportion o f annual car passenger mileage appears to be 
s tab ilised  and even declin ing. Comaprisons can be made with the 
B rit ish  data presented e a r l ie r  (Table I 6 ) .  The proportion of car 
and p a r t ic u la r ly  a i r  travel lags behind the American s itu a t io n ,  
emphasising the contrasting stage o f development o f car ownership 
and in the case of a i r  travel the e f fe c t  of the contrasting scale of  
operational distances.
Rae points out, that the private  car, in contrast to the other 
categories of passenger transport, is e ss en t ia l ly  a multi-purpose veh ic le .  
I t  is impossible to separate in te r - c i t y  automobile t r ip s  by type: some 
are fo r  business, some are fo r  pleasure, but many, probably most, combine 
various purposes, so that the part ic ipants  themselves are not qu ite  sure 
how to reply i f  they are questioned in a t r a f f i c  survey. Other problems 
arise  from the nature o f s ta t is t ic a l  re la t io n sh ip . For example, data 
ava ilab le  from the Transportation Association of America seems to 
ind icate tha t the growth of in te r - c i t y  passenger mileages bears a d e f in i te  
re lationsh ip  to the growth of Gross National Product. Unfortunately
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the data does not t e l l  what, i f  any, cause and e f fe c t  re la tionsh ip  
exis ts ; that is whether the increase in highway travel caused the 
G.N.P. to r is e ,  or whether greater p ro d u ctiv ity ,  and therefore  
affluence made i t  possible fo r  more people to t ra v e l .  This appears 
to be ess en tia lly  a chicken and egg s itu a t io n ,  and emphasises ju s t  
one of the problems of re la t in g  motoring travel to selected economic 
indices.
Rae also devotes a tten tion  to the impact o f recreational motor trave l  
on to u r is t  accommodation, camping, and caravanning. A p a r t ic u la r ly  
in te res ting  point is  raised to emphasise once again the American lead. 
As early  as 1920, the average d a i ly  number of hotel guests did not 
keep pace with the growth of the population, which might ind icate  
a diversion of patronage to to u r is t  camps and p rivate  homes o ffe r in g  
"rooms fo r  to u r is ts" .  On the other hand, the new travel generated by 
the car was s u f f ic ie n t  in i t s e l f  to account fo r  the rapid expansion of 
th is  to u r is t  accommodation. The transformation of the to u r is t  camp 
into the motel began in earnest a f te r  the Second World War, and 
attrac ted  the a tten tion  of the major hotel chains. The more recent 
development of European motoring accommodation is an important fac to r  
to be considered in projections of travel demand. Hotel chains and 
petroleum companies such as Esso have established specialised motoring 
accommodation throughout Western Europe.
The e la s t ic i t y  of demand fo r  new cars is also studied by Rae, a r is ing  
from his c r i t iq u e  of work by R.S. and H.M. Byrd, on the travel patterns  
of Muncie Indiana (regarded as a reasonably representative American 
c i t y ) ,  p r io r  to ,  and in the post depression era. They found th a t  the 
demand fo r  new cars is highly income e la s t ic ,  although the demand fo r  
car use, on the other hand, was d e f in a te ly  income in e la s t ic .  Car- 
ownership was astonishingly close to being depression-proof. The 
most conspicious evidence of depression was a sharp decline in new 
car sales, but a l l  th is  meant was that the population o f  Muncie rode 
in older cars, but ju s t  as much. This pattern was also repeated 
during the Second World War, when the supply of new cars was cut o f f ,  
and in the recessions o f the la te  1940's and 1950's. Europe may now 
have reached the stage where car-ownership has become such an important 
feature of l i f e  tha t the demand is income in e la s t ic .
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In Table I I  5 the modal d is tr ib u t io n  fo r  a l l  t r ip s  indicates the 
dominance of the car (78.9%) and the very l im ited  use made of public  
land transport. Holiday or pleasure travel accounts fo r  ju s t  over 
one th ird  of a l l  t r ip s .  Table 116 i l lu s t r a te s  the d is tr ib u t io n  
of a l l  passenger car t ra v e l .  Only 0.1% of a l l  journeys and 4.9% 
of vehicle miles are devoted to vacation t ra v e l .  The average vacation 
journey was however almost 600 miles in to ta l  length and the vehicle;  
occupancy rate  of 2.7 was higher than fo r  any other journey purpose.
I t  is important to note the small proportion of vacation trave l in 
the to ta l fo r  social and recreational travel and th is  fa c to r  must 
be borne in mind, in a l l  studies o f holiday motoring.
T a b le l l  5 Modal D is tr ibu tion  of Persons Taking Trips and Journey Purpose
Mode of Transport
Percentage
D istr ibu tion Purpose of V is i t
Percentage
D is tr ib u tio n
Car 78.9 V is it in g  f r ie n d s /re la t iv e s 36.9
Bus 4.1 Business 25.6
Rail 1.9 Pleasure 35.8
A ir 12.7 Other 1.7
Other 2.4 Status of V is i t
Regarded as Holiday 36.5
Not Regarded as Holiday 57.4
No Answer 6.1
Source: U.S. Department of Commerce, 1967
The d is tr ib u tio n  of United States vacation t r ip s  by mode of travel is 
shown in Table I I  7. The data is based on 1953 s ta t is t ic s  and therefore  
the figures fo r  a i r  travel are now probably much higher and fo r  public  
land transport much lower. The table  serves as a useful pointer to the 
possible future d is tr ib u t io n  of holiday travel in Western Europe, when 
car ownership reaches American leve ls . In 1953 car ownership in the 
United States was 289 per thousand of the population. This level has 
only recently  been atta ined in Sweden, but nowhere else in Western 
Europe.
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Table I I  6 D is tr ibu tion  of Passenger Car T rave l, Occupancy and Major 
Purpose of Travel
Purpose of Travel Percentage Vehicle Average Occupants
D is tr ibu tion  Miles^ Journey Per Car 
Journeys^ Length One
Way (M iles)^
Earning a l iv in g :  
To and from work 33,6 26.8 6.4 1.3
Related Business 12.2 16.8 10.2 1.3
Total 45.8 43.6 - 1.3
Family Business: 
Medical and dental 1.6 1.9 9.7 2.0
Shopping 15.8 7.2 3.8 1.9
Other 12.1 9.9 6.8 1.8
Total 29.5 19.0 - 1.9
Educational, c iv ic ,  
and re lig ious: 7.6 3.7 4.1 2.4
Social and re c re a t io n a l: 
Vacations 0.1 4.9 296.0 2.7
Pleasure rides 7.2 12.7 14.2 2.5
Other 9.8 16.1 12.3 2.4
Total 17.1 33.7 2.4
A ll purposes 100.0 100.0 - 1.7
Source: U.S. Department of Commerce, Bureau of Public Roads, 1963
Notes: 1. From motor vehicle use studies in 16 states, 1951 -1958
2. From motor vehicle use studies in 22 s tates, 1951-1958
Table 117 U.S. Vacation Trips by Mode of Trave l, 1953
Mode %
Car 83
Rail 14.4
Bus 11.4
A ir 4.8
Other 3.4
Source: Bureau of Public Roads, Highways and Economic and Social Change
Washington, D.C. Government Prin ting  O ff ic e ,  1964, p 158. The 
to ta l in the table comes to more than 100% because many t r ip s  
involved more than one mode of t ra v e l .
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Contrasting levels  of car ownership between the United States and 
Western Europe may la rg e ly  explain the contrasting d is tr ib u t io n  of holiday  
travel by mode o f transport. French data (Table 118 ) fo r  the years 
1951 and 1961 ind icate a rapid expansion in the use of the car p a r t ic u la r ly  
at the expense of r a i l  t ra v e l .  During th is  period, the level of car 
ownership increased three fo ld  from 38 to 133 per thousand of the 
population.
Table I I  8 Modal D is tr ibu tion  o f A ll French Hoiidaymakers, 1951 and 1961
Mode 1951
%
1961
%
Train 60 31
Bus 9 5
Car 24 60
Source: Boyer, M., 1963 La Geographie des Vacances des Francais,
Revue de Geographie Alpine, p .485
The explanation of the d is tr ib u t io n  of in ternationa l holiday travel is ,  
however, a complex in teraction  of factors influencing a l l  modes of  
transport. These factors are considered in the main body of the research.
Im p lic i t  in the assumptions made by researchers in tourism and recreation  
has been that a c t iv i t y  patterns can be predicted from sets of socio­
economic variab les. The O.R.R.R.C. concluded, however, tha t the measurable 
socio-economic determinants accounted fo r  only 30 per cent of the va r ia t io n  
in recreational p a rt ic ip a tio n  leve ls . I t  was c lear therefore th a t  fashion, 
taste and the changing l i f e  styles of d i f fe re n t  generations must account 
fo r  a large part of the var ia t ion  in demand fo r  recreational f a c i l i t i e s .  
Very l i t t l e  deta iled  research has been conducted into these social and 
psychological a t t i tu d in a l  factors .
J. B. Lansing and D.M. Blood have summarised the results  o f s ix  national 
travel market surveys conducted between 1955 and 1962, in the United 
States. They sought both factual and a t t i tu d in a l  answers to such 
questions as,"What determines who trave ls  and how much? What determines
-83-
the choice tra v e l le rs  make among the d i f fe re n t  methods o f transportation?"  
The general motivations of t ra v e l le rs  and factors a ffe c tin g  the  
frequency o f  travel are discussed in d e ta i l .
The main variables influencing the choice of mode of transport were 
found to be:
(1) A v a i la b i l i t y ,  a c c e s s ib i l i ty  and frequency of service.
(2) The price of transport re la ted  to income.
(3) Preference fo r d i f fe re n t  q u a li t ie s  of service.
Personal preference is in part determined by age and re la ted  socio­
economic factors but th e ir  influence is not d i re c t ly  re la ted . Other 
in d ire c t  influences include the location of residence, the purpose of 
the t r i p ,  the distance to travel and the experience and frequency of 
travel location near to the terminal of a public service c a r r ie r  may 
encourage travel by that mode. The length o f journey is re la te d ,  by 
t ra v e l le rs ,  to the q u a li t ie s  and therefore the technical c h a ra c te r is t ic s ,  
of the d i f fe re n t  modes of transport.
In the 1955 to 1957 surveys a d ire c t  approach to the study of modal
choice was taken, by asking respondents, "How did you happen to choose
th is  way of t ra v e l l in g  instead of some other". The find ings are
summarised in Table I I  9 . Lansing and Blood state th a t ,  "The
re la t iv e  frequency with which these considerations are mentioned in th is
context is a measure of th e ir  r e la t iv e  importance in people's own
minds in the making of the actual decision. Unconscious motives and
soc ia lly  unacceptable motives w i l l  tend to be understated as w i l l  things
19people take fo r  granted".
In contrast to public transport, factors of a v a i la b i l i t y  and price appear 
to be more important fo r  the decision to travel by car. A r e la t iv e ly  
low ra ting  is given to the use of the car as a means of to ta l  fam ily  
transport but aspects of th is  influence are probably included among the 
price and convenience factors .
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Table I I  9 Attitudes of Trave llers to Trips by Public and Private
Transport , U .S .A ., 1955,1957.
Percent of Comments Made in Percent of Comments Made about
Discussion o f Trips by Public Most Recent Trip  by Private
Transport 1957. Car, 1955.
A v a i la b i l i t y 30 A v a i la b i l i t y 40
A v a i la b i l i t y 10 Freedom of schedule
Convenience 20 or of route 19
Convenience; car
goes door to door 16
Inconvenience of
other modes, car
is the only way to
get to the
destination 5
Price T6 Price 11
Cheaper by car 24
More people could go
by car 7
Preference 54 Preference T7
Speed 27 Speed 5
Safety 5 Car is easier with
Comfort 17 ch ildren , or oldpeople 4
Varied Experience 5 Enjoys the scenery by
car 7
Dislikes going by car 1
Usefulness o f  a car
a f te r  a rr iv a l 5
Other 1
Total 100 Total 100
Source: Lansing, J .B . ,  and Blood, D.M., The Changing Travel Market,
Univers ity of Michigan, 1964.
Preference fo r  trave l by p rivate  car was also investigated d ire c t ly  by 
asking respondents to complete the question, "The best way to travel
is ................... . . . "  The car received the m ajority  of responses, but the
margin of preference did not match i ts  use over the other modes of  
transport. Among heavy tra v e l le rs  (more than 16 t r ip s  per annum) a i r  
travel was preferred to other modes. This was considered to r e f le c t
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the q u a lity  of service and comfort. Lansing and Blood suggest a 
d e f in ite  re lationship  between experience as an a i r  t ra v e l le r  and choice 
of mode. In a 1962 survey of those who had taken an a i r  t r ip  in the 
previous year, 39% tra v e lle d  by a i r ,  compared to 19% who had not 
taken such a t r ip .  These pieces of evidence, suggest to Lansing and 
Blood that the car is  chosen fo r  t r ip s  fo r  reasons o f  a v a i l a b i l i t y  
and lower cost, ra ther than because i t  is  necessarily the most 
favoured mode o f transport, in terms o f the q u a lity  of service.
Of the other public transport services, the railways are considered to 
occupy an intermediary position . Stronger than the bus, but weaker than 
the a i r  in terms o f serv ice , and weaker than the bus but stronger than 
the a i r  in terms of a v a i la b i l i t y .  Respondants who had taken th e ir  la s t  
t r ip  by public transport were found to choose between a i r  and r a i l ,  
bus and r a i l ,  or between car and r a i l .  They ra re ly  chose between a i r  
and bus or a i r  and car.
Drawing conclusions of th is  nature from a t t i tu d e  questionnaires is 
fraught with danger. People may choose between modes o f transport  
because of real d ifferences in speed or comfort or the s u i t a b i l i t y  of 
the mode fo r  the p a r t ic u la r  journey but there are other influences,  
notably perceptions and habits which are extremely d i f f i c u l t  to 
estimate. In part v i i i  o f the Chapter, studies of th is  problem are analysed. 
Socio-economic data and th e i r  re la tionsh ip  to modal choice are a sounder 
basis fo r  research, but th is  is  necessarily an abstraction from the 
r e a l i t y  o f the choice s itu a tio n .
No s im ila r  detailed  study has been attempted in Europe, but P. Goffe, 
has studied, th e o re t ic a l ly ,  the re la tionsh ip  between passenger 
transport and tourism. The m ajority  o f the study involves subjective  
analysis and therefore lacks a basis o f deta iled  travel survey data, 
except where the author draws upon the socio-economic re lationships  
established by Lansing and Blood. Included in the analysis are possible  
solutions to the transport problems o f  equating supply and demand and 
the seasonal and spatia l concentration o f to u r is t  t r a v e l .
Goffe studies general re la tionsh ips , and seeks to e lucidate the nature 
of individual decision processes. For general to u r is t  trave l the order 
of the decision process is considered to be:-
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O) The desire to travel
(2) Time l im ita t io n s
(3) Financial constraints
(4) Personal(physical) l im ita t io n s
(5) Travel budget
(6) The decision to travel
(7) Time of the journey
(8). Choice o f the form of trave l (independent or group organised)
For independent holiday t ra v e l ,  the choice of mode o f transport is 
a primary consideration which Geoffe places th ird  a f te r  the choice of 
destination and type of accommodation. For group t r a v e l , modal choice 
is only a secondary consideration. The decision framework fo r  each 
mode of transport is  considered and the axes of the graphed re lationships  
indicate possible feed-back s ituations which could a l t e r  the o r ig ina l  
decision.
Travel by private  car
( i) Choice of the mode of transport
(2) Choice of the destination
(3) Research into the journey; routes and stopping points
(4) Study of the costs of the journey
(5) Decision on the date of the journey
(6) Obtaining the necessary travel documentation
(7) Preparation of the vehicle
(8) The journey its e lf
For independent and inclusive tour a i r  travel there are more stages 
in the decision process including reservations, journey to the a i r p o r t ,  
the comparison of a l te rn a t iv e  tour companies and the class of a i r  trave l  
on scheduled services. The lack of these additional complications may
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be p o s it iv e ly  valued by holiday motorists. Goffe's study concentrates 
on motor travel on the Continent and therefore ignores the need of  
holidaymakers from the U.K. and Scandinavia, to study fe r ry  timetables  
and make reservations. The major l im ita t io n  o f the analysis is  tha t  
i t  f a i l s  to reveal the factors which have influenced the orig ina l  
modal choice decision. The stages o f the decision process may be 
useful fo r  marketing decisions, but no time scale is put forward 
and the r e la t iv e  importance o f each stage is not discussed.
Goffe suggests tha t the decision processes could be converted to 
a u t i l i t y  theory fo r  the analysis of travel demand based upon the 
recognition o f the re la t iv e  importance of factors with pos it ive  and 
negative u t i l i t y .
Factors with positive  u t i l i t y  Factors with negative u t i l i t y
R = Speed D = Delays
A = Independence T = Waiting Time (A ll time costs)
C = Comfort M = Money Costs
E = Punctuality P = Psychological Costs (S tra in ,
F = Frequency discomfort, re la ted  to the
S = Safety technological character is t ics
of the mode o f  transport)
The factors could be given weighted co e ff ic ien ts  to r e f le c t  th e ir  re la t iv e  
importance, but Goffe recognises that th is  is not quantatively  possible  
with present data. The l in e a r  equation fo r  to u r is t  travel by p rivate  car 
is stated to be:
U = R + A + C + S -  M -  P
The general equation fo r  the other modes o f transport i s : -
U = R + C + E + F + S -  D -  T -  M - P
Some of these factors can be quantif ied . For example r e la t iv e  safety
levels  can be expressed on the number of accidents per 1000 kms of trave l  
For public transport the accuracy of the frequency and timing o f time­
tabled services can be calculated. Distance-costs can be determined, 
although they may not necessarily be l in e a r  and fo r  motor travel depend
upon the indiv iduals judgement of costs.
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Factors such as comfort are , however, sub jec tive ly  determined.
A t ra v e l le r  demands comfor on a t r ip  in re la t io n  to the time spent 
on each stage of the t r ip .  Above 1 5 - 1 8  hours he w i l l  need 
sleeping accommodation, above 4 -  5 hours he w i l l  need food.
Aviation is very su itab le  fo r  passenger t r a f f i c  where special overnight 
accommodation can be e lim inated. On the other hand overnight car 
fe rry  services may be valued fo r  the res t and re laxation  they permit 
between stages of the motoring holiday.
Goffe also presents the results  of an enquiry into the p o s it iv e ly  
valued characteris t ics  of each mode of transport fo r  various distance 
thresholds. For motor t r a v e l ,  the comfort fac to r  was found to decline  
marginally as distance t ra ve lled  increased in the range 300 to 1600 km. 
The valuation of speed and security also declined with distance, in 
contrast to a i r  travel where speed dominates and increases with  
distance. F le x ib i l i t y  and penetration were valued increasingly with  
distance.
Although the work of Lansing and Blood, and Goffe, provides useful 
information on the modal choice s i tu a t io n ,  th e ir  work is best viewed 
as a source o f guidelines fo r  fu r th e r  deta iled  research; combining 
socio-economic and a t t i tu d in a l  data, and re lated  to spec if ic  modes 
of transport.
2 . B rit ish  Studies
In the American examples the re la tionsh ip  o f  trave l mode choice to
physical distance was emphasised. In a survey o f the Lake D is t r ic t ,
21Mansfield concluded tha t varia tions in physical distance accounted 
fo r  85% of the var ia t ion  in t r ip  generation, where there was a d ire c t  
re lationship  between distance and the costs of t ra v e l .  Reduction 
in travel costs and time as a re s u lt  o f the extension of the 
M6 motorway, increased the physical a c c e s s ib i l i ty  o f the Lake D is t r ic t  
to major population areas in South Lancashire. This generated a 
massive expansion in recreational trave l and revealed the extent o f  
la te n t  travel demand.
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22The P i lo t  National Recreation Survey investigated the influence of 
the holiday journey. Mileages were found to be s l ig h t ly  higher among 
the young and the middle aged, especia lly  i f  children were excluded 
from the travel party. Of the to ta l  holiday sample t ra v e l l in g  by car,
38% stated that they had driven up to 500 m iles, 32% from 500 to 1000 
m iles, 12% 1000 to 1500 miles and 6% over 1500 miles (T a b le l l  10 )
Distances tra ve lled  therefore compare closely with American vacation 
experience, despite the smaller scale of the country.
The most d ire c t  co rre la t ion  with distance tra ve lled  was income, and to 
a lesser extent educational and occupational status. But even a t  the 
highest income leve ls ,  approximately three quarters of respondents tra ve lled  
less than 1000 miles and about 40% tra v e lle d  less than 500 miles. The 
extent to which income and the costs of motoring set l im its  to holiday  
t ra v e l ,  should be the subject of more deta iled  enquiry.
23G. Wall found tha t a t  distances above 50 m iles, no regular or s ig n if ic a n t  
relationships e x is t  between most income re lated  a ttr ib u tes  and holiday 
distances. He notes that the scale of distances in B r ita in  are not 
s u f f ic ie n t ly  great to be a major determinant of holiday location . The 
influence of distance becomes c r i t i c a l ,  however, fo r  the continental 
holiday m otorist, and i t  w i l l  be in teresting  to te s t  i f  any contrasts  
in the socio-economic characteris tics  and in the composition o f trave l  
party, can be discerned, as distances tra v e lle d  abroad increase.
In B r ita in  the r e la t iv e ly  re s tr ic te d  size of recreation hinterlands has
24prompted B. Cracknell to note th a t ,  "the car is used more fo r
f l e x i b i l i t y  in timing and route, than to extend the distance t ra v e l le d :
i t  enables the recreational b e lt  to be more in tens ive ly  used, but has
24not noticeably extended i ts  radius"
The w ealth ier sections of the population of Europe, p a r t ic u la r ly  in 
25France and Scandinavia, are noted fo r  the ownership of week-end or 
vacation homes. This may re s u lt  in increasing recreational and domestic 
holiday motoring travel and some reduction in the market fo r  in te rn a tio n a l  
motoring hoiidays.
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For holiday t ra v e l ,  the car is  used as a main mode of transport 
over considerable distances, but the touring function o f the car 
increases the complexity of analysis and comparison with other 
forms o f holiday travel where choice of transport is re la ted  to 
and conditioned by, one-centre destinations. This travel market 
from the United Kingdom is  la rg e ly  based on the a i r  inc lusive tour,  
fo r  which there is no comparable combination of marketed services 
fo r  domestic travel in the United States. Consequently the decision 
of modal choice by distance t ra ve lled  is also influenced by the 
nature of holiday travel organisation, p a r t ic u la r ly  from the main 
operators o f  a i r  inc lus ive -tour t ra v e l ;  the United Kingdom, Scandinavia 
and West Germany.
p c
For to u r is t  travel on the European mainland, Goffe quotes from 
27Andre P ia t ie r ,  who calculated the optimum to ta l travel distance 
fo r  the various modes of transport to be:-
Car -  978 miles
Train -  951 to 1493 miles 
Bus -  559 miles
A ir  -  1521 to 3562 miles
These calculations are based on French experience in the 1950's , 
but since th a t  date holiday travel organisation has been revolutionised  
in Western Europe, a l te r in g  normal distance-cost re la tionsh ips .
In the United Kingdom, un ti l  recen tly , there has been very l i t t l e  domestic 
survey data re la t in g  the d is tr ib u t io n  o f t ra v e l ,  by mode of transport,  
to categories o f journey purpose. The m ajority  of travel demand surveys 
have been conducted in the course o f  land-use transportation studies in 
conurbations and the results have been used fo r  development planning and 
control. National t r a f f i c  surveys have been conducted by the Department 
of the Environment, but fo r  holiday t r a v e l ,  the basic source of domestic 
travel s ta t is t ic s  is  the B r it ish  National Travel Survey o f holidays 
and hoiidaymakers produced annually by the B r it ish  Tourist Authority .
National t r a f f i c  surveys developed from a series o f  motoring surveys 
in i t ia te d  in 1961 and provide data on car ownership and varia t ions  in 
car u t i l is a t io n ,  to meet the planning implications o f  an increasing  
travel demand.
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Journeys are defined as one-way courses of travel with one single  
prupose, although there may be subsidiary purposes. The end of a journey 
is s ig n if ied  when a main prupose is f u l f i l l e d .  Recreational travel  
(sport and entertainment) is separated from pleasure trave l which includes 
a l l  journeys to or from holiday resorts , beauty spots etc . and joy rides.
Only very recently  has recreational travel demand been b u i l t  in to
28planning studies, such as the South Hampshire Plan , and the major 
problem remains of obtaining data on non-work journeys, which are 
less frequent, and less regu lar, and therefore require large samples 
to survey accurately.
In 1964, the f i r s t  attempt was made to discover the modal s p l i t  o f travel 
by journey purpose. I t  was found that 11% of a l l  t ra v e l was devoted to 
pleasure journeys of which 64% were undertaken by private  car. This f i r s t  
survey has been followed by the creation of the Long Distance Travel 
Panel, noted in Chapter I iv .
National t r a f f i c  survey data has been used by R. Vickerman fo r  s ta t is t ic a l  
model building of shopping, rec rea tio n a l,  s o c ia l ,  and pleasure t ra v e l .  
Because of the importance of car ownership as a determinant o f travel  
behaviour, Vickerman used th is  fac to r  to subdivide the data. Any 
differences in the nature of trave l demand fo r  individuals in car- 
owning households against those fo r  non car owning households could 
therefore be highlighted.
M ultip le  regression analysis was used to establish a basic hypothesis 
of casual factors . This was a convenient and economic approach, but as 
Vickerman rea lised , regression equations cannot prove a causal re la t io n ­
ship, only as va lid  as the underlying hypothesis, although the co e ff ic ien ts  
enable re la t iv e  weightings to be given to the independent variables both 
fo r  th e ir  size (the to ta l influence on the independent var iab le ) and fo r  
th e ir  s ignificance (the confidence which can be expressed in i t ) .
Vickerman assumed that the in d iv id u a l's  travel behaviour was influenced  
by three main groups o f factors: socio-economic, lo c a t io n a l,  and level
of service. * Socio-
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economic factors include the indiv iduals income, occupation, age, and 
sex, and the overa ll household income, size and structure. Locational 
factors would have included an index of the deterrent e f fe c t  of 
distance, but the information required fo r  th is analysis was not 
ava ilab le . Vickerman had to re ly  on data on the type o f area of  
residence distance, to the nearest defined "ce n tra l-a re a " , and the 
population density of the immediate area, as aggregate indicators  
of the l ik e ly  a v a i la b i l i t y  o f f a c i l i t i e s  fo r  which travel may be 
undertaken. The level of service fac to r  is defined as the combined 
e f fe c t  of mode a v a i la b i l i t y  and a c c e s s ib i l i ty ,  and the characteris t ics  
of each mode, such as frequency, speed, cost, comfort e tc . These 
natu ra lly  vary in re la t io n  to destinations and journey purposes and 
therefore be eas ily  expressed. Vick uses two simple though incomplete 
indices: the actual number o f cars owned, and the individuals
possession of a driving licence.
Although Vickerman's study was generally  successful, because of the 
hetergeneous and undefined nature o f pleasure t r ip s ,  Vickerman found 
i t  most d i f f i c u l t  to construct adequate general models, fo r  t r ip s  
which vary from the annual holiday to short joy r ides. This p a r t ly  
re f le c ts  the u n s u ita b i l i ty  of the d e f in it io n  of pleasure journeys in 
the National t r a f f i c  surveys. Vickerman concluded, tha t  in view of 
the large number of socio-economic variables analysed, even more than 
fo r  other journey purposes, analysis of pleasure travel should 
concentrate on the lo c a t io n a l,  a t t ra c t io n ,  and level of service variab les.  
Despite the problems o f  modelling le isu re  travel Vickerman's study 
follows the American example o f  emphasising the travel generating 
fac to rs , and is  a pioneer work in th is  country.
J.C. Tanner'shaper Trends in Car Ownership and T r a f f ic  Flow, sought 
to iso la te  the main influences on car ownership and t r a f f i c  and re la te  
these to to ta l travel demand. Trends in weekly and seasonal t r a f f i c  
flow, variations in car ownership level with household income, and distances 
t ra ve lled  are also studied. Unfortunately, the data cannot be d ire c t ly  
re lated  to recreational and holiday travel because they are based upon 
national transport s ta t is t ic s .  The s ta t is t ic s  mainly provide a background 
to which changes in recreational and holiday travel demand can be re la ted .
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Tan ner does, however, in d ic a te ,  tha t densities of vehicles per square
kilometre may be used as a rough index of congestion and environmental
impact, suggesting tha t th is  may have an impact upon le isure  trave l by
private  car. Tanner emphasises th a t ,  "the problem of high vehicle
densities looks l ik e  remaining a la rge ly  European one (and one of certa in
31parts of the eastern United S ta tes ) ."
B r it ish  levels  of car ownership are not considered to have reached 
'mature' income.. s p e c if ic  r a t io 's  and therefore Tanner chooses United 
States rates o f car ownership per thousand of the population to 
indicate possible ownership threshold leve ls .
The saturation level of car-ownership is forecast as 450 cars/thousand 
of the population. This would y ie ld  a to ta l  of some 31 m il l io n  vehicles  
in Great B r ita in  fo r  a projected population of approximately 69 
m ill io n  by the year 2010 A.D. I f  th is  ultim ate level of car-ownership 
is accepted, there is a f a i r l y  l im ited  range o f  forecasts fo r  
intermediate years that w i l l  be consistent both with th is  and with  
the present ownership level and i t s  present growth ra te .  The problem 
of car-forecasting car-ownership is studied in d e ta il  in part ix  of  
th is  Chapter.
The amount o f road t r a f f i c  is proportional both to the numbers o f vehicles
licenced and to the average distance tha t each travels  in a year.
32Tanner emphasises that in the United States the average car trave ls  
about 15,5000 kms per year about 2,500 kms more than in Great B r ita in  
and that the figures fo r  the two countries have not a lte red  su b s ta n tia l ly  
over a number o f years. More recen tly , however, a f te r  the r e la t iv e  
s t a b i l i t y  observed for a number o f years, kms per car per year have 
increased from 13,200 in 1969, to 13,800 in 1970, and 14,200 in 1971.
Other things being equal, the higher rates of car-ownership in the 
United States than in Great B r ita in  should tend to make the mileage 
per car in the United States less than in Great B r i ta in .  Moreover, 
evidence suggests that cars in households which own two or more veh ic les ,  
perform fewer t r ip s  per year, than do cars in single car households.
Other factors must therefore be in f lu e n t ia l  and Tanner names fo u r : -
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The q u a lity  of the road system
Quality can be defined as the average speed which can be maintained 
on journeys, in re la t io n  to t r a f f i c  conditions. Over the general range 
of driving conditions Tanner has the impression that average speeds 
are higher in the United States. I f  th is  is so, then longer and more 
frequent journeys can be made in the same length of time, Motorway 
improvements are probably the cause o f the increase.
Scale and distance
The greater scale and distances involved in travel in the United States 
produce higher average mileages per car.
Costs of vehicle use
Bearing in mind the generally  much higher levels of income in the 
United States and assuming tha t other costs are small or vary in 
proportion to petrol costs, Tanner emphasises th a t  d ire c t  operating 
costs per car mile are less in re la t io n  to incomes, in the United States 
than they are in Great B r i ta in .  I t  may be that the d ifference is 
s u f f ic ie n t  to account fo r  a substantial part of the d ifference between 
the average mileage per car in the two countries, but in view of the 
lack of corre la t ion  Tanner found between miles per vehicle and income 
per head, there must be some doubt about th is .
A v a i la b i l i t y  of public transport
As noted e a r l ie r  car usage does seem to decrease with the growth of  
the metropolitan area. Public transport may influence car ownership 
but not necessarily car usage. Tanner points out tha t i f  the car is 
not used fo r  commuting, i t  may be used by the wife in preferance to 
public transport, fo r  shopping.
There are therefore two opposing influences that approximately balance 
each other. The r is ing  level o f vehicle ownership that tends to reduce 
mileages per veh ic le , and other fac to rs , probably including the improved 
q u a lity  of the road system, that tends to increase miles per veh icle .
In B r i ta in ,  i t  is probable tha t  neither of these factors is at present 
as strong as in the United States. Vehicle ownership has not reached 
the level where there is a high proportion o f two-car fa m il ie s ,  and 
improvements to the road system are perhaps f a i r l y  evenly matched by 
the e ffec ts  o f the increasing t r a f f i c .  I f  the q u a lity  o f the B r it ish  
route system was brought up to American standards then American levels  
of vehicle mileage could be expected.
In the decade 1959 to 1969 motorway travel has expanded from 0.1% of
a l l  road vehicle mileage to 4.1%. I f  B r ita in  has the 10,000kms of
h igh -qua lity  dual carriageway road, planned in the Green Paper, Roads 
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fo r  the Future, these may carry , according to Tanner, in the order 
of 20% of the to ta l t r a f f i c  in B r i ta in ,  towards the end of the century.
Something approaching one-th ird  o f  the fu ture growth o f  t r a f f i c  w i l l  
then be accommodated on new roads o f motorway or near-motorway standards, 
but th is  w i l l  probably not be s u f f ic ie n t  to make a substantial impact 
on the t r a f f i c  s ituation  generally .
The very small changes in miles per vehicle would seem to contradict  
the supposed d ire c t  e f fe c t  o f the expansion of le isure  and holiday  
travel on to ta l  trave l demand. Indeed Tanner presents figures which 
indicate tha t annual mileages were higher in 1938 in Great B r ita in  
than in the mid 1960's. T r a f f ic  constraints must have grown appreciably  
fo r  the average lengths o f  journeys can hardly have changed. I t  is  
probable that only a s im ila r  proportion o f car owners, use th e ir  cars 
to any s ig n if ic a n t  extent.
I t  is c le a r ,  from Tanner's study th a t  t r a f f i c  growth has been slower 
in the summer than in the w in ter, and especia lly  low at summer week­
ends. These low growth rates correspond f a i r l y  well to times o f  
greatest t r a f f i c  flows and congestion, and th is  again suggests tha t  
there exists  fru s tra ted  growth in holiday and recreational t r a f f i c .
F in a l ly  Tanner emphasises a var ie ty  of factors which although d i f f i c u l t  
to quantify might be expected to exert special influences:
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Road-building 
Congestion and re s tra in t  
T ra f f ic  management 
Development 
Spreading o f peaks
34The Road Research Laboratory forecasts of kilometres of travel in  
B rita in  fo r  cars and taxis predicts a more than two-fold increase in 
the period 1970 (160 m il l io n  vehicle kms) to 1990 (324 m il l io n  vehicle  
kms, to 575 m il l io n  vehicle kms. The l a t t e r  figures are based on passenger 
car un its ,  using the following weights: pedal cycles | ,  cars, motor
cycles, l ig h t  goods vehicles 1, buses, heavy goods vehicles, 3.
Tanner emphasises the d i f f i c u l t y  of forecasting travel demand over a 
period of technological and social change and no precision is claimed 
fo r  the forecasts. But, he argues, that i t  would be unwise not to plan 
fo r  the growth of le isure  use o f the car on broadly the scale indicated  
unless a lte rn a t iv e  po lic ies  and trends become f irm ly  established. The 
forecast, produced by the Road Research Laboratory are based on the 
assumption that present trends w il l  not a l t e r  su b s ta n tia l ly ,  although 
Tanner recognises that the above factors especia lly  t r a f f i c  management 
and therefore l im i ta t io n ,  may inva lida te  th is  assumption in the la rger  
urban areas.
North American and B r it ish  approaches to the prediction o f fu tu re  levels  
of recreational and holiday motoring therefore d i f f e r  grea tly  in 
scope and content. The American work includes many more influencing  
factors and therefore has stronger theoretica l pred ic tive  power.
Projections o f  holiday motoring travel must seek to move towards American 
techniques o f analysis. Data l im ita t io n s ,  however, can e f fe c t iv e ly  l im i t  
research p o s s ib i l i t ie s .
The nearest B r it ish  approach to the national assessment o f demand fo r
35recreation is the P i lo t  National Recreation Survey based on a sample 
of 3,167 interviews. Since publication of the Report in 1967 many 
specialised studies of recreation have followed, and these have been 
summarised by J.A. Patmore . Patmore considers the main influences
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on recrea tiona l demand to be the size and age structure o f the population 
the time and money ava ilab le  fo r  le is u re ,  and the growth of personal 
m obility . Discussing the l a t t e r ,  he draws heavily upon the study of 
the recreational influence of car ownership in Section IV o f the P i lo t  
National Recreation Survey. The results o f the Survey are summarised 
in the Report by B. Rodgers.
The purpose of the P i lo t  National Recreation Survey was to in d ic a te ,  < 
fo r  planning purposes, how the patterns of demand fo r  recreation  
f a c i l i t i e s  have changed in the immediate past, and are l ik e ly  to change 
in the immediate fu tu re . Of p a r t ic u la r  concern, were the answers sought 
to such questions as: "How do people use th e ir  cars fo r  recreation? Is 
driving i t s e l f  seen as a recreation , or is the car merely a means o f  
transport?". The f i r s t  report consist of a descriptive commentary on 
the national survey data, and the second, also ess en tia l ly  descriptive  
examines regional contrasts.
Questions were asked on car-ownership, whether the vehicles were bought 
new or used, and when possession of a car was f i r s t  obtained. Ownership 
characteris t ics  could then be cross-analysed by age, sex, income, education 
occupation, and the nature of the community inhabited. Questions on 
car use distinguished annual holidays from day and part day recreational  
t ra v e l .  In add ition , information was sought on distances t ra v e l le d ,  
and the number and composition o f the t ra v e l l in g  party.
The survey results are often expressed t i  rank order, because th is  
approach is less l ia b le  to sampling e r ro r ,  than percentage d is tr ib u tio n s  
of the data. Chi-square testing  was used to establish whether contrasts 
observed ( fo r  example among car and non car owners) are s ig n if ic a n t ly  
d i f fe re n t  or merely the re s u lt  of sampling e rro r .  The data l im ita t io n s  
must, however, be stressed. The car-using sample represents less than 
ha lf  the to ta l  sample. Divided over the various social categories,  
and with m ultip le  cross references, the response ce l l  are often very 
small. Accuracy can only be maintained by grouping responses into  
la rger categories.
In addition to the P i lo t  National Recreation Survey, other re la ted  B r it is h
studies include: regional holiday transport studies, a specialised study 
37by G. Wall ^ Patterns of Recreation Among Hull Car Owners and a general
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survey , J ;jn_surej_J>ansjD^^ by D. Rubenstein and
C. Speakman^.
39
The regional holiday transport study by Lewes, Culyer, and Brady, 
was undertaken to study the problems o f holiday motoring congestion.
I t  is based on the B r it ish  National Travel Survey's regional data, and 
t r a f f i c  surveys conducted by Devon and Cornwall County Council. Only 
the former data is  exclusively orientated to hoiiday t r a v e l .
At the regional le v e l ,  the transport required by holidaymakers
is divided into two kinds:
a) Transport to and from the holiday destination
b) C ircu lation  w ith in  the holiday area
The demand fo r  each is affected by the number of holidaymakers, th e ir
choice o f transport, th e i r  orig ins and destinations, the timing of th ie r  
holidays, and the type of holiday they choose. Analysis proceeded by 
attempting to use the known d is tr ib u t io n  o f hoiidaymakers and such t r a f f i c  
data as was a v a ila b le ,  to piece together the main routes used by the 
holiday motor t r a f f i c .
The report emphasises that holiday motoring cannot be viewed in iso la t io n
from the level o f service offered by the public carr ie rs  although the
d if fe re n t  forms of holiday transport are not d irec t  substitu tes , but
are re lated  in a complex manner. The reduction in coaching stock, fo r
40example, a resu lt  of the Beeching Report on the Railways , has now1 
severely l im ited  the a b i l i t y  o f the railways to carry holiday t r a f f i c  
fo r only a few days each year, and increased the seasonal and weekend 
motor t r a f f i c  congestion.
Although prim arily  concerned with domestic holidays and recreational  
travel Wall's thesis includes a short section on holidays abroad. But 
by concentrating on a single town, a t  some distance from the major 
urban centres, the author has probably established a la rge ly  non­
representative basis fo r  his questionnaire sample. The i n i t i a l  analysis , 
u t i l is e d  the 1966 sample Census to analise the re la tionsh ip  between
car-ownership and various socio-economic variab les , drawing la rg e ly
41upon work by R.F.F. Dawson .
-100-
WalVs thesis covers the socio-economic background o f the car-owner 
and the household, holidays (destination , method o f transport, size  
and composition of p a r t ie s ,  frequency and tim ing, length, and accommodation) 
pleasure t r ip s ,  and a var ie ty  outdoor recreation a c t iv i t ie s .  B as ica lly ,  
the format is  s im ila r  to the B r it ish  National Travel Survey and the 
P i lo t  National Recreation Survey and a great many data re lationships  
are established and tested by corre la t ion  analysis. The main 
influences on hoiidaymaking among car-owners were considered to be 
income, length of paid holiday, education, and family a t tr ib u te s .  The
socio-economic a t tr ib u te s  of the car owner and his household were a
major influence upon the size and composition of the holiday group and 
these, in turn , were found to help to determine the location and 
d is tr ib u t io n  o f holidays. For most car owners holidays were family  
occasions.
There is  now a wealth o f evidence re la t in g  to the positive e ffec ts
of increased car ownership upon patterns of recreation a c t iv i t y .  A
. 42survey by the Automobile Association in 1965 showed th a t ,  apart from
the journey to work, about th r e e - f i f th s  o f a l l  car owners in B r ita in
used th e ir  cars fo r  non business purposes only. The P i lo t  National
Recreation Survey showed, in the same.year, tha t public transport is
l i t t l e  used fo r  recreational t ra v e l .  More important, however, is the
stimulating of p a rt ic ip a t io n  in recreation pursuits. This has been
43supported by Duffe l!  and Peters . Using an index of the proportion  
of travel by p rivate  transport fo r  recreation in re la t io n  to car 
ownership they emphasise the higher t r ip  rates fo r  car owning over non 
car owning households. Data from the London t r a f f i c  survey indicates  
that the e f fe c t  of a household owning one car, as opposed to none, results  
in a doubling o f the recreational t r ip  ra te .  The P i lo t  National Recreation 
Survey also noted that the longer a fam ily had owned a car, the more 
purposive i ts  use becomes, rather than simply a recreation in i t s e l f .
I t  is not necessary to examine in d e ta il  the results  of the survey of 
the recreational influence of car trave l on day and part-day journeys. 
Private transport was found to be most strongly re lated  to those 
a c t iv i t ie s  favoured by the most prosperous e.g . g o l f ,  those which were 
generally inaccessible e.g . h i l l -w a lk in g ,  and where bulky equipment had 
to be carried e .g . camping. But no c lear  association was found to e x is t
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when i t  was considered whether those pastimes fo r  which most people
usually used th e ir  own car were also the most frequently  practised.
The main e f fe c t  of the car on recreational pursuits is to " ..reduce
the f r ic t io n  o f distance in our 'from-home' le isure  pursuits and so
tends to stimulate the demand fo r  external f a c i l i t i e s ,  through a
44
p a rt ic u la r  and se lective  range".
In view of the strength of the re la tionsh ip  between car ownership and 
patterns of recreation the P i lo t  National Recreation Survey sought 
to recognise the factors influencing both car ownership and 
recreational t ra v e l .  Car ownership was found to vary d i re c t ly  with  
income (and through income to occupation, education and age) and 
inversely with age. Ownership was found to decline in conurbations 
and central urban areas compared with more prosperous suburbs and rural 
d is t r ic ts .  M u lt ip le  car ownership correlated strongly with income, 
but also depended upon the presence o f young single adults in the 
household. The length of time a fam ily  has possessed a car was thought 
to have some influence on recreational patterns, but no f u l l  analysis 
was developed.
G. Wall discovered that the i n i t i a l  years o f car ownership appear to 
be associated with r e la t iv e ly  high rates o f  domestic holiday travel and 
he suggests th a t  the novelty o f a car may actua lly  stimulate holiday  
p art ic ip a t io n . Rodgers found tha t  the spread of car ownership down 
the income scale seems to have a depressive e f fe c t  on holiday tak ing,  
although as he notes, th is  is  probably only temporary.
I t  is p a r t ic u la r ly  d i f f i c u l t  to iso la te  the independent e ffe c ts  of  
each variab le . Rodgers emphasises that because the possession of a 
car is  strongly associated with income, and also with occupation, 
education, and age, when comparing the car owner with the car less,  
one is r e a l ly  comparing other and deeper social a t tr ib u te s .  Families 
with cars report greater p a rt ic ip a tio n  than non car owning fam il ie s  over 
almost the whole spectrum of recreation a c t i v i t i e s ,  ju s t  as the r ich  
and well educated contrast with poorer and less well educated respondents. 
The impact of the car is  therefore , not simply, the d i f fe re n t  in response 
between contacts in car owning and car less fam ilies . Full analysis
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would require the iso la tion  o f  constant income-occupational-educational
status groups, but the s itu a tion  is ess en t ia l ly  dynamic. "As
affluence spreads, car ownership increases and recreational patterns
change so the car is both a re s u lt  o f affluence and a medium by
which greater prosperity is converted in to  a changed pattern o f  le is u re -  
45
time use."
Rodgers notes in the survey, th a t  differences can be revealed by 
contrasting p a rt ic ip a tio n  between low income (A) and higher income (B) 
groups, and the response between car less (C) and car owning (D) contacts. 
But only Where the percentage sets of increment data ( i . e .  B-A as % 
of A, and C-D as % C) are very d is s im ila r ,  should conclusions be drawn.
The results  o f  the P i lo t  National Recreation Survey on the use of the 
car fo r  holidays indicate a remarkable consistency over almost a l l  the 
social variab les. Over 60% of contacts in car using fam ilies  always 
went on holiday by car. Use of the car was found to increase with age 
up to the 35 to 44 age group and to a fam ily  income level of £1950 
per annum. About 44% of the 1 7 - 2 4  age group always use the car on 
holiday compared with over 70% in the 25 to 34, and 35 -  44 age groups. 
This pattern re f le c ts  the increasing level of car ownership with age.
The level of ownership and use declines beyond age 44 and drops rap id ly  
in the over 65 age group.
Increasing use Rodgers a t tr ib u te s  to the fa c t  that the car is  a cheap 
form of group t ra v e l ,  p a r t ic u la r ly  fo r  the family un it .  The departure  
of children from the home coincides with a f a l l  in use. The use of the 
car was therefore found to be almost twice as high fo r married as fo r  
unmarried contacts. These facts broadly concord with W all's  findings  
tha t the ownership range reporting by fa r  the highest proportion of  
holidays at home and abroad was in the s ix  to ten year ownership 
with a secondary peak among those who had owned a car fo r  twenty years 
or more.
Respondents always using the car fo r  holiday travel were very s im ila r  
(60% - 70%) over the income range, although th is  f e l l  to 52% fo r  the 
a i r  t ra v e l le rs .  Rodgers was surprised to discover the r e la t iv e ly
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s l ig h t  use o f the working-class car fo r  fam ily holidays. Average load
factors (6% d river  alone, 45% 1 or 2 passengers, 14% 3 or more passengers)
again emphasise the fam ily  basis of domestic holiday motoring. But a t
both low age and income le v e ls ,  the car is commonly less f u l l  than in
the middle age and middle income brackets. Load factors also appear
to r is e  with occupational and educational s tatus, and decline with age
as the number o f children in the travel party declines. These patterns
can be compared with the results  fo r  recreational t r a v e l ,  to emphasise
the pattern o f constraints varying between ind iv idu a ls , and the important
46influence of cycle-stages. Rodgers has id e n t i f ie d  the fo llow ing stages:-
(a) To the young and single adu lt constraints are fewest with a combination 
of physical capacity, disposable time, and ' f r e e 1 (uncommitted) income.
The most active phase, generating the greatest demand fo r  recreation .
(b) In the young married stage, ‘ f r e e 1 income and disposable time diminish, 
and the physical capacity o f the fam ily  unit is that o f i t s  feeb les t  
members. Recreation becomes informal e .g . day t r ip s  to the countryside, 
fo r  which car ownership is  v i t a l .
(c) As fam ilies  age, le isu re  and disposable income increase but recreation  
becomes passive and ess en tia l ly  car orientated .
The B rit ish  National Travel Survey id e n t i f ie s  variations in holiday trave l  
according to combined socio-economic characteris t ics  which can be regarded 
as representative o f l i f e -c y c le  stages.
One of the major imponderables in attempts to predict growth and change 
in recreation and holiday t ra v e l ,  is  that the l i f e  cycle has i t s e l f  gradually  
but ra d ic a l ly  changed, c h ie f ly  the re s u lt  o f e a r l ie r  marriage and an ageing 
population in developed Western Societies. This problem is m u lt ip lied  
many fo ld  when one is considering European states a t  d i f fe re n t  stages 
of social evolution. Rodgers notes tha t the trend towards early  
marriage is both a constraint on the overa ll growth of demand and a 
powerful factor in recreational change. Today in B r ita in  by the time 
the wife is 40, the fam ily  has often grown up, creating recreational and 
holiday independence both fo r  herse lf  and her ch ildren. The possible  
e f fe c t  is a shrinking o f time-period (b) which could s ig n i f ic a n t ly  
influence the demand fo r  recreational and holiday t ra v e l .
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In a l l  problems involving the analysis of socio-economic va r ia b le s ,  the 
extreme complexity o f th e i r  in te r -re la t io n s h ip s  must be stressed. Age, 
fo r  example, is a highly complex va r iab le . Not only does i t  r e f le c t  
psychological changes and physical l im ita t io n s ,  but also the 
advancing stages in the fam ily l i f e  cycle and travel experience. 
Increases in the proportion o f the population beyond retirem ent age is 
thought to be a constraint on in ternationa l travel demand. Charges in 
the frequency of trave l with age should, however, be regarded as p a rt ly  
the e f fe c t  o f varia tions in income up to and beyond retirement age. 
S im ila r ly  the impact o f increasing income depends on age and the stage 
of the household l i f e -c y c le .
For holiday travel abroad, the socio-economic barriers  to entry into  
the market are identica l to the barriers  l im it in g  domestic holiday  
t ra v le ,  but are set out higher leve ls .  This p a r t ic u la r ly  applies  
to countries such as the United States where in ternationa l trave l  
involves long distances and major expenditure. Lansing and Blood47 
have emphasised the l i f e -c y c le  stage as a major determinant of 
in ternationa l t ra v e l .  The presence o f  children is regarded as a 
major deterrent to overseas t ra v e l ,  and Lansing and Blood recognise 
child less young couples and older couples, e i th e r  without ch ild ren ,  
or whose children have grown up and l e f t  home, as the two most 
important segments of the market.
Despite the socio-economic basis o f t r a v e l , the best single prediction  
of overseas trave l from the United States was found to be p r io r  
experience. Lansing and Blood emphasise that experience of  
in ternationa l travel changes peoples a ttitudes  and th a t  increasing  
travel by young people w i l l  therefore extend and deepen the fu ture  trave l  
market. I t  is therefore v i ta l  to be able to study the h is tory  o f trave l  
purchasing patterns. One of the major problems of sampling the trave l  
market is the small proportion of the to ta l population who engage in 
in ternational t r a v e l ,  and the existence o f small groups o f high 
frequency t ra v e l le rs .  The rate  o f  addition o f new tra v e l le rs  to the 
various segments o f the market is an important consideration fo r  fu tu re  
levels  of demand.
-105-
From th is  analysis o f re lated  studies, i t  has become apparent that fo re ­
casts of future travel demand based on socio-economic data may not be 
e n t i re ly  sa t is fac to ry . I t  is  obviously fa r  simpler to pred ict in a 
non-dynamic s itu a t io n ,  without regard fo r  social changes, but th is  
may prove to be u n re a lis t ic .  Some attempts to forecast fu ture recreational  
and holiday travel are now outlined as an ind ica tor of what can be 
achieved with a va ilab le ,  q u an tif iab le  data.
In summary, the following variables have been iso la ted , in the re lated  
studies, as the main influences on the volume of recreational and 
holiday t r a v e l : -
Socio-Economic Factors
1) Size of the to ta l population and regional d is tr ib u t io n .
2) Age structure. The P i lo t  National Recreation Survey considered 
th is  the most s ig n if ic a n t  socio-economic influence on recreation .  
Maximum p art ic ip a tio n  in outdoor pursuits takes place between the 
ages of 18 to 25 and th e rea fte r  p a rt ic ip a tio n  tends to decline  
progressively with age.
3) Sex and fam ily  s tructure . These factors appear to have much less 
e f fe c t  upon levels  of p a rt ic ip a t io n  and much greater e f fe c t  upon 
the types of pursuit in which people take part .
4) Education. This fac to r  p a r t ly  re f le c ts  age and income differences  
but i t  was also found to have a d is t in c t  and separate e f fe c t  on
on in te re s t  in outdoor recreation . Contrasting recreational and 
holiday patterns can be found between people with varying degrees 
of educational q u a li f ic a t io n s .
5) Income. The most important influence is the level o f  personal 
disposable income. The P i lo t  National Recreation Survey found a 
strong corre la t ion  between income and recreational p a r t ic ip a t io n ,  
although i t  often operated in a complex fashion. Increases in the 
incidences of p art ic ip a tio n  occur a t  d i f fe re n t  levels o f income fo r  
d i f fe re n t  pursuits. Differences between income groups may be 
a ttr ib u ta b le  to other social status chara c te r is t ics ,  p a r t ic u la r ly  
occupation. The O.R.R.R.C. used indices o f p a r t ic ip a t io n  rates by 
socio-economic groups fo r  predicting growth in U.S. outdoor le isure .
Studies have revealed that there e x is t  threshold incomes above which 
expenditure on recreation and tourism begin to increase more rap id ly  
than income increments, but i t  is  uncertain where th is  threshold l ie s .  
Although i t  may be true to say tha t  increasing income in B r i ta in  w i l l  
mean a much more rapid increase in recreational and holiday travel
48demand, taste and social factors may be equally important. Rodgers 
has emphasised that "L ife -cyc le  . . . n o t  income.. . is  the essential key". 
National income data and other economic indices are therefore not 
e n t ire ly  satis fac tory  fo r  ana ly tica l purposes.
Technological Factors
1) Car Ownership. Levels of car ownership are re lated to income le v e ls ,  
but there are strong indications that the former is not e n t i re ly  
dependent on the l a t t e r .  Moreover, fu ture  levels o f  use of the car 
fo r  recreational and holiday travel cannot be simply re la ted  to the 
growth o f vehicle ownership.
2) Development in other forms of transport. Technological change a lte rs  
the e f f ic ie n c y ,  and cost competitiveness o f  modes o f  transport.
3) At home le isu re  a c t iv i t ie s .  Te lev is ion , rad io , h i - f i .  These 
a c t iv i t ie s  help to l im i t  the expansion o f demand fo r  outdoor recreation .
4) Automation. This, together with in s t i tu t io n a l  fac to rs ,  has helped 
to reduce working hours, and increase the length of annual paid 
holidays.
In s t itu t io n a l  Factors
The main in s t itu t io n a l  forces influencing the expansion o f le isu re  time 
have been the Trade Unions and organised labour generally . The length 
of the working week has declined regu larly  in 'developed' countries,  
w hils t  the number o f paid holidays has increased. Information on the 
length o f paid holidays is  however, woefully inadequate, espec ia lly  
fo r  service industries in the United Kingdom. As a consequence, recreation  
and holiday travel surveys have questioned respondents on the length 
of th e ir  paid holidays, and also the a b i l i t y  to s p l i t  the annual holiday  
into two parts. The increase, in recent years, in the number of people 
taking a second holiday away from home suggests th a t  th is  p ractice  is  
growing.
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Rubinstein and Speakman have documented the h is to r ica l  changes in the 
numbers of employed persons enjoying paid holidays and note that the 
average B r i ta in 's  holiday expectation in 1969 was 12 to 14 days. About 
10% of manual workers had gained 3 weeks paid holiday. The P i lo t  
National Recreation Survey indicated tha t 44% of respondents received 
up to 2 weeks annual holiday with pay, a fu r th e r  19% received between 
2 and 3 weeks, and a fu r th e r  8% between 3 and 4 weeks. In comparison 
with other European countries, these figures are low, and, in add it ion ,  
B rita in  has fewer public holidays than almost any other in d u s tr ia l ised  
country. As examples, Rubinstein and Speakman note, that in Denmark 
and Norway, the basic annual holiday is 3 weeks, in Sweden i t  had 
reached 4 weeks in 1965, and in France i t  was also 4 weeks, with demands 
fo r  an increase to 5 weeks. No deta iled  estimates o f  holiday and 
le isure  expectation are given but Rubinstein and Speakman suggest a 
t h i r ty  hour week becoming the norm during the period 1985-2000, with 
the introduction o f three and four day weekends.
The P i lo t  National Recreation Survey found that the length of the annual
paid holiday was almost constant across the age ranges, but rises very
sharply with income, occupational status, and education. The report
concludes that "the long holidays o f the prosperous and the well
educated are probably as important a fac to r  as th e ir  income level in
50moulding th e i r  recreation habits" . Variations in the ra te  o f  increase 
in the length of paid annual holidays among socio-economic groups could 
therefore have important implications fo r  holiday t r a v e l .
Cross-analysing car ownership by length o f annual holiday and holiday  
experience may be p a r t ic u la r ly  in s tru c t iv e .  For those with lengthy and/ 
or f le x ib le  holiday patterns, the car may be used to escape from the 
time constraints o f the tra d it io n a l  10 to 14 day inclusive tour packages. 
Moreover, to obtain the maximum from a long holiday, the car allows a 
var ie ty  of countries to be v is i te d  and d i f fe r e n t  types of holiday to  
be experienced.
Developments in the length of annual holidays should be separated from 
the arguments on fu ture  increases in le isu re  time. The P i lo t  National 
Recreation Survey found that despite his 41 hour week, the 'average'
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man commits a t leas t  46 hours to economic ends. Very s im ila r  results  
are to be found in the M in istry  o f Labour Gazette. Leisure time 
was found to vary surpris ing ly  l i t t l e  with income, occupation, or 
education. The rich  are not s ig n if ic a n t ly  more leisured (except 
fo r  the longer annual holiday. The only real leisured class are the
51very poor who are also the old and recrea tio n a lly  passive. Barbara Maude 
has sought to explode the n^yth o f  increased le is u re .  She refers to 
Professor G alb ra ith 's  study o f the average American worker who is  apparently  
working longer hours per week than in 1945. Higher wages and shorter  
hours have been matched by the stim ulation of material needs, p a r t ic u la r ly  
the motor car, so that workers have f e l t  impelled to work more overtime 
to s a t is fy  these 'needs'. The Relationship between the purchase and 
ownership of consumer durables and holiday t r a v e l , may be an important 
ind icator of the e la s t ic i t y  o f  holiday travel demand, and the way people 
reconcile th e ir  desire fo r  holiday experiences under income constraints.
The car does absorb a high proportion o f fam ily  disposable income and 
the P i lo t  National Recreation Survey discovered that i t  can d e f lec t  
in te re s t  from r e la t iv e ly  expensive pursuits to cheaper pursu its; the 
countryside and s e lf -c a te r in g  accommodation. Indeed Rogers has suggested 
tha t buying a car a t  the lower end of the income scale seems to depress 
hoiiday making.
T.H. Burton and P.A. Noad have prepared notes on the pro jection  of the 
main recreation re lated  variab les; population, economic growth, car 
ownership, education and le isu re  time. The study is p a r t ic u la r ly  
valuable as i t  emphasises that the forecasting o f  each independent variab le  
is highly problematic and therefore forecasts of recreation and tourism 
as the end product of a series of these separate forecasts must be viewed 
with caution.
The a b i l i t y  to include these independent variables in forecasts also 
depends on the p o s s ib i l i ty  of q u a n t i f ic a t io n ,  Burton and Noad's comments 
on the forecasting of education and le isu re  time are worth noting.
I t  is d i f f i c u l t  to speculate on the q u a li ty  of d i f fe re n t  educational 
in s t i tu t io n s ,  and therefore projection work in th is  area has been 
re s tr ic te d  wholly to q u an tita t ive  factors . The variables which a f fe c t
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demands, demographic, economic, and the accumulation of educated 
persons w ith in  a population, can be iso lated . Supply is ,  however, 
dependent upon policy and in s t i tu t io n a l  arrangements. Planning fo r  
education is necessarily long-term and changes in the educational 
structure are not quickly brought about. This should aid the fo re­
casting of fu ture  demand, but i t  does mean that there is  time fo r  
many social forces to work, whose e ffec ts  may be d i f f i c u l t  to predict  
over the long-term.
I t  is equally complex to evaluate fu ture  changes in hours of work, and 
the length of annual holidays as th is  would require assessments of 
fu ture technological and economic change, and changes in the p o l i t ic a l  
power structure in industry. A simple extrapolation of past trends 
or a l te rn a t iv e ly  the re a l is a t io n  o f an u ltim ate minimum le v e l ,  and 
in te rpo la tion  fo r  intervening dates, might produce near to accurate 
resu lts . The O.R.R.R.C. have attempted projections of le isu re  time 
but Burton, and Noad fee l tha t they are too complex fo r  general use.
I t  must be emphasised, th a t  lengths of vacation, numbers of holidays 
( i . e .  public holidays) and shorter working weeks, are set by union- 
management negotiation , industr ia l  po lic ies  and le g is la t io n ,  none 
of which can be accurately predicted.
A number of comments made by Burton are also in teresting  in connection 
with the selection of the predictor variab les. He emphasises th a t  the 
t ra d it io n a l f ive -ye ar  age groupings employed by the census may not 
be p a r t ic u la r ly  re levant to changes in recreation behaviour, in 
p art ic u la r  during adolescent and ear ly  adulthood, where patterns o f  
recreation may a l te r  s ig n if ic a n t ly  and rap id ly . Burton proposed the 
following scheme outlined below which contrasts markedly with the 
rather broad groupings (16-24, 25-34, 35-54, 55-64,65 +) employed 
in the B r it ish  National Travel Survey. In fa c t  the m ajority o f  the 
B.N.T.S. date tabulations re la te  only to the very broad groupings 
16-24, 25-54, and 55+.
L is t  of Age Groups Suggested by T.H. Burton
12-13, 14-19, 20-21, 22-23, 24-29, 30-49, 50-59, 60 and over.
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No projection methodology comparable with the work o f the O.R.R.R.C.
has been developed in B r ita in  fo r  the estimation of fu ture  recreational
53 54travel demand but T.H. Burton and G.P. Wibberley ’ have made 
estimates of indices of changes in selected fac to rs , based upon extra ­
polation of h is to r ica l  trends and experts' estimates. ( Table I I  I I  ) .
Without any attempt to model or weigh these fac to rs , the precise
significance of these forecasts fo r  fu ture  changes in the volume and
patterns of recreational and holiday t ra v e l ,  is d i f f i c u l t  to judge.
Burton indicates tha t "experts opinions" suggest that p a r t ic ip a t io n
in outdoor recreation w i l l  double between 1960 and 1985 and probably
tre b le  by the end of the century. Main and additional holidays in
B r ita in  should increase by 50 per cent. These estimates have, however,
been challenged. For example, the annual increase in  outdoor
recreation of 2.8%, to the end of the century, is considered by
55
Ruburstein and Speakman to be very modest. They suggest tha t over 
the next fo r ty  years there w i l l  be an increase in recreational demand 
a t least comparable to the American predictions of the O.R.R.R.C. 
of a 400 per cent increase a t  3.5% per annum. The expansion in 
demand w i l l  depend, of course, on the combined influence of a l l  the 
socio-economic fa c to rs ,  and could be held back by a s h o rt fa l l  in one 
or more o f the variab les.
Owing to the complexity of analysing trave l demand, and the dependence 
on informed judgements, predictions of the fu ture  expansion of le isu re  
demand have concentrated on p a r t ic u la r  markets fo r  example, S ir  George
5 5
Young has studied, Accommodation Services in B r i t a in , 1970 to 1980.
By means of deta iled  h is to r ica l  ana lys is , c r it iques  of re la ted  research, 
and the disaggregation o f demand into business, non-business and 
conference t r a f f i c ,  the author sought to establish the main variables  
affec ting  demand fo r  accommodation in B r i ta in ,  by U.K. residents and 
foreign v is i to rs .  The main determinent variables id e n t i f ie d  were 
almost identica l to the factors outlined e a r l ie r ,  and separate projections  
were made o f each.
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Once again, however, the precise significance of the forecast variables  
fo r fu ture  accommodation demand, is  problematic, and can only be estimated. 
In add it ion , where B r it ish  data is inadequate Young draws on American 
experience as pointers fo r  the U.K. accommodation industry, although 
the ju s t i f ic a t io n  fo r  th is  is not always apparent. In part ix  o f  th is  
Chapter the methodology o f tourism and travel forecasting is discussed 
in d e t a i l .
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I I  iv  Transport and the Tourist Economy
The effects  of increasing travel demand have t ra d i t io n a l ly  been 
guaged by estimating numbers o f  v is i to r s ,  and th e ir  average 
expenditure. More recently  th is  data has been disaggregated 
according to the journey purpose, the monthly d is tr ib u t io n  of 
t ra v e l ,  the choice of mode of transport and travel organisation,
and country of o r ig in  and destination.
The most deta iled  analysis of the economic impact of tourism,
, arises from surveys designed to assess the costs and benefits of
tourism fo r  the economy of regions and states.
I t  has now emerged tha t  to u r is t  expenditure on the main consumption 
items such as accommodation, food, d rink , transport, shopping, and 
other services, is  only the f i r s t  stage in th is  economic impact.
In order to s a t is fy  demand, the to u r is t  trades themselves must also 
purchase goods and services from other industr ies . At each stage, 
payments are made to factors of production. All payments which leak 
out of the economy of the region or state because of the need to 
import factors of production; or as p r o f i t s ,  in te re s t  and rent to 
owners of property l iv in g  in other areas, reduces the impact o f the 
i n i t i a l  to u r is t  expenditure, on the economy. This impact can also 
be studied in terms of the employment generated both d i r e c t ly  and 
in d ire c t ly .
The degree to which to u r is t  expenditure rec ircu la tes  w ith in  the 
economy is known as the m u lt ip l ie r  e f fe c t .  The wider the economic 
base, the fewer are the leakages and the higher w i l l  be the m u lt ip l ie r .  
Consequently the repercussive e f fe c t  of to u r is t  spending is normally 
greater in a national than a regional economy.
Two recent studies produced in the United Kingdom, have been conducted 
1 2by G. Richards and B.Archer . The former studies the impact of 
tourism on the U.K. economy, and the l a t t e r ,  the impact on the 
Anglesey region in Wales.
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Richards estimates that the d ire c t  and in d ire c t  employment in  
transport and communications due to tourism was 33 1/3% of a l l  
employment in th is  category. I t  accounts d ire c t ly  fo r  nearly 7% of 
employment in road transport. The analysis reveals the extent to which 
to u r is t  trades re ly  on other industries fo r  essential goods and 
services and allows planners to assess the a b i l i t y  of the region to 
meet these needs, and to counteract possible supply bottlenecks.
As a re s u lt  o f his analysis , Archer was able to show that the main 
constraints on supply in Anglesey were the inadequacy o f the public  
transport system and the strength of the t ra d it io n  opposing female 
labour.
The impact o f tourism depends mainly on the level of v is i to r  expenditure  
and th is  in turn is  determined by the numbers and type of t r a f f i c  which 
the country or region a t tra c ts .  Expenditure is p rim arily  re la ted  to 
the socio-economic characteris t ics  of respondents, but th is  in turn 
is affected by the opportunities fo r  spending in the region. These 
vary according to the accommodation and other amenities and f a c i l i t i e s  
ava ilab le . The to u r is t  market area is re la ted  to the attractiveness  
of the region and i ts  distance from to u r is t  generating centres.
Tourism and the choice of holiday transport also impose certa in  
disadvantages which can be costed both d ire c t ly  and in d ire c t ly  as economic 
and social costs borne by residents. These must be weighted against  
the benefits to be accrued from to u r is t  expenditure.
For example seasonality of tourism produces fluctuations in the level 
of regional employment, congestion and overcrowding, esp ecia lly  by 
motorists and low returns on capital investment. The l a t t e r  fa c to r  
has led to shortages of hotel accommodation a t peak periods, and 
the growth of other forms of to u r is t  accommodation such as caravan 
sites which many regard as v isu a lly  obtrusive and unsightly. There 
are also increased burdens on local au th o rit ies  to provide f a c i l i t i e s  
such as extra car parks, the benefits of which la rge ly  accrue to 
v is i to rs .  Whereas the construction and maintenance of trunk roads 
are la rge ly  the resp o n s ib il ity  of central Government Departments, 
the onus fo r  maintaining and improving other roads in holiday regions 
f a l l s  la rge ly  on local a u th o r i t ie s ,  often with low rateable values.
In add ition , there are external costs such as l i t t e r  clearance and 
environmental damage. Land values r is e  and resources and factors of 
production may be a lienated . For example, ag r icu ltu ra l land may be 
bought to provide caravan s ites and ag r icu ltu ra l  workers may be 
forced to seek employment in the holiday trades. Purchase o t  second 
holiday homes raises prices in the local housing market. F in a l ly ,  the 
economy may become over dependent on tourism and consequently unstable.
Measurement of the extent and nature of the economic impact of tourism 
provides a s ta r t in g  point fo r  planning and development of socio-economic 
factors can be expected to generate increased demand ye t  the supply of 
f a c i l i t i e s  such as land and accommodation are un like ly  to increase as 
rap id ly . This p a r t ly  re f le c ts  the fa c t  tha t the resources and factors  
of production needed to increase the supply of f a c i l i t i e s  are capable 
of a l te rn a t iv e  uses, thus creating problems of resource a llo ca t io n  
which can only be re l ia b ly  reconciled i f  monetary values can be placed 
on the a lte rn a tives  fo r  development.
Archer notes th a t  to u r is t  spending can be measured by 'macro' methods 
involving in d ire c t  measurement, or 'micro' methods based on survey 
data. Macro methods are based on published regional data, especia lly  
of business turnover, which are not normally ava ilab le  in the United 
Kingdom.
A number of studies have been based on vehicle mileages. Most of the
3pioneer work in th is  f i e ld  was carried  out by L.C. Copeland . From
published travel s t a t is t ic s ,  Copeland converted the to ta l  vehicle mileage
in a state  to a percentage of the to ta l vehicle mileage t ra v e l le d  in
the U.S.A. This percentage was then m u ltip lied  by the to ta l  national
to u r is t  expenditure to give the regional to u r is t  expenditure a t t r ib u ta b le
in tha t s ta te . This f igu re  was then weighted by comparing average
4r e t a i l  sales in the state with the national average. Archer notes 
th a t ,  "The main objection to th is  approach is that vehicle mileage 
is not an accurate enough re f le c t io n  of v is i t o r  t ra v e l .  Many v is i to rs  
use other forms of transport and vehicle mileage i t s e l f  re f le c ts  fa r  
more than pleasure travel movements. Admittedly, research has shown 
that there is a re la tionsh ip  between the number of touris ts  v is i t in g
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a region and the distance o f the region from centres o f population .
Even so, the re la tionsh ip  is  too inexact to use vehicle mileage s ta t is t ic s
as a basis to break down national to u r is t  expenditure into regional 
to ta ls .  Nor is i t  r e a l is t i c  to assume tha t  the pattern of recreational  
travel is identica l with the national pattern of a l l  types of t ra v e l" .
fi
W.B. Keeling has fu r th e r  developed th is  technique by including a......
sample survey o f  car t ra v e l le rs .  The sample was expanded to give a 
state  f igu re  on the basis of the number o f vehicle miles of recreational
travel in re la t io n  to the to ta l vehicle miles trave lled  in the s ta te ,
(obtained from a s ta te  highway survey carried out in the same y e a r ) .
From the sample, the proportion of pleasure to non-pleasure travel  
mileage was obtained. V is ito rs  were also handed a questionnaire to 
re turn , asking, among other th ings, how much money they had spent in 
the s tate .
Tourist expenditure was then obtained from the formula:-
Tourist expenditure x Total state  pleasure vehicle-mileage
( in  the sample) Pleasure vehicle-mileage in sample
Archer states tha t the "main objection to th is  method is the assumption 
that to u r is t  expenditure is d ire c t ly  proportional to 1 the mileage 
touris ts  travel in the s ta te . This would be a p a r t ic u la r ly  heroic  
assumption in the case of states such as Kansas, where through to u r is t
t r a f f i c  makes up about 60% of to ta l pleasure t ra v e l" .
In the United States, 'micro' surveys are usually confined to road 
vehicle t r a f f i c .  The survey sample is  questioned on : 1) Type of 
accommodation used, 2) Nights spent in the region, 3) Size and
composition of the travel party , 4) Expenditure in the region, and
5) The d is tr ib u t io n  of expenditure ( i . e .  the amount spent on p e tro l ,  
accommodation e tc . )  Mechanical t r a f f i c  counters are used to quantify  
t r a f f i c  volume . The sample is then adjusted to f i t  hourly and 
d a i ly  variations in t r a f f i c  flow and an average day's expenditure can 
thus be computed. This m ultip lied  by the length o f the to u r is t  
season, gives a to ta l f igu re  fo r  to u r is t  expenditure.
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One of the main problems of d ire c t  interviewing is that there is a 
d e f in ite  tendency fo r  touris ts  to supply any answer to s a t is fy  the 
in terv iew er. L -  scores ( l ie -sco res )  run high when touris ts  are 
in a hurry and th is  m il i ta te s  against the popular method of 
interviewing car t ra v e l le rs .  I t  is also d i f f i c u l t  to randomise 
the sample and cover a l l  roads to the region. In add ition , expanding 
the survey into a meaningful regional to ta l is  also impossible without 
information on t ra v e l le rs  using other forms of transport.
The most successful sample surveys involve interviewing e ith e r  
a large random sample of to u r is ts ,  or the owners of establishments 
v is ite d  by touris ts  or a combination of both methods. Archer's formula 
fo r  ca lcu lating  to u r is t  regional expenditure was based on a random 
sample survey of to u r is ts ,  re lated  to twelve accommodation categories  
and th e ir  expenditure on: accommodation, food in restaurants e t c . ,
food in shops, beverages, souvenirs and g i f t s ,  petrol and o i l ,  other 
vehicle expenses and other expenses. Travel costs must be inquired  
fo r  separately in the questionnaire i f  they are needed for other 
research pruposes, such as the ca lcu la tion  of a demand function fo r  
the region based on the amount of money which touris ts  are w i l l in g  
to pay to travel there.
The usefulness of the calcu lation  o f to u r is t  regional expenditure is 
much reduced without the support of a su itab le  regional income m u lt ip l ie r  
The i n i t i a l  round of expenditure when m u ltip lied  by the to u r is t  income 
m u lt ip l ie r  gives the to ta l d i r e c t - in d ir e c t  induced income e ffe c ts .
In a reduced form, the model can be used to measure the size of the 
m u lt ip l ie r  fo r  several d i f fe re n t  categories of to u r is ts .  Archer was 
thus able to distinguish the categories of accommodation which generated 
the highest levels  of regional to u r is t  income.
Thechoice o f  mode of holiday transport influences both d ire c t ly  and 
in d ire c t ly  to u r is t  regional expenditure. The extent of the d ire c t  
expenditure on transport in the region obviously varies considerably 
between those hoiidaymakers supplying th e ir  own transport and those 
re ly ing on local public transport services. The m u lt ip l ie r  e f fe c t  
of vehicle and petrol expenditure, in turn depends upon the level of
-123-
imports in these services.
The mode o f transport also influences the choice of holiday accommodation 
The m u lt ip l ie r  fo r  each sector is  p a r t ly  governed by the size o f the 
regional value added, which is much greater in some sectors than others. 
For example, to u r is t  expenditure on bed and breakfast accommodation 
is  in jected d ire c t ly  into  the household sector and generates fewer 
secondar.v leakages than to u r is t  spending in hotel or caravan 
accommodation, where leakages to pay fo r  imported goods and factors  
of production are much greater. The ind irect-indeced e ffec ts  of to u r is t  
spending can be most c le a r ly  revealed by imput-output analysis.
A fu rth e r  complication in the analysis involves the assessment of 
non-resident's ownership o f  holiday accommodation. These accommodation 
fees should not be included in the assessment of to u r is t  expenditure  
although there is a back-flow of money which must be valued e.g. rent 
charges to caravan s ite  operators, and rates to local councils in the 
case of holiday cottages or f la t s .
Tourist spending therefore becomes diffused through a region with 
m u lt ip l ie r  e f fe c ts .  Reducing expenditure patterns to four headings: 
food, lodgings, transport and other purposes, enables a s im p lif ied  
picture o f the pattern o f spending to be deduced. Comparisons of 
d istribu tions are, however, complicated by the wide range and d i f fe re n t  
number o f  expenditure categories used by various researchers. I t  is 
not always c lear whether surveys include only purchases made w ith in  
the region. Archer also notes that surveys carried out in d i f fe re n t  
years may be affected by d i f fe r e n t ia l  price r ises .
Comparisons of American state  surveys by Clawson and Knetsch, and Arthur 
D. L i t t l e  (Tab le ll  12 ) reveal a noticeable consistency, with transport  
making up about o n e -f i f th  of to ta l to u r is t  expenditure. In these 
studies, the private  car would be the dominant mode of transport.
National expenditure data, produced by D.E. Church, (T a b le l l  13) reveals  
that the percentage spent on transport is much higher than in an 
individual region, since the en tire  cost from home to holiday region 
is included. The percentage spent on transport f a l l s  in the higher
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income groups, mainly because of the considerable increase in the 
lodgings percentage. On Anglesey, Archer found tha t "the percentage 
spent on food and lodgings (77%) seems very high compared with the 
U.S. regional f ig u re s , but th is  may be caused by the low transport
percentage (12%) which results from the smaller size o f the region and
8the consequent reduction in expenditure on petrol and bus fares" .
Table I I  12 Percentage D is tr ibu tion  o f Tourist Expenditure 1949-1960
Food Lodgings Transport Others Total
Average of 32.8  
19 Surveys
24.2 21.9 21.1 100.0
Source: Adapted by B. Archer from Clawson, M ., and Knetsch, J . h . ,  
Economics of Outdoor Recreation, John Hopkins, Baltimore,
1966, p .235.
Food Lodgings Transport Others Total
Average of 26.6 
16 Surveys
22.4 23.7 27.3 100.0
Source: Adapted by B. Archer from L i t t l e ,  A .D ., Tourism and
Recreation U.S. Dept, o f Commerce, Washington, D .C . ,
1962, p .30.
T a b le l l  13 Percentage D is tr ibu tion  of Estimated Travel Expenditures 
By General Class of Item and Family Income
Family Income Level $ Transport Lodgings Meals Incidentals Tota'
Under 4,000 61 12 11 16 100
4,000 -  5,999 45 23 17 15 100
6,000 -  7,499 45 23 17 15 100
7,000 - 9,999 36 31 18 15 100
10,000 - 14,999 35 34 18 13 100
15,000 and over 29 40 20 11 100
Average a l l  levels 42 27 17 14 100
Source: Church, D .E ., A Proposed Model fo r  Estimating and Analysing
Travel Expenditures, Western Council fo r  Travel Research B u lle t in  
Univers ity of Colorado, Boulder, Vol. V I I I  2 ,1 9 6 9 ,  p . 11.
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9The Canadian Touris t Association has published a study, The Economic 
Significance o f Travel in Canada, The study includes analysis of short 
t r ip s ,  long distance in terna l travel and travel abroad, but suffers  
from the d i f f i c u l t i e s  of is o la t in g  to u r is t  t r a f f i c .  No s t r i c t  
d ef in it io n s  of holiday travel had been used in re lated  s t a t is t ic a l  
surveys. The main in te re s t  o f the study is that the types o f data 
analysed are also ava ilab le  in the United Kingdom.
The main aim o f the survey was to f ind  the value o f  tra ve l expenditure 
by Canadians. A f i r s t  estimate was prepared by compiling s ta t is t ic s  
of car use, s t r a t i fy in g  them by length and purpose of t r i p ,  estimating  
the out of pocket motoring costs of trave l and expanding th is  from 
the results  of various surveys to to ta l trave l costs. Motoring costs 
were not taken to include the f ixed  costs of operation, nor those 
considered variab le  with to ta l t ra v e l ,  such as insurance and most 
maintenance. A s im ila r  cost f igure  was derived from public passenger 
c a r r ie r  s ta t is t ic s .  Personal transport was valued a t  approximately 
$1 b i l l io n ,  land on the basis o f expenditure patterns from other 
surveys, th is  appeared to represent one th ird  of to ta l out-of-pocket  
expenditure on t ra v e l .  The resu lt ing  estimate of approximately $3 
b i l l io n  was a combination o f a l l  expenditures on motoring in Canada, 
and a l l  travel expenditures made by Canadians on other modes. The 
study did t ry  to d i f fe re n t ia te  business and non-business t r a v e l , 
but th is  was la rg e ly  frus tra ted  by the need to use aggregate data.
Total out-of-pocket costs were weighted on the p ro b ab il ity  that as t r ip s  
increased in length , the like lihood  o f paying fo r  a meal away from 
home, land of requiring overnight accommodation increased. For long 
distance car t r ip s ,  I th e  out-of-pocket expenses, mainly petrol costs, 
amounted to about one quarter of to ta l  travel costs. Thus, the
mileage was given a weight o f  4 .0 ,  fo r  long distance travel (over
1500 miles one way). Trips up to 50 miles were given a weight o f 1 .0 ,
50 to 99.9 m iles, 1 .5 ,  100 to 199.9 m iles , 2 .0 ,  200 to 499.9 m iles ,
2 .5 ,  500 to 999.9 m iles, 3 .0 ,  and 1000 to 1499.9 m iles, 3 .5 .
In order to analyse holiday travel separately i t  would be necessary
to f ind estimates o f the proportion of transport costs in the holiday
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budget and to separate where possible, Ithe  other cost components, re la ted  
to round-trip  distance (Chapter V I ) .
I t  was found tha t  consumers tend to spend a f a i r l y  fixed proportion  
of th e ir  disposable income on private  transport. Over the period 1926- 
1966 Canadian consumer expenditure doubled but the percentage of 
disposable income spent on private  transport and other fares remaind 
s ta t ic .  As a consequence the long term e la s t ic i t y  of demand in terms 
of income is close to 1 .0 . Expenditure abroad also only appeared 
to have risen s l ig h t ly  as a proportion of disposable income. On the 
whole trave l was not found to be increasing much fas te r  than disposable 
income although the distance range o f  travel had increased enormously.
The authors concluded tha t  these broad indicators contradict the 
general impression tha t travel demand is growing a t an extremely 
rapid ra te . This fa lse  impression is la rge ly  the resu lt  of too much 
attention  being focussed on growth points such as a i r  t ra v e l .  Growth 
in th is  sector p a r t ly  results  from a rearrangement of consumer's trave l  
budget in l ie u  o f other transport costs.
The rapid increase in the running costs of private  cars since the mid 
1960's in Great B r ita in  has, however, accelerated the proportion of 
to ta l consumer expenditure spent on private  transport (Table I 8. )
The O .E.C .D .|^  has emphasised that among the main in te rnationa l to u r is t  
generating countries in Western Europe, consumer expenditure on foreign  
travel is now running ahead of to ta l consumer expenditure. In p a r t ,  
th is  must r e f le c t  the greater re la t iv e  ease o f trave l abroad in Western 
Europe.
The increasing scale of trave l and expenditure abroad now has a marked 
e f fe c t  on balance of payments and th is  subject, and patterns of 
to u r is t  expenditure re lated  to th e ir  choice of holiday transport, are 
discussed fu rth e r  in Chapter V i .
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I I  v Special Studies of Car Ownership and Use
Not only does car ownership vary sub stan tia l ly  between the countries 
of Western Europe, i t  also varies from one part of a country to 
another, tending to be higher in areas with higher incomes. These 
are often semi-rural areas of lower population density, la rge ly  a 
resu lt  of the suburban spread o f the population. Where car 
ownership is r e la t iv e ly  high, J.C.Tanner, suggests that there is less 
scope fo r  fu r th e r  growth. Tanner found a tendency fo r higher 
percentage rates of car ownership growth to occur in local authority  
areas where the current level of car ownership is low.
2C.K. Atkins has also re la ted  travel and car ownership to types of 
community development. A survey was conducted in twelve c i t ie s  and 
recognised six types of res iden tia l development, three private  and 
three local au thority . The analysis covered household s truc tu re , the 
ownership use and parking of veh icles, travel to work, school, shopping 
and social destinations, and frequency of holiday t ra v e l .  The 
influence of present and future car ownership on travel patterns was 
also discussed. The report suggests that household s ize ,  socio-economic 
grouping, car-ownership, and frequency of holiday travel vary with  
the type o f  res iden tia l development, concluding that the type of 
development is a useful c r i te r io n  fo r  t r a f f i c ,  t ra v e l ,  planning, and 
sociological studies. Atkins considered th a t  purely economic factors  
are not s u f f ic ie n t  to explain variations in car ownership, and studies 
should concentrate on types of res iden tia l development occupied, when 
searching fo r  the socio-economic bases o f car ownership and t ra v e l .
In te re s t in g ly ,  the study revealed th a t  the number of cars per house­
hold was higher in households with children. The a rr iv a l  of a child  
appears to be associated with an increase in cars per household, 
and fu rther  increases in family s iz e ,  up to four ch ildren , do not 
m ateria lly  reduce car ownership.
Although there was no major study, the reasons fo r  purchasing a car 
were also discussed. Respondents were asked whether business, travel  
to work, or social reasons played an important part in the decision 
to purchase a car. The car owning population, mainly men, placed more
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emphasis on a l l  three reasons combined, compared with non car 
owners (between 44%-50% of car owning respondents in a l l  but the 
high income, low density, p r ivate  developments). In the l a t t e r ,  
only 38% cited  a l l  the reasons, but a fu r th e r  30% bought a car pr im arily  
fo r  business purposes, compared with 4% to 10% in other types of  
res identia l development. Travel to work was also considered more highly  
by owners than non-car owners, but the maximum percentage giving i t  
as the only reason was only 11%. The major reason for purchasing a 
car was therefore found to be a social one, fo r  a large percentage 
of people gave i t  as the only reason and the m ajority of the remaining 
respondents must consider i t  a reason as they indicated tha t a l l  three  
reasons were equally important.
Of the people generally t ra v e l l in g  by car, approximately 33% from each 
type of res identia l development indicated tha t the use of a car 
affected th e i r  choice o f holiday transport. This f igure  was s im ila r  
fo r  those t ra v e l l in g  abroad from private  res iden tia l developments, 
but fo r  local authority  estates i t  f luc tua ted , probably because only 
very few people travel abroad from these areas.
The frequency with which people use a car fo r  t ra v e l l in g  on holidays 
was found to depend on the a v a i la b i l i t y  o f a car, although there  
was only a s l ig h t  increase in frequency of use fo r  domestic holidays 
between one and two car owning households. For one car owning house­
holds, taking B r it ish  holidays, the percentage t ra v e l l in g  by car 
ranged from 60% to 80%, and from 61% to 89% in the case of two car 
owning households, the higher percentages occuring in the private  
developments. Among one car owning households the proportion o f  
respondents generally t ra v e l l in g  abroad by car was found to vary 
between 2.7% to 5.4% from local authority  areas and between 10.9% to 
14.2% from private housing areas. Among two car owning households the 
equivalent figures ranged from 0.0% to 10.0% from local authority  
areas and between 19.4% to 24.6% from private  houseng areas. M u lt ip le  
car ownership therefore does seem to be strongly re lated  to trave l by 
car abroad.
Atkins method af analysis can help to i l l u s t r a t e  important facets of 
the demand of motoring t ra v e l ,  but i t  cannot readily . serve as a basis
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fo r  the prediction of fu ture travel trends. Relating the movement 
of people to th e i r  res id en tia l environment merely provides a means of  
re la t in g  travel demand to a generalised ind icator of socio-economic 
status.
3
M.J. Thomson has outlined the advantages of the car: a v a i l a b i l i t y ,
convenience, ease of transporting the travel group and i ts  luggage, 
comfort, r e la t iv e  speed, and cost, i f  only out of pocket journey costs 
are considered. The car also provides the a b i l i t y  to make some journeys 
conveniently, which cannot be made conveniently, i f  a t  a l l  by public  
transport. The importance of time-cost factors is not stressed, but 
implied.
The problems caused by the car are grouped under seven headings: 
provision of roads, provision of parking space, impact on the environment 
impact on non-motorists, accidents, e ffec ts  on land use, and social 
implications. The impact on non-motorists, through the reduction in 
public transport services is seen as the greatest weakness o f a motorised 
society as B r ita in  moves towards the forecast saturation level of 45 
cars per hundred people in 2010 A.D.
The land-use e ffec ts  are la rge ly  viewed in the urban context of c i ty  
and town t r a f f i c .  Social implications include the inducement to car-  
owners to move out o f  the urban areas, to the suburbs where public  
transport is poor and the car provides m obility . As the number of car-  
owners increases, the m obility  o f ex is ting  car-owners declines, as i t  
does fo r  those people without the means o f priva te  transport. "The 
incentive to own a car may therefore ac tu a lly  increase, in sp ite  of 
the declining m obility  i t  provides"^.
The maginitude of these advantages and disadvantages obviously varies  
greatly  between c i t y ,  town, and country, and there can be no 
universal solutions. Thomson advocates an a lte rn a t iv e  concept, of  
a s e lec t ive ly  motorised society in which cars are generally ava ilab le  
and used when they o f fe r  c lear advantages, but are not always used 
fo r  a l l  purposes. This concept denies the inherent su p er io r ity  o f  
the car fo r  a l l  types of journeys, and is an example of the type of 
community in te re s t  which may condition future forecasts of car-ownership.
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Public acceptance w i l l ,  however, depend upon the attitudes and motivations
of car users, a f i e l d  in which very few deta iled  studies have been
5conducted. C.S. Riley has produced a l im ited  study based on a survey 
of 100 fam ilies  of which 25 fam ilies  also kept a record of car use fo r  
a period of one week. The convenience o f the car was stressed as the 
main advantage, with f l e x i b i l i t y  i ts  most important component, and 
especia lly  the advantage of not having to plan ahead.
R iley 's  general conclusion, was tha t the absence o f a car is  t r ip  
in h ib it in g .  Conflic ting  claims may be resolved by the postponement 
of trip-making when the car is not a v a ila b le ,  and use of the car when 
there are c o n fl ic t in g  demands tends to be determined by savings of 
time fo r  the fam ily as a whole. Riley found no evidence tha t the 
time of husband and wife were valued d i f f e r e n t ly ,  although there  
was some evidence that using the car fo r  t ra v e l l in g  to work may 
take precedence.
Car-owners were also found to be r e la t iv e ly  in d if fe re n t  to the costs 
of car-ownership, and given the a v a i la b i l i t y  of money a car w i l l  be 
pruchased regardless of economic considerations, such as return on outlay. 
Motoring costs appeared to f a l l  into two categories, with much greter  
s e n s it iv i ty  to those costs regarded as a d d it io n a l , fo r  example parking 
charges, than those which are considered in e v ita b le .  From the gross 
under-estimates of costs per m ile , and the very few occasions on which 
depreciation was mentioned, R iley concluded tha t motorists t ry  to 
forget many o f  the costs o f  car ownership. This a t t i tu d e  contrasts 
markedly with the resentment of parking charges and the annual licence  
fee.
The analysis of costs made by motorists la rg e ly  re f le c ts  th e i r  income, 
socio-economic background and preference fo r  car t ra v e l .  R iley 's  
study indicated tha t in general, depreciation, o i l ,  and petrol charges 
were widely regarded as fixed or inescapable costs, parking and to l l  
charges of any kind were variab le  or escapable costs and insurance 
and the licence fee come somewhere between the two. The inclusion of  
o il  and petrol costs as f ixed  charges, contrasts markedly with the normal 
approach to costing used by transport economists in  studies of 
commercial vehicle operation.
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R iley 's  study provides fu r th e r  evidence tha t  car owners w i l l  probably 
not read ily  accept l im ita t io n s  on the ownership and use o f p rivate  
transport, and are u n like ly  to be dissuaded from using th e i r  cars, 
by a l l  but the most severe economic penalties.
Motivational research into I th e  a ttitudes  to travel of holiday  
motorists is essential to complement the study of the socio-economic 
factors promoting holiday t ra v e l .  B r it ish  Rail has conducted research 
into the use motorists make of th e ir  cars while on holiday in B r ita in  
and a ttitudes  towards taking the car abroad. The principal objective  
was to discover the factors deterring people from taking th e i r  cars 
abroad, and the circumstances in which they would do so. A selection  
of th is  survey are presented in Chapter IV v i .
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I I  vi Motoring Travel and the Environment
M.J. Thomson's study, outlined in the previous chapter, revealed a 
number o f  problems caused by car ownership and use, and planning 
studies of recreational and holiday t r a v e l ,  have emphasised the 
impact of the car on the countryside.
The volume of le is u re  t r a f f i c  capable o f  being absorbed by the 
countryside is  re la ted  to the volume of cars the roads can carry , and 
tha t destinations can absorb. Improvements in the national road network 
have speeded the in te r-reg iona l flow of veh ic les , but in so doing have 
created bottlenecks in these outlying areas which receive th is  t r a f f i c .
The seasonal b u i ld - ip  o f t r a f f i c  can be p a r t ly  catered fo r  by local 
road stra ig ten ing  and widening, but the projected 100% increase in  
U.K. road t r a f f i c ,  to the year 2000, makes more positive regional 
planning e s s e n t ia l .
Demands have to be measured against standards o f 'absolute' and 'acceptable'
capacity. For the roads, these have been standardised, in B r i ta in ,
by the Department of the Environment, but fo r  the destinations must be
related to the nature o f the f a c i l i t i e s  ava ilab le  and the demand to 
2be s a t is f ie d  . Obviously, an area o f  r e la t iv e ly  unspoiled moorland 
cannot absorb, and should not be expected to absorb the same density  
of motor t r a f f i c ,  as fo r  example, a lake-s ide .
The need to plan recreational t r a f f i c  routes and termainal f a c i l i t i e s
3 4 5has been noted in a number o f recent studies, ‘ together with up
5 7to date reviews of the concept o f  environmental capacity. A 
general survey of the environmental impact of le isu re  a c t i v i t i e s ,  planning 
the use of resources, and management o f the environment is  to be found
Q
is R.J.S. Hookway and J. Davidson . The purpose of th is section is 
not to examine these problems a t  ground le v e l ,  but to ind icate  how the 
course o f o f f i c ia l  and public a tt itudes towards motoring in Western 
Europe could a f fe c t  holiday t ra v e l .
The e ffec ts  o f the car on the countryside have provoked a flood o f  
studies re f le c t in g  the in terests  of p a r t ic u la r  pressure groups. Views 
vary, in the extreme, from those favouring the severest re s tr ic t io n s
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On motoring, to those groups such as the motoring organisations  
and the B r it ish  Road Federation opposed to travel constra ints , and 
in favour of an expanded road programme. The environmental lobby 
in the United Kingdom is led by the Committee fo r  Environmental 
Conservation, which represents the leading voluntary conservation and 
amenity so c ie t ies , such as the Ramblers Association, and the Council 
fo r the Protection of Rural England.
The Committee fo r  Environmental Conservation has produced a pamphlet 
outlin ing  the scope of the demands fo r  the reassessment o f the costs 
and benefits o f d i f fe re n t  modes o f transport. At national and local 
le v e ls ,  i t  says, transport po lic ies  should aim a t  the re s t ra in t  of  
private  transport in town and c i ty  centres, improvements in public  
transport in c i t ie s  and rural areas, and the re s tr ic t io n  o f heavy lo r r ie s  
to suitable routes. I t  also ca l ls  fo r  fu r th e r  reduction in vehicle  
noise and p o llu tio n , the transfer  of as much passenger and f re ig h t  
t r a f f i c  as possible from road to r a i l , greater use o f coastal shipping 
and inland waterways protection of amenities in v i l la g e s ,  suburbs and 
the countryside, and the phasing out of in ternal a i r  services as 
r a i l  services improve. A ll  these developments would ra d ic a l ly  a l t e r  
the face o f in terna l transport in the United Kingdom and p a r t ic u la r ly  
the dominance of private  motor t ra v e l .
For countryside recreation , public au thorit ies  in holiday areas have 
also not been slow in le t t in g  th e ir  views be known. The Devon County 
Council^0 recently announced th a t ,  "The motor car has become the 
prime medium of recreation movement and of the to u r is t  industry in  
th is  country . . .  Navigational ignorance, an urban background, and 
unsuitable vehicles make these processes almost an t i-so c ia l  as fa r  as 
the local population is  concerned . . .  Radio controlled management of 
coastal car parks, motor!ess zones and lanes, car parks on the perimeter 
of national parks, with minibus services into a t tra c t iv e  areas, are 
a l l  parts of the answer to th is  problem of freedom of the ind iv idual  
and re s tra in t  on the in d iv id u a l's  car".
Thus both in the c i t ie s  and in the countryside the social and 
environmental costs o f car ownership have been recognised, and car 
ownership is s t i l l  less than h a lf  o f  the present American, and forecast  
threshold leve ls .
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The Ramblers Association has stressed tha t i t  was not u n ti l  1970 tha t  
the f i r s t  major experiment in recreational t r a f f i c  control was 
in i t ia te d  in the Goyt Va lley o f the Peak D is t r ic t  National Park. Car 
parks have been provided a t  the entrances to the v a l le y ,  and only 
essential t r a f f i c  is  allowed to proceed fu r th e r .  Holidaymakers can 
make use o f  a mini-bus service between the car parks and parts of 
in te re s t  w ithin the v a l ley .  By placing re s tr ic t io n s  on t r a f f i c  access 
in order to l im i t  the number o f users, 1 the nature o f th is  p a r t ic u la r  
recreational experience has been preserved.
12Another report on the New Forest has recommended twenty-six car free  
areas, v is i to r  charges, and an end to unrestricted camping. By 1975, 
in B r i ta in ,  as a re s u lt  o f  the motorway build ing programme, the Ramblers 
Association estimates that the average number of people w ith in  a three-  
hour journey of a national park w i l l  have increased from 11 m il l io n  to 15 
m il l io n .  In th is  s i tu a t io n ,  they emphasise tha t a l l  National Parks 
w il l  require equivalent sc je ,es . Under Section 32 o f  the Countryside 
Act, 1968, local authorit ies  are enabled to place t r a f f i c  re s t r ic t io n  
orders on crown roads. There are therefore no legal d i f f i c u l t i e s  
preventing t r a f f i c  control a t  the local l e v e l , and with regional co­
ordination of schemes in National and Country Parks, i t  is possible  
to envisage a national policy being implemented.
The c o n f l ic t  between the motor car and the environment has recently  
received in te rnationa l a t te n t io n . A congress on le isure  and
13touring was organised by the A lliance  In te rn ationa le  de Tourisme ( A . I . T . )
Salzburg, Austr ia , in February 1972, and in May and November o f the
same year, the Swiss Automobile Club (A .C .S .) and the G ottlieb  D u ttw e iler  
14In s t i tu te  (gdi) organised a jo in t  symposium, Automobile, Man, and 
the Environment. The symposium was in two parts . The f i r s t  a discussion 
of the basic princip les  a t in ternationa l le v e l ,  and the second, an 
outline  of technical measures ava ilab le  to ruduce or remove the p o llu tio n  
of water, a i r ,  countryside etc . caused by the automobile in Switzerland.
I t  would be a l l  too easy to get lo s t  in the various arguments concerning 
the necessity o f  private transport, i t s  impact on the environment, and 
the social costs involved: p o lic in g , adm inistration , research, damage
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to property, p o llu t io n , accidents, the costs o f  investment in pr iva te  
transport (less a sum fo r  increased investment in public transport,  
instead o f equivalent investment in cap ita l and consumer goods) and i 
the costs o f providing free  or subsidised parkingspace. The 
arguments are made a l l  the more in trac tab le  by the d i f f i c u l t y  of 
accurately costing these factors . Suffice i t  to say tha t the 
influence o f the various lobbies in d i f fe re n t  countries could have 
a major impact on Government and p r iva te  a tt itudes to motoring.
Selective charging, a reservations system with or without p r ic in g ,  
or re s tr ic t io n s  in c i t ie s  and in recreational areas might be implemented 
as a prelude to a more extensive system of charging motorists fo r  the 
use of th e ir  vehicles. Once i n i t i a l l y  accepted, th is  may be extended 
throughout Western Errope with consequent adverse e ffec ts  on the costs 
of motoring in re la t io n  to public transport.
Pointers to the future have appeared in  recent press a r t ic le s .  "The
15Guardian" of July 10, 1972 , carried  an a r t ic le  by the motoring
correspondent Ian Breach, which noted tha t although i t  would be 
p o l i t ic a l  and economic suicide fo r  most governments to announce a ban 
or curtailment of car ownership, the Dutch have made i t  known tha t  they 
are preparing contro ls , based on the projected saturation leve ls  of 
car ownership.
This type o f national action w i l l  not d i re c t ly  e f fe c t  in te rnationa l  
t ra v e l ,  but i t  indicates a hardening o f o f f i c ia l  a t t i tu d e s . Other domestic 
action may have wider im plications. The decision in Germany to l im i t  
petrol sales to mixtures with a very low lead content by 1976 w i l l  not 
g reatly  e f fe c t  domestic t ra v e l ,  where cars w i l l  have been modified to 
accept lower grades of f u e l ,  but th is  environmental le g is la t io n  could 
pose problems fo r  in te rnationa l holiday m otorists, t ra v e l l in g  to Germany 
or in t r a n s i t ,  in non-modified vehicles.
This case epitomises both the opportunities and problems of the E.E.C.
Does Germany's action constitute  a b a rr ie r  to trade by d iscrim inating  
against other member countries' vehicles? Individual countries w i l l  
not give up th e ir  r e s t r ic t iv e  practices without some form of harmonisation 
but the problems of framing the rules are legion. Transport is  p a r t -
-138-
industry; part-environment; part-rec rea t ion  and part-town planning, 
and only the industr ia l  aspect is  vaguely q u a n tif iab le .
I t  is not only the motor car which has come under attack from the
1 fi
environmental lobby. Patrick  Rivers has coined the phrase "m obility  
explosion", and in his book, The Restless Generation he adds up the 
cost and f a t i l i t y  o f  in te rnationa l le isu re  trave l . Rivers considers 
that mass tourism bears the seeds o f  i ts  own destruction. I t  is the 
victim  of i t s  own unparalled growth. Each fresh to u r is t  reduces the 
enjoyment o f  those who came f i r s t  and destinations are only worth v is i t in g  
while they o f fe r  something d i f fe re n t  from home; y e t ,  as in no other  
industry mass tourism spreads global uniformity. The holiday destinations  
may become over dependent on to u r is t  earnings, and attempts to emulate 
the l i f e - s ty le s  of foreigners produce major socio-economic problems in 
the host country.
Rivers emphasises th a t  i t  is  v i ta l  to restore the true costs of 
transport and m obility  by removing subsidies and making the po llu ters  
pay, and to reduce the need to escape by improving what is always 
around - public transport, recreational amenities e tc . He concludes 
by stating  that action is un like ly  to come from the Establishment 
and w i l l  be dependent upon the pressure groups and voluntary agencies 
that are exerting an increasingly powerful influence on the shape of  
society.
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l l  V i i  Intra-European Tourist Travel Studies
The only major study of European holiday motoring was conducted by
L.J . Lickorish in 1952. The aims o f  th is  study were f i r s t l y  to f ind  
a method of ca lcu lating  the importance of holiday motoring in Europe 
and secondly to i llum ina te  the scope of travel by private car in 
Europe.
Analysis was l im ited  to a sample of 5% of the carnets de douane 
issued by the motoring clubs of the nine countries l is te d  below, 
a f f i l i a t e d  to the A lliance  In ternationa le  de Tourisme. The study 
did not include travel under other customs documents.
Pr io r  to 1939, a motorist t ra v e l l in g  to a foreign country might require*, 
a passport, an in ternationa l driv ing permit, an in ternationa l c e r t i f ic a te  
fo r  motor vehicles, a trip tyque or a carnet, or i ts  equ iva lent, a 
f is c a l  permit, a th ird -p a r ty  insurance c e r t i f i c a t e ,  and an export permit.
The triptyque and carnet systems were operated by the recognised clubs 
and association members o f e i th e r  the A .I .A .C .R . or the A . I . T . ,  to 
re l iev e  motorists of the obligation to deposit heavy customs duties on 
vehicles temporarily imported into foreign countries. The carnet de 
passage en douane was va lid  fo r  a l l  countries party to the arrangement, 
and a triptyque va lid  fo r  one country only. The length of v a l id i t y  
fo r  the carnet was generally one year, but varied from country to 
country in the case of the tr ip tyque . In 1938 the two systems were 
valid  throughout Europe.
Belgium
Denmark
France
Germany
I t a ly
Holland 
Sweden 
Switzerland  
United Kingdom
Although the European motorist was not seriously hampered by the 
complexity o f the documentation required, since the documents were 
prepared by his member club, there was nevertheless plenty of scope
for s im p li f ic a t io n ,  and u n if ica tio n  o f national regulations. Largely 
through the e f fo r ts  of the Council of Europe and the Inland Transport 
Committee o f  the Economic Commission fo r  Europe, most countries have 
abolished customs documents for the temporary import of cars, and 
therefore the data base used by Lickorish has la rge ly  disappeared.
The carnet de douane system tended to exclude short distance border 
and commercial t r a f f i c ,  and was therefore considered to be f a i r l y  
representative of holiday motoring in Europe. I t  included coach and 
motor-cycle t r a f f i c ,  but in th is  case the documents were too fragmentary 
a source of data fo r  accurate analysis .
As the data source is  no longer a v a ila b le ,  the results  of the survey 
are more important than the techniques of analysis. I t  must be 
emphasised, however, that the survey is only regarded by the author 
as being o f s ig n if ic a n t  v a l id i ty  to rate  each country's contribution  
to European motoring by order of magnitude. Moreover, the carnet 
system does not distinguish journeys by purpose of t r a v e l , although 
some conclusions can be made from the number and length of journeys.
The longer less frequent journeys are more l ik e ly  to be holidays.
Individual country's contribution to the volume of travel can 
be assessed by studying the number of carnets issued, and the proportion  
of carnet holders who only made one journey. Unfortunately, the number 
of carnets analysed was not in the same proportion as the number of 
carnets issued by each country, which complicates analysis of the 
results o f the survey.
Tab le ll  14 indicates that Germany, France, and Switzerland issued the 
most carnets, followed as a group by Belgium, Holland and the United 
Kingdom. No figures of population or car-ownership per head of 
the population are given to study the departure ra te  fo r each country.
The average number o f journeys per carnet declined northwards, as did 
the percentage of carnet holders not making more than one journey.
This isolated a group including Denmark, Sweden, and the United Kingfom. 
German data was in complete contrast. The average number of journeys 
per carnet was 6 .5 ,  f a r  higher than any other country, but the percentage 
of carnet holders not making more than one journey was fa r  lower than 
any other country.
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Table I I  14 D is tr ibu tion  of Carnets de Douane Issued in 1952
Country
Number of carnets issued by 
clubs of the A . I .T .  in 1952
Percentage of carnet 
holders not making more 
than one journey
Belgium 46,000 28.9
Denmark 6,137 75.5
France 72,000 41.4 ... ;......;
Germany 68,300 11.2
I t a ly 9,896 24.5
Holland 43,419 49.7
Sweden 7,616 92.5
Switzerland 78,614 20.6
United Kingdom 52,000 98.5
Source: L ickorish, L .J . ,  Enquete sur les Courants de Tourisme
Automobile In te rnationa le  en Europe, 1952, A . I . T . ,  Geneve,
1954.
Analysis of the number of countries v is ited  suggests that motor t ra v e l le rs  
from Northern Europe, (Denmark, Sweden, and the United Kingdom) are 
inclined to v i s i t  more countries (Table 1115 ) .  Comparisons o f the 
duration of journeys are problematic because of the possible inclusion  
o f journeys of only one day. T a b le l l  16 indicates that Sweden in  
p a r t ic u la r ,  and to a lesser extent Carnet holders from Denmark and the 
United Kingdom, stayed away from home fo r  s ig n if ic a n t ly  longer periods.
Motor travel was found to fo llow  closely the monthly d is tr ib u t io n  of 
a l l  to u r is t  t r a f f i c ,  except tha t during A p r i l ,  May and June, motor 
t r a f f i c  was a t a higher le v e l ,  and was consequently less peaked in 
July and August. Table I I  15 ind icates, however, that carnet holders 
t ra v e l l in g  longer distances from Northern Europe were more strongly  
concentrated into  the months of June, July and August.
The D is tr ibu tion  of intra-European motoring t r a f f i c  is  shown in T ab le ll  17. 
More than 28% of a l l  intra-European motorists v is i te d  France. Germany 
was the second most popular destination , and with Switzerland and 
and Austria forms the cross-roads of Europe. I t  is  d i f f i c u l t  of course
-144-
to determine the proportion of t ra n s i t  t r a f f i c  tha t makes up the 
to ta ls .  The main point of note when considering the d is tr ib u t io n  of 
countries v is i te d ,  is  the southerly movement of t r a f f i c  from a l l  
countries with the exception of I t a ly  and Switzerland. In the I ta l ia n  
case over 50 per cent o f the t r a f f i c  crossed the f ro n t ie r  into  
Switzerland. Swiss drivers produced the most strongly rad iating  
pattern o f  v is i t s .  I t  must be emphasised once again that the survey 
is only based on a sample o f one type of customs document and therefore  
the results should merely be seen as ind icating  orders of magnitude. 
Data fo r  v is i ts  to neighbouring countries, are in one or two cases 
probably too low because of the method of data co llec t io n . For 
example, fo r  travel to other Scandinavian countries from Denmark a 
carnet is not required.
Table I I  15 Proportion of Carnet Holders Who Stayed in Two or More 
Countries, By Country of O rig in , 1952 & Quarterly  
Concentration of Travel.
Source: Lickorish, L .J . ,  A . I . T . ,  Geneve, 1954
F in a l ly ,  the proportion of f r o n t ie r  crossings a t d i f fe re n t  points 
was studied and mapped. I t  is emphasised, however, tha t because of the 
experimental nature of the survey, i t  was not known i f  the system of 
f r o n t ie r  points studied was f u l ly  representative . The S w iss /Ita l ian  
f ro n t ie r  crossings were found to be p a r t ic u la r ly  s ig n if ic a n t ,  although 
th is  could p a r t ly  r e f le c t  the large number of Swiss and I t a l i a n  carnets 
analysed. The Basle and Geneva f ro n t ie rs  were the most important 
indiv idual crossing points. Less than 4% of the automobile t r a f f i c  
from B r i ta in ,  used Belgian and Dutch ports. At the present time, the
Country 2+ Countries June-August
Belgi urn
Denmark
France
Germany
I ta ly
Holland
Sweden
Switzerland
United Kingdom
12.1 % 
77.5 % 
9.9 % 
28.2 % 
12.3 % 
21 .0  % 
100.0 % 
14.2 % 
71.1 %
5 1 . 6 %
58.3%
42.8%
35.8%
40.5%
41.0%
77.6%
39.0%
70.7%
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only comparable source of information is the In ternational Census of 
Motor T r a f f ic  on the Main T r a f f ic  Arteries o f Europe, conducted by 
the Inland Transport Committee of the Economic Commission fo r  Europe.
Table I I  16. Carnet Holders Duration o f  Journey , 1952
Percentage of Days
Country 1 -  7 8 - 1 4 15 -  22 Over 22
Belgium 76.4 11.6 6.1 5.9
Denmark 38.7 34.7 17.4 9.2
France 75.8 8.8 7.6 7.8
Germany 74.8 11.6 6 .3 7.3
I t a ly 84.7 8.0 2.9 4.4
Holland 85.8 7.1 4.1 3.0
Sweden 5.9 27.5 28.4 38.3
Switzerland 81.4 8.3 4.0 6.3
United Kingdom 35.8 34.8 17.6 11.8
Average 76.3 10.9 6.0 7.2
Source: L ickorish, L .J . ,  A . I . T . ,  Geneve, 1954
As a resu lt  of the general analysis , Lickorish was able to divide  
holiday motoring t r a f f i c  in Europe in to  two groups:
a) Scandinavia, Denmark, and the United Kingdom
b) Belgium, Holland, France, I t a l y ,  Germany and Switzerland.
The former group are characterised by the necessity to cross the sea 
and/or long distance journeys a t  greater expense than the southern 
group. Motorists from the North European group ra re ly  make more than 
one continental journey per year and th is  is  generally longer in 
duration and normally is a holiday. The Northern group also produce 
more f ro n t ie r  a r r iv a ls ,  and th e ir  travel is  strongly concentrated 
within the peak holiday season.
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Average expenditure per day and per person was studied, and also 
the average number o f  persons per veh ic le , but these s ta t is t ic s  were 
the informed opinion o f the A . I .T .  and not results  which could be 
obtained from the data base. Lickorish estimated that 25% of a l l  
in ternationa l motoring expenditure was devoted to garage services,  
p a r t ic u la r ly  petrol and o i l ,  o f which a s ig n if ic a n t  proportion  
passes over to Governments as tax revenue. This f igure  is  comparable
2with the long distance weighted estimate in the Canadian Travel Survey .
Anderla, Bennett, Seekings and Wheatcroft have surveyed travel w ith in  
Western Europe., v is i to rs  to Europe, and trave l outside Western Europe 
by Europeans. Membership o f the European Travel Commission defined  
the areal l im its  o f the survey and th is  coincides with the d e f in it io n  
employed in th is  study, with the exception of the inclusion of 
Turkey. The major purpose o f  the survey was to investigate  the source s 
of s ta t is t ic a l  information ava ilab le  from o f f i c ia l  to u r is t  organisations  
and the travel trade.
The principal characteris t ics  o f the European trave l market are b r ie f ly  
i l lu s t r a te d ;  mode o f transport, type o f accommodation, seasonal 
varia t ion  o f  t r a v e l ,  and length o f  stay. But analysis excluded 
purpose o f v i s i t ,  and d e ta i ls  of expenditure, because data was found 
to be inadequate.
The general conclusion reached was, tha t despite the amount o f  information  
av a ila b le ,  i t  is  lacking in d e t a i l ,  accuracy, comparability and 
in te rp re ta t io n ,  and is o f l i t t l e  p ractica l use. More deta iled  c r it ic ism s  
emphasise the defic iencies in sampling techniques, lack o f data on 
the motivation o f t ra v e l ,  and the need fo r  s ta t is t ic s  to be orientated  
to forecasting needs including short-term lead ind ica tors . The 
authors have studied the views of the users o f  these trave l s t a t is t ic s  
and in a f in a l  section suggest means o f  improving the s t a t is t ic a l  system, 
emphasising the fu ture ro le  o f sample surveys in an integrated system 
of trave l s ta t is t ic s .
European to u r is t  flows fo r  I960, 1965 and 1970 are presented from the 
ava ilab le  I .U .O .T.O . and O.E.C.D. a r r iv a l  data, simply because they 
are the most commonly adopted travel s t a t is t ic s .  I f  data was not
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ava ilab le  from these sources i t  was generally found to be lacking  
altogether.
Additional material was gathered, in p a r t ic u la r  the flows of a i r  
t ra v e l ,  but l i t t l e  complementary information was ava ilab le  on surface 
t ra v e l ,  p a r t ic u la r ly  travel by car. The authors state  th a t ,  " I f  nothing 
else , th is  section on the 'patterns of European t ra v e l '  does h igh ligh t  
the fa c t  tha t i t  is a matter o f top most p r io r i t y  to launch a study 
into the travel patterns of the European m otorist". This re f le c ts  
th e ir  support fo r  McEwen's conclusion tha t  the car is  s t i l l  the 
dominant mode of to u r is t  transport in Europe, despite the growth of 
the a i r  inclusive tour market. McEwen has estimated tha t the p rivate  
car accounts fo r  approximately 50% of in ternational holiday travel in  
Western Europe.
5
P. Goffe has estimated that over 60% of a l l  touris ts  in Western
Europe trave l by p rivate  car. But the main growth segment of the
fi
market is a i r  t ra v e l .  Goffe quotes the work of Gerard Labeau who 
used Belgium to u r is t  travel data to calcu late  the income e la s t ic i t y  
of travel demand. The figures below indicate that fu r th e r  growth in 
national income w i l l  d i re c t ly  increase the demand fo r  trave l by a i r  
and car a t  the expense o f travel by t ra in  and bus.
Table I I  18 Modal Income E la s t ic i ty  of Tourist Travel Demand
Private Car + 0.62 Train -  0.58
Air Transport + 0 .8 2  Bus/Coach - 0 . 2 3
Source: Labeau, G., Quelques Aspects de la Consommation Tou ris t iqu e ,
Cahiers Economique, de Bruxelles, Bruxelles, 1963.
Anderla, Bonnett, Seekings and Wheatcrof't, note that Intra-European  
to u r is t  a r r iv a l  s ta t is t ic s  can be adjusted to e lim inate inconsistencies,  
mainly o f d e f in i t io n ,  producing markedly contrasting f igu res . I t  is  
noted, fo r  example, tha t  in ternationa l s ta t is t ic s  fo r  the three main 
to u r is t  generators (Germany, France, and the United Kingdom) had 
suggested tha t the share o f  these three countries in the to ta l  trave l  
market has tended to decline over the past decade. But th is  is  the 
resu lt  of s ta t is t ic a l  d is tortions caused by the inclusion of day
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excursionists in to ta l  trave l s t a t is t ic s ,  p a r t ic u la r ly  fo r  I t a ly  and 
Spain. When excursionists are excluded the market share of the 
three main generators is shown to have remained la rge ly  s ta t ic  over 
the whole decade (Over 60% of the to ta l travel market). Unfortunately  
the methods o f ca lcu lating  the compensating factors are not d e ta i le d .
S im ila r ly ,  where there are gaps in holiday travel data McEwen has 
produced order of magnitude estimates, although the method he employs 
is again not e x p l ic i t l y  stated. The most serious shortage o f  data 
was in the case o f  Scandinavia where the rate  of departure of the 
population was estimated a t  60%. In the case of the less developed 
countries of Western Europe, the estimated rate  of departure on 
holidays was estimated to be 15% of the population.
McEwen's study sought to produce data on key trends, and an overa ll  
view of Western Europe as a single market area fo r  tourism. The 
aim is to reveal the s im i la r i t ie s  and differences in the to u r is t  
trade generated by the populations of the individual countries of 
Western Europe. The purposes o f the study are arrived a t  by discussion 
of demographic trends, economic growth, expenditure on in te rn ationa l  
tourism, the market fo r  holiday t ra v e l ,  foreign holiday t r a v e l , 
destination trends w ithin Western Europe, long distance travel  
and trends projected fo r  the 1970's.
The research draws upon both sample household national travel surveys 
and the general in ternationa l to u r is t  s ta t is t ic s  produced by the
O.E.C.D. and the I .U .O .T .O .,  with a l l  th e i r  complications of varying 
a v a i la b i l i t y  and non comparability. McEwen does not attempt to 
reconcile the data from the sample surveys, and tables are presented 
with the individual national d e f in it io n s  of income group, urban size  
occupations e tc .
Additional problems ar ise  when attempting to compare r e la t iv e  levels  
of economic development, urbanisation and demographic trends. S ta t is t ic s  
of G.N.P. per capita may, fo r  example r e f le c t  under or over valuation  
of exchange rates with United States d o lla rs ,  and do not necessarily  
r e f le c t  the purchasing power o f a country's population. Analysis  
of in ternationa l to u r is t  expenditure data isaalso complex. In te rnationa l
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fare  payments are normally excluded, thus understanding the 
expenditure o f  residents of countries fo r  whom international  
travel involves long and costly  journeys.
Expenditure per capita on in ternationa l tourism emphasises the 
contrasts between the main to u r is t  generating and reception  
countries, and points to s ig n if ic a n t  n o n -l in e a r it ie s  in the levels  
of in ternational tourism. For example, McEwen i l lu s t r a te s  that  
per capita f igures fo r  France and the United Kingdom appear low, 
while those fo r  Austria appear high in re la t io n  to tha t  country's  
wealth. This must r e f le c t  in p a r t ,  the re la t iv e  ease of foreign  
travel from Austria .
In McEwen's study the proportions o f  to ta l  holidays that are foreign  
holidays, and the modal d is tr ib u t io n  o f trave l are examined in some 
d e ta i l ,  and re lated  to locational influences. As with other aspects 
of the study, however, there is a tendency to produce data without 
deta iled  analysis of causal fac tors . For example, foreign holidays  
are re la ted  to three factors:
a) Proximity to other countries
b) Location in re la t io n  to the Mediterranean
c) Economic wealth
Part b) is  p a r t ic u la r ly  vague, and must be re la ted  to a number of 
factors such as r e la t iv e  levels o f  disposable income and prices.
These factors influence the low proportions o f foreign holiday trave l  
from Mediterranean countries, and the high proportions of holiday  
v is ito rs  to the region.
The major movements of foreign holiday travel are considered by McEwen 
to be:- .
France to Spain 
Germany to Austria  
Germany to I t a ly  
United Kingdom to Spain
Two basic d e f in it io n s  o f major holiday movements are employed.
(a) Generating over one m il l io n  to u r is t  nights in accommodation, 
whether h o te l , registered to u r is t ,  or a l l  accommodation.
(b) Generating over one hundred thousand a r r iv a ls  a t  f ro n t ie rs .
Obviously the varying methods o f  data co llec tion  in each country 
determine the magnitudes of the to u r is t  t r a f f i c .
In contrast to McEwen's study, A.V. Williams, and W. Zelinsky^, have 
sought to analyse European to u r is t  travel patterns in more d e t a i l ,  
by concentrating on a group o f countries selected as the main 
generators o f to u r is t  t ra v e l .  The authors, using I.U .O .T .O . data 
do not attempt to elaborate any predictive  models, but seek to arouse 
in te re s t  in investigating  and modelling the dynamics o f  to u r is t  flows.
The i n i t i a l  manipulation o f  the data consisted o f  the construction  
of in te r-n a t io n  f low  matrices, l i s t in g ,  fo r  each o f the years covered, 
the number o f  to u r is ts  received by or sent from each of the countries,  
converted to percentages. This produced i n i t i a l  spatia l patterns,  
emphasising the s h i f t  o f  to u r is t  flows to more peripheral countries,  
such as Greece, and Spain.
in order to i l l u s t r a t e  the flows of to u ris ts  schematically, map 
transformation techniques were used. In each diagram, the countries  
are represented by squares proportional to the to ta l  number o f  to u r is ts  
received, mapped in the same re la t iv e  location . Each country is  
then studied in turn . A fu r th e r  square, e i th e r  superimposed (generating  
country) or w ith in  (reception country), the o r ig ina l square, is equivalent  
to the to ta l number o f touris ts  sent by the named county to the other  
countries.
Further refinements in the diagrams include the d is tr ib u t io n  o f these 
t ra v e l le rs  among the countries. Product-moment co rre la t io n  co e ff ic ie n ts  
are used to corre la te  year ly  to u r is t  flows, and to measure s im i la r i t y  
of flow patterns over time. The authors recognise tha t  the resu lts  
of th is  crude analysis are only in d ic a t iv e ,  but i t  can r e f le c t  the 
s t a b i l i t y  o f  flow patterns with resu ltan t p o s s ib i l i t ie s  fo r  the 
prediction o f flows over the short and medium term. The in e r t ia  
discovered in to u r is t  flow patterns is  re la ted  to information feed 
back by previous to u r is ts ,  but in Europe, must also r e f le c t  s t a b i l i t y  
in the d is tr ib u t io n  and supply o f to u r is t  accommodation and holiday  
packages offered by the tour operators and the a i r l in e s .
A flow assignment model was used to analyse sources and destinations.
In the model, tourists are assigned to destinations, according to 
a hypothesis of indifference, that is , expected flow to a given 
destination, from other countries, is a function of the percentage 
of the total tourist tra ffic  received by that destination. I f  country 
A receives 20 percent o f.a ll tourists in the system, the model in 
general predicts i t  should receive 20 percent of the tourists from 
each source. Two indices were then constructed. The f ir s t  
indicates the difference between actual and expected flows between 
each pair of countries. The second index, which the authors 
consider more useful, is intended to represent the relative success 
or acceptance of a country as a reception area. I t  is computed by 
dividing the difference between actual and expected flows by the 
expected flow. This R.A (Relative Acceptance) Index thus has a 
range from -1 to plus in fin ity . Positive values indicate a greater 
than expected actual flow of tourists, negative values indicate the 
reverse. The effects of absolute size of population on tourists 
flows are largely eliminated by the use of the model.
Exceptional tourist flows are therefore revealed by those interactions 
that markedly exceed in strength those predicted by the model. The 
expected flows provide a base point against which actual flows can 
be contrasted. I t  is then apparent that the great majority of recorded 
tourist flows fa il to satisfy the indifference hypothesis. Flows 
are not random, but strongly patterned. McEwen arrived at a similar 
conclusion, by his definition of major flows, but unlike Williams 
and Zelinsky's study no hypotheses are offered to explain these 
patterns and McEwen could not indicate where expected flows are low.
The main factor explaining the discrepancies between actual and 
expected flows was considered to be the effect of distance and the 
inequalities of travel time and costs. The distance-cost distortions 
produced by inclusive-tour travel and variations in a irline  fare 
structures are not, however, discussed.
I he authors discovered that linear distance hardly accounts for a l l ,  
or even most of the deviations noted. Even some pairs of contiguous
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nations display surpris ing ly  weak to u r is t  in te r - r e la t io n s ,  such as, 
the poor showing o f I ta l ia n s  in A ustr ia ,  the French in Germany (and 
v ice -versa ),  and the Swiss in Austria (and v ice-versa).
Williams and Zelinsky state  tha t  a lack o f  precise information on 
points of o r ig in  and destination has m il i ta te d  against th e ir  
a b i l i t y  to te s t  the data fov' distance e f fe c ts .  There is also consider­
able d i f f i c u l t y  in measuring the impact of changes in route patterns  
and journey lengths, costs, and time, fo r  the various modes of  
transport. S im ila r ly  the authors claim that analysis is l im ited  by 
a lack of data on "the undoubtedly s ig n if ic a n t  e ffec ts  of size and 
shape of both sending and receiving countries" This phrase couched 
in vague geographical terms is a l i t t l e  d i f f i c u l t  to comprehend, but 
presumably re f le c ts  the contrasting costs and distances of in te rnationa l  
travel between the regions of to u r is t  o r ig in  and reception.
A second hypothesis to explain greater than predicted flow patterns  
is the presence or absence ot other types of in te rnationa l connectiv ity ,  
e .g . commercial re la tionsh ips , labour and migrant flows, membership 
of a common cu ltura l realm, or s tation ing or foreign troops. The 
heavy Dutch movements to the United Kingdom might be p a r t ia l l y  
explained by the intimate commercial t ie s  between the two countries.
The large c irc u la t io n  ot temporary workers from Greece to I t a l y ,  
or between France and Belgium to c i te  two examples, may have prompted 
to u r is t  flows, Shared cu ltu ra l charac te r is t ics  may explain the 
substantial surpluses in the Belgian-Dutch, German-Austrian flows.
The American m i l i ta r y  presence in Germany is probably conducive to 
an abundance o f  American touris ts  in those lands. P o l i t ic a l -c u l tu r a l  
barriers  or antipath ies may also l im i t  to u r is t  flows. I t  is  reported,  
fo r  example, tha t since 1967 Scandinavians, who find  the current  
regime repugnant, are no longer t ra v e l l in g  to Greece, in the same 
number.
A review o f data, and s ta t is t ic a l  te s t in g ,  tended to disprove a 
th ird  hypothesis. Flows in one d irec tion  were found to be a poor 
prediction o f flows in the other.
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The fourth  hypothesis, to explain the deviations noted, is  the general 
to u r is t ic  appeal o f certa in  countries, which Williams and Zelinsky  
considered to be based on a contrasting or desirable c lim ate , scenic 
a t t ra c t io n ,  cu ltura l and h is to r ica l  features, sports, shopping 
f a c i l i t i e s ,  night l i f e  e t c . ,  e i th e r  missing or in short supply in  
the generating country. The North Europeans movement to countries with 
a Mediterranean climate is the most obvious general example. Very few 
people travel to countries with a s im ila r  c lim ate , fo r  example, 
the feeble movements o f Greeks to Spain, which re -a ff irm s  the to u r is t ic  
lure of desirable complementary factors .
The very important fac to r  of travel costs, p a r t ic u la r ly  the importance 
of low cost destinations, is mentioned, but no analysis is  developed.
The a r t ic le  is therefore badly weighted, but the authors recognise 
th is  aspect as the f i e ld  of study of the"economist".
Two f in a l  influences are then examined, but without s ta t is t ic a l  
tes t ing , or s tr ingent analysis. Intervening opportunity may cause 
adventitious touris ts  to pause on route, or in the extreme case forego 
the more d is tan t point a ltogether. This would ty p ic a l ly  apply to 
holiday motorists such as Scandinavians on route to B r ita in  breaking 
th e ir  journey in the Netherlands. Proximate opportunity may continue 
to cause Germans to travel to I t a ly  rather than to Spain where s im ila r  
types of resort holiday are ava ilab le .
F in a l ly ,  to u r is t  perceptions and mental images o f destination areas 
were considered, but these are regarded as too complex to detect or  
te x t  with only crude data of surrogates fo r  to u r is t ic  appeal. Williams  
and Zelinsky envisage a fu r th e r  study in th is  f i e l d  drawing on a 
population of college students, in order to develop theore tica l concepts. 
In the meantime, the authors g ingerly  o f fe r  a number o f  examples:
"The reputedly phlegmatic, business-like Dutch appear to display l i t t l e  
special bravado in th e ir  greater than expected preference to r  Belgium, : 
Luxembourg, the United Kingdom, and Germany fo r  vacation and to u r is t  
t r ip s ,  as opposed to the more exotic choices ot th e ir  European bretheren. 
The special favour enjoyed by Greece in the travel plans of B rita ins  
and Americans may r e f le c t  not only the s ig n if ic a n t  c l im a t ic ,  scenic 
and other standard a t tra c t io n s ,  but also something o f a special aura,
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the afterglow of the classical past, that seems to create a p a r t ic u la r ly
o
a t t ra c t iv e  image o f Greece in the minds o f  these two national groups".
Williams and Zelinsky 's  approach to the analysis of travel patterns is  
more sophisticated, and c e r ta in ly  more v is u a lly  and conceptually  
a t t ra c t iv e  than McEwen's study; e s s e n t ia l ly  an exercise in data 
co llec t io n . Although a r t i f i c i a l  in terms of the groups o f countries  
selected fo r  study, and with major shortcomings in the analys is , and 
the data base, the American study has indicated some useful methods 
of ana lys is , which studies of to u r is t  flows have generally lacked, 
but must develop fo r  the proper understanding and prediction of trave l  
trends. A study o f private  holiday motoring travel must seek not 
merely to present data, but to develop methods o f analysis , ind icating  
the main data re la tionsh ips , in order tha t the work should have 
pred ictive  power. The l im ited  and in d ire c t  e f fe c t ,  in th is  market, 
of inclusive tour arrangements and tour operation marketing p o l ic ie s ,  
which can produce d is to rt in g  influences, w i l l  help to f a c i l i t a t e  the 
construction and analysis of holiday motoring flow patterns.
In the next chapter, fu r th e r  new techniques of analysing to u r is t  data 
are i l lu s t r a te d .
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I I  v i i i  New Approaches to the Analysis of Recreational and Holiday Travel 
Origin -  Destination Research
In part i i i  of th is  chapter i t  was stressed that the two most s ig n if ic a n t  
influences on recreational p a rt ic ip a tio n  rates were the location of  
population and recreation areaj and the access links between them.
A number of studies have attempted to model th is  re la tionsh ip  as a.basis  
fo r  the prediction of fu ture  levels of demand, and fo r  the analysis of 
the modes of to u r is t  transport.
Using demand curves, re la t in g  prices and quantit ies  purchased, Clawson 
and Knetsclr* have estimated th e ir  re la tionsh ip  fo r  d i f fe re n t  categories  
of recreation a c t iv i t y  a t  varying distances from the generating points 
of t ra v e l .  Recreation categories varied from user-based to resource- 
based.
The problems of ca lcu lating  v is i to r  expenditure have been noted in part  
iv ,  and one of the major l im ita t io n s  of Clawson and Knetsch's analysis  
is  the assumption that a l l  factors other than cost per v i s i t  and number 
of v is i ts  are f ixed or given. This rules out changes in population, incomes, 
taste and a v a i la b i l i t y  of transport.
Distance can be converted to travel costs but the in a b i l i t y  to be able  
to cost accurately time, and comfort or discomfort probably means that  
the m ajority  of travel costs are under-estimated. This may be o f fs e t  
fo r  motorists by the fa c t  that th e ir  trave l may have positive  u t i l i t y .
I t  is also possible to e lim inate the d ifferences between s t r a ig h t - l in e  
distances and network route lengths, an< important consideration when 
comparing a i r  and motor t ra v e l .
The starting  points fo r  the analysis of trave l to a recreational destination  
are estimates of the number of v is i ts  and costs per v i s i t  from d i f fe re n t  
areas on distance zones. The number of v is i ts  is  expressed per thousand 
of the population to take account of varying population size groupings.
Cost -  distance -  use re lationships reveal the maximum price people are 
w il l in g  to pay fo r  th e ir  recreational experiences, fo r  d i f fe r in g  distances
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of travel and the price e la s t ic i t y  of trave l demand. Divergence from 
simple distance -  use demand curves can reveal the extent to which other 
factors are operational.
The simplest method of re la t in g  population and distance variables is  
by regression analysis. V is ito rs  per thousand of the population can 
be regressed against the distance !:~ the destination . This w i l l  give  
corre la tion  co e ff ic ien ts  with negative sign. More complex methods of 
analysis have extended the work o f  the O.R.R.R.C., which sought by 
m u ltivar ia te  analysis to iso la te  the independent e f fe c t  o f the factors  
thought to influence recreational travel demand.
2Burton has described the work o f  the Michigan Department of Conservation, 
which attempted to simulate a model o f the demand fo r  outdoor recreation  
simulation models attempt to take account of the fa c t  that the phenomenon 
under study may be the re s u lt  of the in te r -a c t io n  of several interdependent 
systems. The Michigan study, as described by Burton, sought to simulate 
the flow of campers to state parks in Michigan and is s im ila r  in 
many respects to the land-use transportation models developed by town 
planners.
Three sets o f  components were ascribed to the system. The o r ig in s , the 
highway system, and the destination . No complex generative model fo r  
the orig ins was established but experimental forecasts assumed that the 
number of campers would increase in proportion to the population of each 
area. Highway flows were re la ted  to time and travel costs (including  
t o l l s ) .  The number of campers a ttrac ted  to each parkwas re la ted  to the 
attractiveness (as measured by an index) of each. Once the model was 
constructed by computer from these components i t  was then possible to 
conduct experiments in forecasting and policy changes.
The desire to model the flows of touris ts  between countries suggests
3an adaptation o f the g rav ity  model, developed by W.J. R e il le y  to measure 
r e t a i l  transactions between urban areas.
I f  T is the number of transactions between any two places i and j ,  and 
the number of transactions, expected in a given time span, diminishes
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as distance increases, then the g rav ity  formula can be used to produce 
an index re la t in g  to the number of transactions.
T (Population of i )  x (Population o f j ) 
distance between i and j
The actual value of T is  only r e la t iv e .  I t  does not t e l l  how many
transactions w il l  be made over a given period between places. Various
refinements may be added to the model: (1) The population or 'mass' need
not be assessed by number o f inhabitants; i t  could be income, r e t a i l
sales, motor vehicles, or some other c r i te r io n .  (2) Distance need not
be measured in spatial terms (m iles ).  Time or costs o f travel may
be more meaningful. As the diminution of transactions with increase in
distance may not be l in e a r ,  an exponent is needed fo r  distance. In the
2grav ita tiona l model in physics d is used to give a sharper reduction  
in transactions with distance. This has been found to f i t  real world 
experience in human geography f a i r l y  accurately . Exponent values can 
also be calculated fo r  the other variab les .
The model must, however, be adapted to f i t  the phenomena under discussion. 
Simple population and distance parameters w i l l  not f u l l y  explain the 
complexities of human movement fo r  le is u re  and hoiiday t r a v e l .
4S. Stouffer has proposed a hypothesis which assumes that there is no 
necessary re la tionsh ip  between m ob ility  and distance. The number o f  persons 
t ra v e l l in g  a given distance is  d i r e c t ly  proportional to the number o f  
opportunities a t  tha t distance (defined in re la t io n  to the p a r t ic u la r  
study) and inversely proportional to the number of intervening opportun ities .  
All g rav ity  models are in e f fe c t  special cases of th is  general law, taking 
into account also the ease o f movement, in terms o f the a v a i l a b i l i t y  and 
the choice of transport mode.
5 6J.B. E l l is  and C.S. Van Doren, and B. Thompson have evaluated g rav ity
models fo r  recreational t ra v e l .  E l l is  and Van Doren worked on the s ta f f
o f the Michigan Outdoor Recreation Demand Survey. This re l ie d  on deta iled
o rig in  -  destination information of campers and included a q u an tit ive
a ttra c t io n  index designed to r e f le c t  r e la t iv e  "pulling-power", independent
of distance.
The authors contrast g rav ity  model and systems theory formulation. The 
grav ity  model is  seen as a basic formula, which remains the same, regardless  
of the structure of the system, or even of the nature of the phenomenon 
i t s e l f .  But in te rac tion  is not invar ian t with the structure and nature 
of the phenomenon. In systems theory the general form of the in te rac tion  
is not assumed, but is combined from the results of the in te rac tion  o f  
various elements of the system. Although complex, the l a t t e r  method o f  
study was found more acceptable, p a r t ic u la r ly  as i t  was found necessary 
to a l t e r  and adapt the exponents in the g rav ity  model to f i t  known resu lts .
R . I .  Wolfe^ in a study of the re la tionsh ip  between c i ty  people and th e ir
vacation homes has stated tha t the g rav ity  model in i ts  unmodified form,
w il l  not serve to predict recreational t ra v e l ,  as the a t tra c t io n  movement
from the generating point is  u n i-d ire c t io n a l .  Moreover, Wolfe has noted
from recent research work, tha t above certa in  distance thresholds, the 
f r ic t io n  of distance disappears and indeed appears to be reversed. The 
exponent fo r  distance is no longer negative, but becomes pos it ive . The 
fu r th e r  people go, the fu r th e r  they want to go.
o
The g rav ity  formulation has been used by Gordon and Edwards to develop 
a model fo r  holiday t r ip s  in Great B r ita in  on a regional basis, and the 
model was applied to major road improvement in the South West, to assess 
the e f fe c t  on travel demand. Two major l im ita t io n s  to the analysis re s u lt  
from the assumptions made. F i r s t ly  th a t  time and money costs are 
proportional to distance, and secondly th a t  regional a ttrac tiveness can 
be treated as a single constant, ignoring the p o ss ib lity  that (distance  
apart) an individual holiday area may have a greater appeal to one 
region than another.
In order to account fo r  the complexity of holiday t ra v e l ,  Wolfe considers
i t  necessary to fac to r  into the model indices o f  age, education, occupation,
income, and the a t tra c t io n  of p a r t ic u la r  locations. In a f u l l y  developed
model, these indices would also r e f le c t  the socio-economic cu ltu ra l
d iv e rs ity  of people, th e ir  perceptions of distance, and a t t r a c t io n ,  and
th e ir  motivations fo r  t ra v e l .  Wolfe d id , however use a s im plif ied
technique to compare "available" U.S. population with expenditure in
Canada, on the basis of time and distance fac to rs ,  and found a close 
. 9approximation .
F in a l ly ,  some examples of the more detailed app lication  of these 
techniques are worth noting. R . I .  W o lfe^  has chronicled the i n i t i a l  
results of a deta iled  highway analysis of the temporal movements of  
recreational and non-recreational t r a f f i c .  He found, that i f  the use 
to which the land through which a given stretch of highway passed 
was known, the volume of recreational t r a f f i c  on tha t stretch of 
highway could u lt im a te ly  be estimated.
Duffe l! and Pe ters^  have developed a model fo r  the prediction of  
parking requirements, based on a t r ip  d is tr ib u t io n  function. This 
study re-emphasised comments made in Wolfe's paper; that land -use 
transportation studies must be updated by including more rigorous  
analysis of weekend t ra v e l .  Travel generation rates were re la ted  to 
travel time, and numbers of car owning households. Linear regression 
of the t r ip  generation (logarithm ic scale) against the estimated trave l  
time (based upon the measured distance and estimated journey speeds), 
produced corre la t ion  c o e ff ic ie n ts .  This function was found to be 
expressed as a negative exponential re la t io n sh ip .
A modified version of the g rav ity  model was used fo r  forecasting t r a f f i c
12growth in Dorset, by Whitehead . He found that adequate forecasts could 
be made based, not on simple population re lationships expressed in the 
grav ity  model, but on changes in the vehicle per persons r a t io .  The 
concentration in American studies on the p o p u la t io n / t ra f f ic  flow r e la t io n ­
ship, Whitehead assumed must be prompted by much la rger prospective  
population changes than are l i k e ly  to occur in Great B r i ta in .
The only major app lication  of the g rav ity  model to in te rnationa l to u r is t
13s ta t is t ic s  has been made by L.O. Crampon who attempted to apply th is
technique, in order to estimate the potentia l market fo r  trave l and the
impact of socio-economic forces and advertis ing on numbers of v is i to r s .
The techniques of analysis are very s im ilar  to those applied by Williams 
14and Zelinsky .
In order to increase precision, the population of the market area (states  
of the U .S.A.) was replaced by the number o f o u t -o f-s ta te  t r ip s  o r ig in a tin g  
in each market. For each of the destination areas considered the estimated
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number of v is i to rs  from each state was computed. The observed number 
of v is i to rs  was then divided by the estimate to provide a r a t io .  These 
ra t io s  were consistently  high fo r  some markets and consistently  low 
fo r others, indicating varia t ions in the propensity of the markets' 
population to take out of state  t r ip s .
A mean f igure  fo r  the ratios;’ fo r  a given o rig in  was id e n t if ie d  and 
divided by the proportion of the U.S. population taking a vacation. This 
provided a measure of the r e la t iv e  a b i l i t y  of a given market to generate 
to u r is ts .  Remaining varia tions between the estimated and observed number 
of v is i to rs  to any destination were considered to be p r im arily  re la ted  
to the destination 's  power to a t t r a c t  v is i to r s .  The ana lys is , however, 
only stressed established travel patterns, and the tendency of people 
not to travel to destinations tha t  have features s im ila r  to those 
existing in th e ir  state  of residence.
Crampon recognises that the g rav ity  model concept suggests the existence  
of other independent variables than population and distance, as the 
model seeks to elim inate th e ir  impact. Therefore he suggested tha t by 
corre la ting  the ra t io s  fo r  the various orig ins with variations in 
socio-economic characteris t ics  th is  would provide a means of measuring 
the re la t iv e  importance of socio-economic charac te r is t ics  as they 
influence per capita v is i to r  departure rates fo r  each of the market areas.
Per capita income was found to be the most in f lu e n t ia l  v a r ia b le ,  followed  
by the number o f cars per 1,000 population, and t h i r d ly ,  the median number 
of years of school completed. The f i r s t  and second variab les a re ,  
however, themselves in te rre la te d ,  and the technique does not permit 
independent variables to be recognised but merely to be tested by 
corre la tion  analys is , which does not necessarily indicate a causal 
re la t io n sh ip , merely co -var ia t io n , in the sets o f data. To id e n t i fy  
otherindependent variables not re lated  to income, the ra t io  (estimated  
number to actual number of v is i to r s )  should be adjusted to take into  
consideration the influence o f income. The adjusted ra t io s  can then be 
compared with the remaining socio-economic ch a rac te r is t ics .
Crampon suggests tha t  the g rav ita t io n  model can be applied a t  varying  
scales from a nation down to an indiv idual a t t ra c t io n ,  provided tha t  
the o rig ina l formula is  improved.
For private  holiday motoring, the g rav ity  model could be modified by
basing the population var iab le  on car ownership per thousand o f  the
population, and by recognising th a t  journey time and journey cost are
not simply a l in e a r  function of t r ip  length. Time and cost d i f f e r e n t ia ls
may be created by the inclusion of t r ip s  on d i f fe re n t  types o f road
15(motorways with or without to l ls  and ordinary routes) and where fe r ry  
charges are incurred. Moreover, fo r  pr iva te  transport, the number of  
occupants and therefore capita travel costs are var iab le , and to ta l  costs 
are not simply a function o f the to ta l  numaber o f passengers. In p a rt ,  
th is  problem can be obviated by taking the vehicle as the basis of 
measuring t r ip  numbers, and a l lo ca t in g  an average occupancy ra te .
Unfortunately the f u l l  app lication  of these techniques to in te rn ationa l
tourism is re s tr ic te d  by data l im ita t io n s .  In add ition , in te rnationa l
t ra v e l ,  p a r t ic u la r ly  by private  car, is  not always directed toward
one single destination . Touring involves additional costs and the influence
1 fiof intervening opportunities . S. Markovic and S. Unkovic have 
c r i t ic is e d  to u r is t  studies which only recognise single destinations.
This type o f analysis is  suited to island to u r is t  t r a f f i c  and regions 
reached dominantly by a i r  but i t  can y ie ld  no sa t is fac to ry  resu lts  fo r  
travel to Yugoslavia, where four f i f t h s  of to u r is ts  a r r iv e  by car.
Markovic and Unkovic suggest that on th e ir  way to most des tina tions ,  
hoiidaymakers pass through parts o f Yugoslavia which have become to u r is t  
vacuums, as a re s u lt  of the emphasis in research on single destinations.  
These regions could not u t i l i s e  th e ir  autonomous to u r is t  resources which 
were considerable since they lacked the necessary transport and re la ted  
in fras tru c tu re .  In fa c t ,  these regions prevented a heavier in flow  of  
to u r is ts  to the A dra ia tic  coast. The authors therefore consider i t  
v i ta l  to study the dynamic elements o f destination choice. The regional 
spatial concept as a basis fo r  market research and the assessment o f  
development p r io r i t ie s .  This would involve analysis of ob jective  fa c to rs ,  
p a r t ic u la r ly  the potentia l magnitude o f  demand (car ownership, ra t io n a l
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income e tc , )  subjective a t t i tu d in a l  data, in addition to the supply of 
to u r is t  f a c i l i t i e s  and th e ir  a ttrac tiveness .
Time research
Some of the most recent developments in the structuring o f recreational  
and holiday trave l demand have arisen from research into  the value of  
time. An i n i t i a l  quantative, but non-economic approach was u n d e rta k e n  -
17
in the P i lo t  National Recreation Survey and th is  has been developed 
in other recreation studies, by in v it in g  respondents to compete time 
budgets^. R. Maw"^ has used th is  technique to predict the consequences 
of increased car ownership on travel to a recreation s i te .
Rodgers w rit ing  in the P i lo t  National Recreation Survey considered 
a v a r ie ty  of re s tra in ts  upon le is u re .  The length of the working week, 
the length of annual holidays, the incidence of overtime working 
and spare-time jobs, the waste of time in journey to work, and 
a tt itu d es  to le is u re .  With these constraints in mind he was able to 
show that contacts in d i f fe r e n t  socio-economic groups demonstrated quite  
d i f fe r e n t  patterns of le isu re  behaviour. One of the most s ig n if ic a n t  
differences in the a tt i tu d es  to le is u re  arose between the car-owner 
and the non car-owner. F ifty - tw o  percent of the former said they would 
l ik e  more le is u re ,  in contrast to 39% -of the l a t t e r  sample. Car- 
ownership Rodgers concluded was a pos itive  stimulus to le isu re  demand 
by opening up new opportunities , although fo r  some i t  re s t r ic ts  the 
amount of le isu re  ava ilab le  by necessitating over-time working to pay 
fo r  the car.
on
More recent research has concentrated on econometric model bu ild ing .
Time values have been employed in co s t-b en e fit  analysis of transport  
investment, and land use planning e .g . a irp o r ts .  They are derived  
la rg e ly  from studies o f commuter behaviour, by studying the t ra d e -o ff  
between public and private  transport in terms o f th e i r  r e la t iv e  
d i s u t i l i t i e s  -  a function of time, cost, and other fac to rs . Recent 
investigations have, however, indicated tha t  people tend to value time 
savings separately according to the journey length, purpose, and 
u t i l i t y  of t r a v e l .
Time is not a good, in the sense tha t  i t  can be exchanged fo r  money, 
only fo r  a c t iv i t i e s  which take pleace in time. The problem is  there­
fore to evaluate time in d i f fe re n t  s ituations and to combine i t  with  
operating costs, or fa re s ,  to produce an overall value o f "generalised  
costs". This could e i th e r  be expressed in pence, or in pence-equivalent 
minutes, per m ile , or per journey. Unfortunately people often have 
distorted perceptions of costs p a r t ic u la r ly  motoring costs and th is  
has lim ited  the app lication  o f  th is  theory to p rivate  motoring t ra v e l .
The significance of time values is mentioned by the B r it is h  Road
21Federation, in th e i r  report on roads and tourism . The report
stresses that time savings represent the la rgest part o f the benefits
of a road scheme. But resu lts  fo r  non-working time are based mainly
upon studies of commuting and there would appear to be obvious
dangers in applying the results  to other s itu a tio n s , such as holiday
journeys. Average t r a f f i c  leve ls  may not be s u f f ic ie n t  to j u s t i f y  new
roads, but the incidence o f holiday t r a f f i c  congestion can impose costs
in excess of those on s im ila r  roads with a more even d is tr ib u t io n  of
t r a f f i c .  "Therefore a higher value fo r  to u r is t  t ra v e l l in g  time would
22grea tly  increase the benefits from roads fo r  tourism".
A fu rth e r  complication in the study o f time values fo r  le isu re  trave l  
by car, is that motoring can have pos itive  u t i l i t y  when the journey  
i t s e l f  is valued as highly as the holiday a t  the destination . In th is
case, time, may be less important than cost a t  the margin, although as
23Mansfield has emphasised, fo r  shorter distance recreational t r ip s ,  
time per $e> has a greater deterrent e f fe c t  a t  the margin than time 
plus price.
Nevertheless, unless the t ra v e l le r  is  confronted with an administered  
price and journey time, he faces a cost minimisation problem as well 
as a u t i l i t y  maximisation decision. Time values have been found to 
only be re l ia b le  when they are mode s p e c if ic ,  and applied to ind iv idual  
problems and individual classes of t r a v e l le r .
D irect study of the valuation o f le is u re  time is  extremely d i f f i c u l t .
24R.D. Hall has stated that one of the main problems is to f in d
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s u f f ic ie n t  numbers of le isure  t ra v e l le rs  with a s u f f ic ie n t  t ra d e -o ff  
between cost and time. In th is  respect, the Solent travel survey is  
important because t ra v e l le rs  have a choice between high speed/high 
cost hovercraft and hydrofoil services, and low speed/low cost 
conventional fe r r ie s .  In add ition , the services are heavily used 
by le isure  t ra v e l le rs  during the summer months. The main object of 
the study was to examine the determinants o f travel mode and route  
choice made by t ra v e l le rs  so th a t  values o f time (and especia lly  
values of le is u re  time) could be derived. I t  was also hoped to be 
able to te s t  whether time values fo r  le isu re  travel d i f f e r  in  
respect of income leve ls  or distance t ra v e l le d .
The i n i t i a l  stage of analysis invoived the construction o f a modal 
s p l i t  model, using mathematical techniques, including m ultip le  regression  
where the aim was to estimate the re la tionsh ip  between the variables  
measured and the choice that was made, thus enabling a prediction  of  
choice fo r  a new observation.
The basic data variables included:-
(a) O rig in , destination , journey s ta r t  time, and f in is h  time, purpose 
party s ize , personal income, household income, sex and age.
(b) Walking, w aiting , car, bus, t ra in  and tax i costs and fe r ry  fa res .  
Each of these variab les was analysed fo r  both the actual journey made 
and the a l te rn a t iv e  journey.
In the discussion which followed the presentation o f  th is  paper i t  was 
emphasised that in order to obtain mode spec if ic  time values, i t  was 
essential to include in the analysis extraneous fac to rs ,  such as 
d i f fe r e n t ia l  comfort le v e ls ,  as well as inherent d ifferences in tastes.  
These are extremely d i f f i c u l t  to quantify . In t u i t iv e ly ,  public  
transport is  "less comfortable" in i t s  broadest sense than p r iva te  
transport, la rg e ly  because i t  involves a number of journey stages of  
walking and waiting time. Therefore the number o f journey stages was 
considered to form a l in e a r  approximation to comfort le v e ls .  This  
assumption would not be v a l id  fo r  long distance t ra v e l .
In a s im ila r  vein , the Dover Harbour Board have conducted a survey on 
the value of time to c a r - fe r ry  passengers on Dover to Belgium services.
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In th is  case the respondents are asked to state th e ir  own time-cost
tra d e -o ff  pos ition . Passengers were asked to evaluate how much extra
they would be prepared to pay fo r  a fa s te r  service involving a one hour
saving on the 'normal' four hour journey. This non-mathematical
approach was also suggested a t  the Conference on Research in to  the
25value of Time by G, H o inv il le  and R. Berthoud o f social Community 
Planning Research who presented a paper: The Application of Survey 
Research in Deriving Values of Time Savings and Evaluating Community 
Preferences.
The authors emphasise th a t  in fe rr in g  preferences from ex is ting  behaviour 
patterns, fo r  example, the choice between private  and public transport  
can be misleading i f  th is  is the sole source o f  information. People 
who choose between public and pr iva te  transport may do so because of  
real differences in speed, comfort, and other factors o f d i re c t  
concern to planners; but there are also other in fluences:-
(1) Differences in perception
There may be in s u f f ic ie n t  knowledge of real d ifferences between 
a lte rn a t iv e s .  People may act on wrong or outdated information. Or they 
may be influenced by a whole range o f other in tangib le  q u a l i t ie s ,  i . e .  
image differences between the products. The perception of distance  
may be p a r t ic u la r ly  var iab le .
(2) Subsidiary and complementary choice s itu a tions .
For example a t ra v e l le r  may choose to use a car on a long distance journey  
such as a holiday merely to be able to use the car a t  the des tina tion .
Or he may choose a car fo r  a local t r ip  in order to combine other needs 
(such as dropping o f f  a passenger elsewhere). In both cases he may 
appear to place comfort over speed but th is  need not r e f le c t  his true  
preference,
(3) A v a i la b i l i t y  and the buying s itu a t io n .
The psychological and physical ease of choosing a l te rn a t iv e s .  This 
might re fe r  to the actual and perceived supply o f  trave l products, and 
fo r  example the factors  influencing holidaymakers to make th e ir  own 
trave l arrangements, or r e ly  on package tour arrangements.
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(4) Loyalty and hab it.
This fac to r  can produce apparently i r ra t io n a l  choices. Loyalty fo r  
example to a p a r t ic u la r  tour operator or to p rivate  transport when 
a s im ila r  holiday may be undertaken more cheaply by buying from 
another f irm , or taking an inclusive tour arrangement.
Choices vary by nature, between those t ra v e l le rs  guided by real 
differences between a lte rn a t ives  and those whose choices are random.
The use of mathematical models, to analyse complex patterns of travel  
behaviour assists in the id e n t i f ic a t io n  o f  the r e la t iv e  weights of 
importance to attach to the factors  tha t determine tha t behaviour.
But H o in v il le  and Berthoud emphasise tha t they cannot recognise u n fu l f i l le d  
preferences and can only go a l i t t l e  way toward representing the 
f u l l  complexities of the choice made by the in d iv id u a l.  A spec if ic  
probing of preferences and values by d ire c t  interviewing methods is  
required
These approaches are ess en tia l ly  q u a l i ta t iv e  and cannot provide the 
data required to place values on time savings. The main l im ita t io n  
of a t t i tu d e  research (and th is  applies to the Dover Harbour Board Study) 
is whether people can respond in a serious and responsible way when 
removed from the pressure of a real behavioural-decision. One answer 
is to combine approaches and compare actual behaviour with the 
att itudes  towards the a lte rn a t iv e s ,  in order to study the t ra d e -o f f  
e f fe c t .  This can be achieved fo r  example by asking respondents to 
give a score to ind icate  how pleased they are with the speed 
of the journey, i t s  r e l i a b i l i t y ,  i t s  comfort. I f  people were 
generally  s a t is f ie d  with th e ir  mode, the level of s a t is fa c t io n  
with the various components would ind icate  an order of r e la t iv e  weight 
of importance. By seeing which d i f fe r e n t  'mixes' of a number of variab les  
provide equal sa t is fa c t io n  i t  is  possible to see how one aspect, such 
as a reduction in time -  is valued higher or lower than others. A 
major d i f f i c u l t y  is  the need to maintain s im p lic ity  fo r  the respondents 
and ye t to approach the complex r e a l i t y  o f a m ulti-choice s i tu a t io n .
Problems of analysis therefore remain, but research has emphasised 
th a t  conventional socio-economic indicators such as income, occupation,
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e t c . ,  cannot provide an adequate explanation of le isure  t r i p  generation, 
unless some account is  also made of the time ava ilab le  fo r  making such 
t r ip s .  There are important re lationsh ips to be explored between the 
length of paid holiday, modal choice, and the type of holiday trave l  
organisation.
A tt itude  Research
The necessity to include a t t i tu d in a l  data in research into to u r is t  "
p c  n - j
travel was indicated by Lansing and Blood, and Goffe . An example
28of a new approach to th is  problem is  given from the work of G.E. Levers. 
He suggests that the d i f fe r e n t  needs o f  a l l  holiday party members are  
taken into account even i f  only in an im p l ic i t  and subconscious manner. 
The holiday choice therefore is  as an optimum balance between varying 
in terests  and in the process mental trad e -o ffs  occur. In appraising  
possible destinations, Levers suggests th a t  holidaymakers, " f a l l  back 
on th e ir  most basic impressions. These then serve as a context in  
which specific  choices (which inclusive tour, which hote l,  which time 
of year?) can be resolved."
Levers sought to provide fo r  one country, or region w ith in  a country, 
a d e f in it io n  of those other to u r is t  countries with which i t  is  in d ire c t  
competion, and the ways in which i t  is  be,ing perceptually grouped w ith ,  
or distinguished from competitors. Destinations may then rea lig n  th e ir  
advertised image, so as to accord with the perceptions of those to u r is ts  
i t  is attempting to a t t r a c t ,  or to emphasise i ts  possession of those 
a t tr ib u te s  which they are seeking. This should help to maximise the 
country's appeal, while recognising tha t  i t s  image may change over time. 
In add it ion , Levers argued th a t  th is  technique can be used to measure 
advertis ing e ffectiveness, by studying the country's image p r io r  to 
and a f te r  advertis ing campaigns.
The technique is a form of m u lt i -v a r ia te  analysis which seeks to o f fs e t  
the reluctance to accept q u a l i ta t iv e  a t t i tu d e  studies based upon group 
discussions, interviews and other techniques.
Respondents were asked to indicate ways in which in groups of three  
countries, two are alike|and one is d i f fe r e n t .  This yielded a b ipo lar  
d is t in c t io n ,  techn ica lly  called a construct. The respondent was asked
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to c la s s ify  a l l  the countries according to the constructs he produced. 
The analysis sought to measure the conceptual distance between each 
country. This was defined as the number o f times they are c la s s if ie d  
apart, divided by the to ta l number o f  times they are compared. A matrix  
was then prepared showing the 1 d istance' between a l l  pairs of countries  
in the series , which can then be clustered in sets according to th e ir  
levels of s im i la r i ty .  F in a l ly ,  the characteris t ics  d i f fe re n t ia t in g  
the sets were id e n t if ie d  together with the varying p ro f i le s  of those 
groups o f people who make d i f fe r e n t  kinds of d is t inc tions  between the 
sets of countries.
The technique was used to attempt to id e n t i fy  those factors influencing  
the choice o f countries in the Mediterranean area made by B r i t is h  
holidaymakers. L im itations on the analysis were set, however, by not 
d if fe re n t ia t in g  between winter and summer holidays and by the number 
of destination countries.
The simplest contrast of conceptual distance can be presented in matrix  
form by noting the number o f times two countries are a t  the opposite 
end of a construct. Thus a large number indicates distance or 
d is s im ila r i ty  and a small number indicates closeness or s im i la r i ty .
Three dominant factors described the range o f constructs. The f i r s t  
fac to r  named popularity  had a t  i t s  popular end, France, Spain, I t a ly  
and Portugal and a t  i t s  negative end Yugoslavia, Greece, Turkey and 
Tunisia. The second fac to r  , cu ltu ra l strangeness, discriminated Turkey 
and Tunisia p o s it iv e ly  from the other countries and the th ird  fa c to r ,  
economic development, discriminated France and I t a l y  from the re s t .
The constructs were presented a t  primary and secondary levels  of  
association and included a number of a t t i tu d es  re la ted  to transport  
and the type of trave l organisation chosen. The most useful information  
depended on is o la t in g  sub-groups of the to ta l  population most l i k e ly  
to travel abroad and therefore major behavioural determinants re la ted  
to the choice of mode of transport or means of accommodation can 
provide a fu r th e r  refinement of the model.
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The influence of perceptional var ia t ion s  in the a t t i tu d e  o f holidaymakers
29was also revealed in work by M. Pery and D. Iz ra e t  . The findings  
and analysis of th e ir  study revealed that potentia l t ra v e l le rs  have a 
"psychological map" in th e ir  minds by which they evaluate t ra v e l l in g  
destinations. This "map" indicates the perceived major a t tr ib u te s  
of each destination and the preference fo r  each fea tu re .
H is torica l Research
Apart from forecasts based on chronological data, studies can also be
based on sample household trave l surveys which ask respondents to
30reconstruct th e ir  holiday h is tory . M.F. Deburge has i l lu s t r a te d
how transfers in choice can be represented on a m atrix , and attempts
made to ascertain by which laws they are governed. P. Handley and 
31R. Heape have also sought to analyse holiday behavioural patterns  
from data on previous holiday purchases which could be used to provide 
a basis fo r  the forecast of fu r tu re  travel demand. Their research 
was based on the 1970 B r it ish  National Travel Survey.
In Deburge's study a tab le  was constructed i l lu s t r a t in g  the holiday  
habits of the population during previous years, re la ted  to types of  
holiday or modes of holiday transport used in the base year. On the 
f i r s t  l in e  of the tab le  was noted the number o f touris ts  who in 1960 
used mode A, mode B, mode C, e t c . . .  On each of the following l ines  
of the table  were noted the number of to u r is ts ,  who in 1970, adopted 
th is  mode. For example, on l in e  A, there are f i r s t  of a l l ,  the persons 
who in 1960 and 1970 adopted the same type of holidays (mode A ), next 
come those who from 1960 to 1970, have gone from mode B to mode A, then 
those who passed from mode C to mode A and so fo r th .  The probable 
transfers from 1970 to 1980 are then constructed in a second m atrix .
Handley and Heape claim tha t  studies o f  previous holiday purchasing 
patterns avoid erroneous conclusions based on unsubstantiated theories  
or plain guesswork. Three main aspects o f behavioural patterns are  
investigated. F i r s t ly  market pen etra t ion :-  the proportion of the 
population that tra ve lled  abroad in the study year, the proportion of  
the population tha t  has never tra v e lle d  abroad, and the ac t ive  ex is tin g  
market size fo r  each of the various holiday types. Secondly the leve l  
of purchasing frequency by type of holiday. Is th is  level increasing
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or decreasing? What has been i t s  contribution to market growth? How 
does i t  d i f f e r  between d i f fe re n t  segments of the population? Th ird ly  
brand switching. The aim was to develop a brand switching model of  
the B r it ish  holiday market which could be fed assumptions of fu ture  
behaviour and would then predict fu ture  volume of holiday taking abroad. 
The findings of th is  analysis are discussed in d e ta i l  in Chapter IV v.
-173-
1. Clawson, M., and Knetsch, J . L. , ‘Economics of Outdoor Recreation, 
John Hopkins Press, Baltimore. 1966.
2. Burton T.L. Experiments in ' Recreation Research, Urban and Regional 
Studies, No 2, Un ivers ity  of Birmingham 1971.
3. R e i l le y ,  W .J ., The Law of Reta il G rav ita t io n , New York, 1931
4. S touffer, S .,  Intervening Opportunities, A Theory Relating M ob ility  
and D i stance ,v  Amen ca n ' Socio 1 og i ca 1 Re vi ew, Vol. 5, 1940, p .846.
5. E l l i s ,  J .B . , and Van Doren, C .S .,  A comparative Evaluation of
Gravity and Systems Theory Models fo r  Statewide Recreational T r a f f ic
Flows, Journal of Regional Science, Vol. 6, No 2, 1966.
6. Thompson, B., Recreational Trave l, A Review and P i lo t  Study, T r a f f ic
Q uarterly , Vol 21, pp 527-542.
7. Wolfe, R . I . ,  Vacation Homes and the Gravity Model, E k is t ic s , Vol 
29, No 174, 1970, pp 352-353.
8. Gordon, I .R .  and Edwards, S .L . ,  Holiday Trip  Generation, Journal 
of Transport Economics and P o licy , Vol V I I I ,  No 2, May 1973.
9. Kates, Peat, Mawick and Co. L td . ,  The Economic Significance of Travel 
in Canada, Canadian Touris t Association, 1969
10. Wolfe, R . I . ,  A Tentative Procedure fo r  Estimating Recreational 
Highway T r a f f ic ,  T ra f f ic  Q uarterly . Vol 23, 1969, pp 105-121.
11. D u f fe l l ,  J .R . ,  and Peters, C.M., Recreational Travel in Rural and 
Urban Areas, 2 .Hertfordshire Countryside Survey, T r a f f ic  Engineering 
and Control, May 1971, pp 31-35.
12. Whitehead, J . I . ,  Road T ra f f ic  Growth and Capacity in a Holiday 
D is t r ic t ,  Proceedings of the In s t i tu te  o f C iv i l  Engineers, Vol XXX, 
March 1965, pp 589-608.
-174-
13. Crampon, L .O ., A New Technique to Analyse Tourist Markets, Journal 
of Marketing, Vol. 30.., 1966, pp 27-31.
14. W il l ia m s , .A .V . , and Zelinsky, W., On some Patterns in In ternationa l  
Tourist Flows, Economic Geography, 1970, pp 549-567.
15. Road Research Laboratory, I t a l ia n  Auto strada Study, in Papers
and Proceedings of a Conference on Research into the Value of Time, 
Department o f the Environment, Time Research Note, No. 16,
London July 1970. .
16. Markovic, S .,  and Unkovic, S .,  Theoretical Aspects of Destination
Research and th e ir  Application in the Given Case of Market Research
in Yugoslavia, Paper presented a t  a seminar on Research and the
Travel and Tourism Market, ESOMAR Yugoslavia, 1972.
17. B r it ish  Travel Association /University  of Keele, P i lo t  National 
Recreation Survey, Report No 1, B .T .A ., London, 1967.
18. Burton, T . L . , o p . c i t . , 1971.
19. Maw, R., Construction of a Leisure Model, E k is t ie s , Vol 31, No 18, 
1971, pp 230-238.
20. Department of the Environment, Papers and Proceedings of a Conference
on Research into the Value o f Time, D. o f E. Time Research Note,
No 16, London July 1970.
21. B r it ish  Road Federation, Roads and Tourism, B.R.F. London, 1970.
22. B r it ish  Road Federation ib id ,  p 12.
23. Mansfield, N.W., Recreational T r ip  Generation, Journal of 
Transport Economics and P o licy , Vol I I I ,  No 2 May 1969.
24. H a ll ,  R .D ., Aspects of the Solent Travel Survey, in Papers and
Proceedings of a Conference on Research into the Value of Time,
Department of the Environment, Time Research Note, No 15, July 1970.
-175-
25. H o in v il le ,  G ., and Benthoud, R..,» The Application of Survey Research
in Deriving Values of Time Savings and' Evaluating Community Preferences 
in Papers and Proceedings of a Conference on Research into  the 
Value of Time, Department of the Environment, Time Research Note,
No 16, July 1970.
26. Lansing, J .B . ,  and Blood, P .M ., The Changing Travel Market, Univers ity  
of Michigan, 1964,
27. Goffe, P . , Le Tourisme Vu Par Les Transports; Influence Du Tourisme
Sur Les Transports, Facultes U n ive rs ita ire s ,  Notre-Dame de la Paix-
Namur, 1971.
28. Levers, G.E., A Market Segmentation Analysis of Holiday Destinations,
Paper presented a t  a Seminar on Research and the Travel and Tourism
Market, ESOMAR, Yugoslavia, 1972.
29. Pery, M., and Iz ra e t ,  D ., The Psychological T rave ll in g  Map and
the Effectiveness of A ir l in e s  Advertis ing , Paper presented a t  a
Seminar on Research and the Travel and Tourism Market, ESOMAR, 
Yugoslavia, 1972.
30. Deburge, M .F . , How Can Market Research Help The Tourism and Travel 
Industry, Paper presented a t  a Seminar on Research and the Travel 
and Tourism Market, ESOMAR, Yugoslavia, 1972.
31. Handley, P . , and Heape, P . ,  Holiday Purchasing Patterns in the
United Kingdom -  A Sequential Segmentation, Paper presented a t
a Seminar on Research and the Travel and Tourism Market, ESOMAR? 
Yugoslavia, 1972.
-176-
I I  ix  The Methodology of Tourism arid Travel Forecasting 
Forecasting Tourist Travel
The methodology of travel forecasting employed in North American 
and B r it ish  studies, mainly o f recreational travel was outlined in 
part i i i  of th is  Chapter. In the f in a l  parts of th is  survey of re la ted  
research, an attempt w i l l  be,made to overview the technology of to u r is t  
forecasting , and to summarise the factors which are thought to influence  
holiday motoring.
The main functions of to u r is t  travel forecasts vary according to the 
requirements of the organisations which seek to predict fu tu re  trends.
They are used, fo r  example, to assess in fras tructu re  requirements (roads, 
amounts and types of fu ture  accommodation capacity, c a r r ie rs '  equipment 
and deployment). National Tourist Organisations seek, in add it ion ,  
to assess the holiday movements and expenditure, o f residents  
t ra v e l l in g  abroad and holiday v is i to r s .
The European Travel Commission^ has sponsored a seminar on forecasting  
to u r is t  movement, and a number o f the papers presented a t  th is  seminar 
are discussed in  the following paragraphs. The Commission came to the 
conclusion that intra-European to u rs i t  movement w i l l  increase a t  an 
annual average o f 12% to 1975, some two percent higher than the annual 
average increase expected fo r  North A t la n t ic  t r a f f i c .  A large share 
of the forecasting o f to u r is t  movement is  conducted by commercial in terests  
p a r t ic u la r ly  the a i r l in e s ,  and th is  was re f lec ted  in the papers presented. 
This p a r t ly  re f le c ts  the fear tha t  o f f i c ia l  forecasts could too often  
be misunderstood as expressions of po licy .
The E.T.C. study is rather more comprehensive than the e a r l ie r  work
2produced by I.U .O .T.O . , although the l a t t e r  did include short summaries 
of forecasting exercises conducted by the Boeing Company, the Port of 
New York Authority and the B r it ish  Touris t Authority .
Short term forecasts generally  range from one year to eighteen months, 
while medium term forecasts are made fo r  f iv e  and occasionally ten 
year periods. Short term studies can be based on simple checks on
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advance booking information, green cards or passport issues, and 
household surveys. But fo r  medium term forecasts , timerseries data 
and/or predictor variables are required fo r  the analysis. Predictor  
variables can be divided into two main groups:
a) Basic economic indices r equally important to motor-car manufacturers
and road constructors.
b) Factors specific  to holiday t ra v e l .
Increasingly, the medium term forecasts are also based on extensive, 
in-depth, household surveys using market research techniques.
Forecasts made by National Tourist Organisations may combine both 
approaches. The B r it ish  National Travel Surveys o f  holidays and 
holidaymakers is used in the production of medium term forecasts , but 
deta iled  short term forecasts have also been made from annual home 
holiday surveys. These surveys are timed to coincide with the period 
when respondents travel plans fo r  the next year are being formulated.
At the end of each year i t  is  possible to check the accuracy of th e ir  
predictions from the B r it ish  National Travel Survey and, in add ition ,  
to te s t  the v a l id i t y  of any ce ter is  paribus assumptions made in the 
forecast.
I t  must be emphasised tha t th is  study only seeks to forecast the 
demand fo r  holiday travel by p rivate  car. Business trave l forms a 
s ig n if ic a n t  proportion of the travel demand o f  the public transport  
operators, and th is  must be borne in mind when comparing forecasts made 
by a i r l in e s  and other organisations.
The aim of th is  study is to view the prospects fo r i  in ternationa l  
holiday motoring in the medium term range of forecasts. In add it ion ,  
an attempt w i l l  be made to predict the long term s itu a t io n . This is  
an even more complex and d i f f i c u l t  task, and because i t  has e s s e n t ia l ly  
depended upon opinions, has been termed futurology.
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Travel by public transport, is  invariab ly  a derived demand. Very few 
people, i f  any, trave l by a i r  purely fo r  i ts  own sake. On the other 
hand, some people do holiday by car because they enjoy motoring, and 
th is  must be re lated  to th e ir  private  ownership of the means of transport.  
Hence the popularity  of touring holidays by car. Nevertheless forecasts  
must r e f le c t  the derived nature of travel demand and set out to 
determine the primary in f lu e n c ."
3As C.W.G. Armstrong has noted in his paper on to u r is t  forecasting ,  
the major constraints are the a v a i l a b i l i t y ,  homogeneity, and r e l i a b i l i t y  
of s ta t is t ic a l  data. This varies from country to country, and depends 
p rim arily  on the impact that in ternational tourism has had on the 
economic and social l i f e  of the country.
"In p a r t ic u la r ,  the e f fe c t  has been that the dependent variables selected  
have to be too general; tha t the explanatory factors which can be selected  
are too few, and tend to be the same whatever the dependent va r ia b le .
Only variables as general as, size of population, and G.N.P. per capita  
provide a s u f f ic ie n t  time series , and more specific  explanatory factors  
have to be excluded."
Economic indicators such as G.N.P. only broadly r e f le c t  comparative 
wealth. Levels of disposable income bear a more d ire c t  re la t io n s h ip  to 
changes in travel demand, but are not re a d ily  a va ilab le .  In ternationa l  
comparisons of re la t iv e  wealth are also d i f f i c u l t ,  because G.N.P. in  
d o lla r  terms may be under or over valued. This s itu a tion  re f le c ts  the 
present complexity of in ternationa l monetary re la tionsh ips .
As s ta t is t ic s  common to both o r ig in  and destination countries are not 
a v a ila b le ,  i t  is not possible to analyse j o in t l y  the reception and 
generation of to u r is ts .  In any case th is  would be complicated since 
the generation of to u r is t  t r a f f i c  ess e n t ia l ly  depends upon socio­
economic fac to rs , while the d is tr ib u t io n  o f travel between countries  
is  the resu lt  of other fac to rs , notably the supply of trave l packages 
and re la ted  services which tend to d ire c t  t r a f f i c .
Research has therefore tended to concentrate on the demand fo r  to u r is t  
trave l in national markets, and sought to establish the re la t io n s h ip
between the main quan tif iab le  determinants of travel and the quantity  
purchased. Factors of time, cost, and income have figured prominently 
in analysis.
For commercial operators, the most basic consideration is the re la tionsh ip
between the price o f travel and the quantity  purchased. The price
e la s t ic i t y  o f  travel demand quantif ies  th is  re la t io n sh ip , and as noted
4
in the previous section, Clawson and Knetsch have developed the use 
of demand curves to predict the e ffec ts  of price changes on the market.
The income e la s t ic i t y  of trave l demand expresses the re la tionsh ip  
between the growth of income (espec ia lly  disposable income) and 
the growth of in ternationa l t ra v e l .  At 2 .5 ,  a 1% increase in income 
releases a 2.5% increase in the number of t r ip s .
Income e la s t ic i t y  varies g rea t ly  between income groups. Among developed 
countries, the growth in the propensity to travel by income groups over 
a number of years generally  emphasises the slowest growth ra te  among
the r iches t income groups and a higher growth ra te  among the middle
and lower income groups. Increased t r ip  taking by income groups 
depends on an increase in the population o f  the groups and more 
p a r t ic u la r ly  fo r  the middle and lower income groups, an increasing  
propensity to trave l re la ted  to improvements in personal income and 
therefore national economic expansion.
Once again analysis is  fru s tra ted  by data problems. The de ta i le d  
information required only arises from holiday trave l surveys such as 
the B.N.T.S. Unfortunately, the response ra te  fo r  completed 
questionnaires was only ju s t  over 60% to the question on household 
income in the 1970 survey. I t  is not possible to assess the overa ll  
v a l id i t y  of th is  incomplete sample.
Analysis of the price e la s t ic i t y  of holiday transport is complex because
the cost o f  transport is only one element of to ta l to u r is t  expenditure. 
Variations in the prices of other elements o f to ta l to u r is t  expenditure  
may have as much or more, influence on the pattern o f demand, as 
varia t ions in the cost of transport.
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There are l i k e ly  to be substantial varia t ions in the price e la s t ic i t y  
c o e f f ic ie n ts  fo r  d i f fe r e n t  types o f trave l in each sector of the 
to u r is t  travel market. Numerous studies have indicated tha t  holiday 
travel is more responsive (price  e la s t ic )  to fare  changes, than travel  
fo r  business purposes. I t  is also p lausible to expect th a t  long 
distance t ra v e l le rs  w i l l  have a higher transport price e la s t ic i t y  
than those t ra v e l l in g  shorter distances, because transport costs represent  
a high proportion of the to ta l outlay o f t ra v e l le rs  in th is  former 
group. In these circumstances i t  is  reasonable to expect tha t reductions 
in fare  levels  w i l l  produce a greater proportionate increase in  travel  
than would occur on shorter routes.
H.P. Gray has emphasised the importance o f discovering the price and 
income e la s t ic i t ie s  of trave l demand. Coeffic ients  calculated by 
regression analysis can be included in forecasts , fo r  so long as the 
e la s t ic i t ie s  exceed un ity ,  expansion of the trave l market is probable.
Gray's work was designed to f i l l  a gap in the study of balance of 
payments, by emphasising the in v is ib le  categories of in te rnationa l  
travel and trade. Sections of the study are devoted to the implications  
of tourism fo r  economic development, and in ternationa l passenger 
transport.
A major in te re s t  of the study is the analysis of ra te  of exchange 
variab les . Gray argues th a t ,  " . . .p r ic e s  are seldom known in advance 
by t ra v e l le rs  so tha t  the price  level foreseen by the po ten tia l  
t r a v e l le r  w i l l  depend predominantly upon the ra te  of exchange of his 
domestic currency and hearsay evidence. Thus, while the influence  
of the price var iab le  is  undoubtedly complex, the ra te  of exchange can 
be expected to be a prime ind ication  o f expected p r ic e s . . .  fo r  many 
t ra v e l le rs  there is  a high degree of substitu tion  among countries ,  
so that higher than expected prices in one country may re s u lt  in a 
change o f  destination , ra ther  than in a decision to forego overseas 
t ra v e l"
Gray c ite s  the example o f the United Kingdom where currency re s tr ic t io n s  
(1967) and the devaluation of s te r l in g  (1968) were applied in response
to economic c r is is .  S terling  countries such as Ire land gained v is i to rs  
through a substitu tion  e f fe c t ,  and s im ila r ly  Spain which devalued pro 
rata  with s te r l in g ,  but B r it is h  v is i to rs  declined markedly in I t a l y  
and Switzerland. I t  is  v i t a l  to remember the time-lag e f fe c t  of these 
measures. The e ffec ts  on private  motoring holidays can be most 
marked as l i t t l e  i f  any of travel expenses can be pre-paid to 
national ca rr ie rs  except to fe r ry  operators. The e ffec ts  may include 
holiday postponement, a modal switch to public transport, a reduction  
in the length of holidays and distance t ra v e l le d ,  or a destination  switch.
As Gray notes, however, the influence of transport costs, and charges 
in domestic price  levels  la rg e ly  defy inclusion in analyses based on 
aggregative data. Moreover, many trave l patterns show ch a rac te r is t ics  
explainable only by changes in the tastes o f the t ra v e l l in g  public .
F in a l ly  Gray emphasises tha t a considerable proportion of short-haul 
in ternationa l transport expenses are l ik e ly  to be recorded in the 
travel (expenditure abroad), account of the balance of payments, 
rather than in the transport account. "This w i l l  apply almost 
without exception when private  automotive transportation is used".'7 
As a consequence, in terms of the in v is ib les  in the balance of payments 
accounts, Gray concentrates his analysis on public passenger transport,  
and in p a r t ic u la r  the a i r l in e s .
The supply of transport and travel services must also be accounted fo r .
The costs o f  t r a v e l , and the level o f services provided by each mode 
of transport are determined by a wide range of fac to rs . The r e la t iv e  
portions o f  the modes of t ra v e l ,  ten or more years from now w i l l  be 
la rg e ly  determined by policy decisions already made, or now in the 
process o f being made. To some extent, consumer tastes and preferences 
w il l  help to d ic ta te  fu tu re  trends, but these factors are conditioned  
by technical developments, cap ita l investments and decisions made about 
what consumers may requ ire . Policy decisions on road programmes or 
a i r c r a f t  investment, or even the social costs o f p rivate  motoring w i l l  
grea tly  a f fe c t  fu tu re  travel demand. Exogeneous factors such as costs 
of vehicle purchase and operation may also s h i f t  d ram atica lly .
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Costs of transport w i l l  continue to vary between modes of transport  
and r e la t iv e  price d i f f e r e n t ia ls  w i l l  stimulate on discourage demand.
To accurately predict the e f fe c ts  o f changes in price i t  is  necessary 
to study the combined e ffec ts  th a t  each charge produces throughout 
the system. Relative cost comparisons a t  a point in time can be based 
on simple o r ig in  r- destination studies, but are complicated by the 
varying costs of car ownership and use in each country r e la t iv e  to 
other costs, consumer valuation of the d i f fe r e n t  modes o f  transport  
and the cost structures employed in public transport services and holiday  
tour operation.
For holiday motoring the car owners concept of his travel costs is  v i t a l .  
Related research has indicated that normally motorists only take account 
of the d ire c t  costs of t ra v e l ,  and therefore i t  is  important to 
pred ict these costs. Table I 8. i l lu s t r a te d  tha t the price index fo r  
the running cost of motor vehicles has risen more rap id ly  than the 
index fo r  the prices o f new and second hand cars , and to ta l expenditure  
on a l l  goods and services in Great B r i ta in .
I f  the present cost re lationships between the modes of holiday transport  
hold constant, fu ture  increases in the use of p rivate  cars should mainly 
be a function of increasing car ownership, p a r t ic u la r ly  over the shorter  
distances o f  domestic and continental t ra v e l ,  and fo r  journeys and 
destinations to which the public transport operators cannot re a d i ly  
compete.
Forecasting of in ternationa l holiday motoring must take account o f both 
the supply of travel products (car ownership and re la ted  public transport  
services) overa ll holiday travel demand, and the re la tionsh ip  between 
car ownership and holiday t ra v e l .  The methodology of car ownership 
forecasting is discussed la te r  in th is  section. Forecasting holiday  
travel demand is more complex because i t  has become apparent from the 
studies outlined early  in th is  chapter, tha t not a l l  the fac tors  influencing  
th is  travel demand can be d ir e c t ly  quan tif ied . Fashions and tastes  
can change and there are the complications o f budgeting decisions, fam ily  
t ie s ,  preferences and perceptions and the influence of trave l marketing 
and advertis ing.
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The nearest one can approach th is  problem with present data sources 
is to attempt to recognise behavioural groups of t ra v e l le rs  based on
o
1 i fe -c y c le  stages. B. Helm in his paper presented a t  the seminar 
on forecasting to u r is t  movement emphasised the need to equate patterns  
of domestic recreation and to u r is t  travel in order to comprehend more 
f u l l y  the behaviour groups which generally  conform to p a r t ic u la r  
market segments. In order to f a c i l i t a t e  forecasts of the growth of 
in ternational holiday motoring i t  w i l l  be necessary to is o la te  
behavioural groups and determine th e ir  conmitment to d i f fe r e n t  modes 
of holiday transport. This must include analysis of the h istory of  
previous purchasing behaviour.
There are three principal methods of forecasting which have been 
applied to tourism:-
Trend Analysis. Simple extension o f h is to r ic  trends. This is  
bas ica lly  an extrapolation procedure, involving a v a r ie ty  of  
techniques to smooth out the seasonal and year to year varia t ions  
in the data. Such techniques as moving averages, and exponential 
smoothing may be used. Percentage increases from one year to another 
are calculated and the median percentage increase is taken. (The 
median is the middle value of the data arranged in order o f magnitude). 
This gives an average percentage increase which can be applied  
to the base year from which the fo recast is  being made, and then 
to each fu tu re  year in succession.
Time-Series Analysis. The extension of h is to r ic  trends is  a t  
best a short-term forecast, fo r  i t  cannot predict secular trends, 
and merely smoothes the seasonal component in the data. Time-Series 
Analysis involves the app lication  of mathematical and s t a t is t ic a l  
techniques as the basis o f extrapo la tion . In i ts  simplest form, 
th is  may involve f i t t i n g  a s tra ig h t  l in e  trend to the data by means 
of least squares regression which plots the data against time.
Seasonal and residual varia t ions should also be considered. Data 
can then be substituted into the regression equation, or the slope 
of the l in e  extended, giving a l in e a r  ex trapo la tio n , and by 
m ultip ly ing th is  by the seasonal fa c to r ,  i t  is possible to ca lcu la te  
the margins of e rro r ,  w ith in  which the fo recast values should f a l l .
Regression analysis depends ess en tia l ly  on a d is t in c t  l in e a r  
re la tionsh ip  between the dependent and independent variab les .
The re la tionsh ip  between, data such as to u r is t  a r r iv a ls  p lotted  
against time may show a l in e a r  re la tionsh ip  (using some suitab le  
transformation such as logarithm s), but th is  is  ess en tia lly  
a s im plif ied  s itu a tio n . Sophisticated tim e-series analysis such 
as the lo g is t ic  curve attempt to predict non-linear changes over 
time.
Econometric Model Building. In order to move nearer to r e a l i t y  
i t  is obvious tha t many factors other than time must be considered. 
The decision to travel is  compounded o f  many fac to rs ,  although 
even in the most sophisticated model, account can only be taken 
of a few. This normally involves m ultip le  regression, in which 
the dependent var iab le  is estimated from two, three or more 
independent variab les . The main ju s t i f ic a t io n ,  being the 
appearance of higher co e ff ic ien ts  o f  determination and c o rre la t io n .  
The greater the va r ia t io n  of the dependent variab le  (e .g . to u r is t  
a r r iv a ls )  which the regression equation can exp la in , the more 
re l ia b le  w i l l  be the predictions and estimates based upon th is  
model.
Forecasts are based on the hypothesis tha t  levels  of a c t i v i t y  have
been in the past, or are a p r io r i ,  dependent upon a variab le  which
can be more eas ily  or accurately forecast. This re f le c ts  an attempt
to understand the forces underlying changes in levels  of to u r is t  a c t iv i t y .
The assumption of the continuation of past trends s t i l l  holds but in
th is  case re fers  to the causal factors . This methodology was employed
9in the O.R.R.R.C. study report number 23 .
Past trends in a causal var iab le  are re la ted  to to u r is t  v is i ts  to 
establish a co rre la t io n . "Extrapolations are then made fo r  the causal 
fa c to r ,  and the derived forecast value fo r  i t ,  a t  the desired fu tu re  
date, is m u lt ip lied  by the corre la t ion  value determined a t  the base 
date to give a forecast of levels  of recreation  a c t iv i t y  a t  the desired  
future d a te " ^ .
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Burton notes tha t  i f  the income e la s t ic i t y  fo r  a p a r t ic u la r  recreational 
a c t iv i t y  is found to be 1.5 ( i . e .  recreation a c t iv i t y  r ises 1.5% fo r  
every 1% r is e  in income), , then the extrapolated level of income fo r  
the forecast year, is m u ltip lied  by 1.5 to give a forecast o f the 
level of recreation a c t iv i t y  in that year.
The Port of New York A u th o r ity ^  a i r  travel forecasts were based on 
econometric analysis but in addition sought to iso la te  the types of 
socio-economic behavioural groups mentioned e a r l ie r .  Market analysis  
indicated div is ions into ' f l i e r s '  and 'n o n - f l ie rs '  and forecasts were 
based on chnges in the composition and numbers of these groups and the 
rate  of transmigration from the 'n o n - f l ie rs '  to ' f l i e r s '  category.
Trend and tim e-series analysis are most e f fe c t iv e  when a s u f f ic ie n t  
h is to r ica l series of data is  ava ilab le  and when these do not include 
e r ra t ic  or unre liab le  components, or where the method of data co llec t io n  
has a lte re d . Above a l l ,  they depend on the assumption tha t  present 
growth factors w i l l  continue to be the most important in the fu tu re  
and that long term development w i l l  fo llow  a l ineartrend . I t  is 
v i r tu a l ly  impossible to pred ic t in the face of major changes, or 
the development o f new influences. For pr iva te  motoring trave l th is  
would include the impact of the Channel Tunnel, among the more general 
extraneous factors such as foreign currency re s tr ic t io n s ,  and devaluations.
The more mathematically sophisticated the econometric model, the more
d i f f i c u l t  i t  is  to include i l l -d e f in e d  but re levant fac to rs .  Charles 
12Barnard in his paper on the B r it is h  Tourist A u tho rity 's  method of  
forecasting stated that econometric models had not been as successful 
as the extension of h is to r ica l  trends.
13Econometric forecasts were produced fo r  the B.T.A. by C. Le ices ter ,  
separately fo r  v is i to r  t r a f f i c  and th e ir  expenditure. This separation  
was necessary because the influencing factors vary. For example, as 
v is ito rs  increased in number, average expenditure declined, possibly  
because of a decline in the average length of stay. The increase in  
to ta l expenditure was dependent upon increases in a r r iv a ls  in excess 
of the decline in average expenditure. Leicester also recognised that  
causal factors vary fo r  business and holiday t ra v e l .
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The main arguments in favour o f the use of the mathematical model was 
that i t  gave a better insight into the determinants of the changes in 
the variables analysed. A lte rnative  assumptions could be made about 
the future course of these determinants and fo r  each assumption, the 
future re s u lt  corresponding to i t  could be calculated. In addition  
econometric analysis was thought to be more l ik e ly  to be able to 
predict down-turns in the market than extrapolation methods.
The main variables included in the model were:-
V = V is i to r  a r r iv a l  data by purpose of v i s i t .
N = Mid-year population. Leicester hypothesised that generally  the
larger the population, the larger the number of v is i to rs  generated. 
This, however, requires some refinement to r e f le c t  re la t iv e  leve ls  
of wealth. I t  is also important to know i f  the generation of 
v is i to r  t r a f f i c  increases a t  the same ra te  as population increases 
Age breakdowns were not included because of the complexity o f  
handling th is  data.
P = Retail price index in generating countries. This was considered
to r e f le c t  comparative levels of purchasing power. R e la tive  levels  
of in f la t io n  and currency exchange rates were also thought to be 
s ig n if ic a n t  a t  the point of decision on travel destination but 
were not factored into the analysis.
Z = Economic Distance. Costs of fares to the United Kingdom. These 
can be calculated from Air and Shipping Guides, but there are a 
number of d i f f i c u l t i e s  p a r t ic u la r ly  the need to assume that  
t ra v e l le rs  from a certa in  country have made the f in a l  leg o f  
th e ir  journey to the U.K. from that country. Leicester combined 
the sea and a i r  fares and weighted them by the proportion of 
t ra v e l le rs  a rr iv in g  by each mode to ca lcu la te  the average costs 
of t ra v e l l in g  to Great B r i ta in .
Y = National Income per head. Leicester recognised that th is  was
a crude aggregate measure . He would have prefered to use 
disposable income and to ind icate the income d is tr ib u t io n  among 
the population.
I t  was not possible to fac to r  in d i re c t ly  into the analysis influences  
such as social and national t ie s  between Great B rita in  and the generating
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countries, but in the regression analysis , the data was based to 
give more weight to travel generation from the English speaking 
countries. Travel promotion expenditure was not included. Leicester  
hypothesised tha t  th is  would normally corre la te  with income in the 
generating countries or levels  of previous v is i to r  a r r iv a ls  and 
expenditure. I f  i t  were not correlated with these and other 
variab les , i t  could lead to a substantial residual e rror.
A cross-section analysis of data fo r 1965 was studied because there  
were found to be functional re lationships between the independent 
variab les , a  condition of m u l t ic o l l in e a r i ty .  Specific  factors  
influencing the s itu a tion  in 1965 would therefore have affected the 
results  and Barrard has emphasised the need fo r  a d iary  of events 
in order to study the lagged e ffec ts  of fa re  changes, currency 
res tr ic t io n s  etc.
The specific  form of the model took a logarithmic form:- 
V = ao Nb Yc Pd Ze a-j a^ a^ a5
bed and e are the regression coe ff ic ien ts  of the main variab les , ao is  
the constant fo r  a l l  countries and a-j - a5 are dummy variab les , each 
one belonging to a country considered untypical among the twenty-two 
analysed.
Leicester found the price index variab le  to be in s ig n if ic a n t .  Both 
population and income were found to exert a positive impact on v is i to r  
a r r iv a ls .  A 1% increase in population increased v is i to rs  by 0.6% and 
a 1% increase in income increased t r a f f i c  by 1.5%. The e f fe c t  o f the 
distance-cost variab le  was, however, found to be negative suggesting 
that reductions in fares would ac tu a lly  reduce t r a f f i c .  Despite th is  
obvious i l l o g i c a l i t y  and the general lack o f success of the forecasts  
based on the analysis, the general f i t  o f the model was very high 
(R = 0 .98 ) .
14C.W.G. Armstrong has also developed an econometric model fo r  to u r is t  
forecasting, to act as a background fo r  more detailed studies which 
require a forecasting input. The model is based on a r r iv a l  data and 
seeks to estimate the size and d irec t ion  of flows o f in te rn ationa l
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touris ts  between a number of major to u r is t  generating and reception  
countries.
A cross-section analysis was again chosen using a logarithmic form 
of re la tionsh ip  between the variab les. This model does not permit 
a trend to be observed, but s p e c if ic a l ly  includes a large number of  
variab les. The pattern o f generation and a r r iv a l  o f  to u r is ts  fo r  
several d i f fe re n t  countries can be analysed by means of a single  
equation. The analysis also serves to indicate the relevance o f  the 
variables used in chronological studies. The independent variables  
included in the analysis were:
Pi: Population of country i (generator). This could be adjusted fo r
car-ownership.
Gi: G .N .P ./capita
D ij :  The distance between generating country i and re c ip ie n t  country j .  
L i j :  A value given to the adjacency o f  f ro n t ie rs  and/or common language 
i f  any, between countries i and j .
Aj: A q u a l i ta t iv e  paramenter given to the to u r is t  appeal o f  country j .
Parameters representing the e la s t ic i t y  of to u r is t  flows r e la t iv e  to each 
of the independent variables were assigned as follows:  
a = E la s t ic i ty  of population variab le  
b = E la s t ic i ty  o f  GNP per capita variab le  
c = E la s t ic i ty  of distance variab le
d = E la s t ic i ty  of adjacency and/or common language var iab le
The parameters were estimated by the method of leas t  squres regression.
The model fo r  the number o f to u r is t  a r r iv a ls  recorded in country j
coming from country i i s : -  N i j  = Aj Pia Gib L i jc
Log N ij  = Log Aj + a log Pi + b log Gi + c log L i j
-  d log D ij
Separate equations were established with d i f fe re n t  parameters and 
d i f fe r e n t  variables corresponding to the d i f fe r e n t  rec ip ien t  countries.
By then assigning the explanatory variables with th e ir  expected values 
fo r  the forecast dates, the number of to u r is t  a r r iv a ls  by o r ig in  and 
destination fo r  those years can be obtained.
Significance tests can be applied to the dependent and independent 
variab les, and corre la t ion  co e ff ic ien ts  fo r  each of the dependent variables  
checked fo r  th e ir  s t a b i l i t y  by comparing them with those calculated fo r  
other years.
To v e r i fy  the forecasts, Armstrong has included a tim e-series analysis  
of the actual number o f touris ts  generated by each generating country 
as a function of i t s  population, G.N.P. per head, and average distance 
tra ve lled  abroad. Thus fo r  each country i ,  in year t :
N i*  = P i t 31 G i tbl D itdl 
The difference between th is  f igu re  and the main model's formulation of 
the to ta l d is tr ib u t io n  of touris ts  from a generating country is thought 
to re s u lt  from the double-counting of a r r iv a ls  of single v is i to rs  in 
d if fe re n t  countries. Coeffic ients o f the ra t io s  between to u r is t  a r r iv a ls  
and departures, were found to be s tab le , and were used as a te s t  to v e r i fy  
the forecasts.
Armstrong has predicted the average growth ra te  fo r  in ternationa l tourism 
to be 6.0% per annum from 1967 to 1975 and 5.5% per annum from 1967 to 
1980. S l ig h t ly  higher than I.U .O .T .O . estimates. Generally , Europe's 
share of to u r is t  t r a f f i c  was found to be e i th e r  s ta t ic  or dec lin ing.
Leicester's  study has emphasised, however, tha t sophisticated econometric 
models may only give as much insight into  the demand s itu a tio n  as t im e-series  
analysis adjusted by expert opinion and judgement. Mathematical analysis  
is fru s tra ted  by n o n -l in e a r it ie s  in the functional re la tionsh ip  of  
the dependent and independent variab les.
15Burton stresses tha t two c r i t i c a l  assumptions must be made. F i r s t l y ,  
that co-variable  factors are causal. The econometric model is e s s e n t ia l ly  
an hypothesis of the factors assumed to influence the dependent var iab le .  
There is no d ire c t  evidence to indicate the re la t iv e  importance of each 
assumed va r iab le . Secondly, i t  is  necessary to assume th a t  the co rre la t ion  
coe ff ic ien ts  fo r  the variables w i l l  remain constant. I t  is normally supposed 
that th is  assumption w i l l  prove s u f f ic ie n t ly  va lid  over short periods 
to make short to medium-term forecasts r e a l is t i c .  Armstrong hypothesised 
that coe ff ic ien ts  would remain constant to both the forecast dates of 1975 and 
1980. He regarded th is  supposition "confirmed" because"the resu lts
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obtained were not acceptable" when the co e ff ic ien ts  were varied. The
O.R.R.R.C. projections have been tested on th is  basis against la te r  
16studies amd i t  was found th a t  even over short periods the corre la t ion  
co e ff ic ien ts  between selected a c t iv i t ie s  and presumed causal variables  
were not necessarily stable. I t  is  hoped th a t  the parameters are 
more stable fo r  the analysis of in ternational to u r is t  t ra v e l .
The ra t io  of actual v is i to rs  to estimated v is i to rs  should ind icate  the
17level of residual erro r  in the econometric ana lys is . L .J . Crampon 
has suggested that deviations from 1.0 r e f le c t  e f fe c t iv e  or in e f fe c t iv e  
promotional work, but in the present stage o f development of forecasting  
techniques, such broad conclusions lack rigorous support.
The l im ited  success of mathematical models to predict to u r is t  flows is  
to some extent a t tr ib u ta b le  to the industry ’ s r e la t iv e ly  short h istory . 
and the inadequacy and u n r e l ia b i l i t y  of data. Predictions of v is i to r  
t r a f f i c  fo r  countries with poor to u r is t  data are even more problematic. 
Moreover, fo r  Le icester 's  model, i t  would be naive to expect a global 
equation to work s a t is fa c to r i ly  as a general model or to produce equally  
va lid  results  fo r  a l l  countries. Touris t  travel is  too strongly patterned  
and directed between the generating and reception countries. The . 
sophistication of the econometric model la rg e ly  depends on the number 
and q u a lity  of variables ava ilab le  fo r  analysis. Unfortunately  
as Armstrong notes, " . . t o  obtain data o f the extent and q u a li ty  necessary 
fo r  a t ru ly  m u lt i-  national model would require many more deta iled  
surveys, aimed s p e c if ic a l ly  a t  to u r is t  behaviour, than are curren tly  
being conducted.
Econometric forecasts should therefore . be more successful in  
countries which conduct household trave l surveys and where forecasts of 
the independent variables have been made; a lb e i t  fo r  other purposes.
In order to consider forecasting on an intra-European basis, access is  
required to in ternational s ta t is t ic a l  series. These might include the 
United Nations Yearbooks^, and the various publications o f the O .E .C .D .^  
Their main s ta t is t ic a l  publications include: Main Economic In d ic a to rs , 
Manpower S ta t is t ic s  and S ta t is t ic s  o f  National Accounts. Reports also  
appear regu lar ly  on a national basis. In add it ion , since 1965, the "O.E.C.D. 
Observer" has published annually a compact b u l le t in  of socio-economic
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s ta t is t ic s ,  supplied by the S ta t is t ic s  and National Accounts Branch of 
the O.E.C.D. This includes, in t e r - a l ia ,  series on; population, population 
density, migration, main employment categories, G.N.P., p r iva te  consumption 
expenditure, imports, exports, foreign tourism, higher education, and 
passenger car ownership.
Forecasting car ownership
The car owning population of a country forms the potential holiday 
motoring market, and the present and future proportion o f owners, 
t ra v e l l in g  abroad with th e i r  cars, forms the basis for the fo recast of  
in ternational holiday motoring. I t  is  therefore necessary to 
consider both the influences on motorists encouraging them to holiday  
abroad with th e ir  cars, and the factors influencing the overa ll  
ownership and use of cars. These factors overlap in many instances.
I t  is not intended to explore in d e ta i l  a l l  the various techniques that  
have been applied to the analysis o f  car ownership, but rather to indicate  
the types of analysis tha t have been undertaken, and the range of 
factors that can be taken into account. The technique o f lo g is t ic  curve 
trend ex trapo la tion , to be used in th is  study, is outlined and discussed 
in some d e t a i l .
20P.G. Forsch has suggested tha t in Germany in the period 1955 to 
1965, the growth of car ownership was very s im ila r  to tha t in Sweden 
between 1950 and 1960. He therefore assumed Sweden to be about f iv e  
years ahead of Germany in car ownership and German car ownership could 
then be forecast by applying the growth ra te  applicable in Sweden but 
social and economic conditions are very d i f fe re n t  in a l l  countries and 
many factors must be considered as the determinants o f  car ownership.
I t  is  f a r  from safe to assume that the development of a less advanced 
market w i l l  fo llow  the growth pattern of a more mature market. Detailed  
analysis of trends in individual countries in Western Europe have shown, 
however that in the short run (periods o f about 12 months) there is  no 
re la t io n  between changes in income levels  (even with su itab le  lags) and 
changes in car ownership leve ls .
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Table I I  19 indicates tha t the growth in car-ownership in re la t io n
to the growth in GNP in the year 1969/70 bore l i t t l e  connection to
the re la tionsh ip  between these indices fo r  the period 1963/70. "In
the short run, demand fo r  cars has been found to be g rea t ly  influenced
by public estimate o f fu ture economic trends, e.g . levels of
unemployment, ra ther than income leve ls . In the longer run, income
is more important, but here factors such as a v a i la b i l i t y  of public
transport, population density, car stock, and regional a tt i tu d es  are
22more or equally important" In the United Kingdom, fo r  example 
"distance north" has been found to be one o f the most important 
determinents of car-ownership levels" ("Distance north": A ten
kilometre u n it ,  based on the national grid and l in e a r ly  re la ted  to 
degrees of la t i tu d e )
23J.C. Tanner has estimated that only about h a lf  o f the recent 
h is to r ica l growth of car ownership in Great B r ita in  can be explained  
by a simple corre la t ion  between income and ownership.
24In order to explain car purchases f u l l y  Rhys considers tha t account 
must be taken of a l l  of the following fa c to rs :-
1) Family disposable income
2) Relative prices
3) The stock o f cars
4) The number of households.
5) "Creation" of demand through the introduction of new models
6) Relative growth rates of rural and urban population
7) A v a i la b i l i t y  of a lte rn a t iv e  means of transport
8) Trends in road and town planning and construction
9) T r a f f ic  le g is la t io n
10) Society's a t t i tu d e  to the car
11) Congestion
12) Scrappage ra te
13) Credit conditions
The forecasts of car ownership in th is  study w i l l  concentrate on those
countries with a mature ownership market, i . e .  in those countries where
the present level of car ownership is  in excess of 100 cars per thousand 
of the population. Even in a mature market, however, i t  is important 
to recognise that the prime motivation is not a demand fo r  new cars, 
but a demand fo r  car ownership.
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"Many people become car owners fo r  the f i r s t  time by buying second-hand 
vehicles and the growth in car ownership is more a function o f second­
hand purchases than of buying new c a r s . . .  The desire fo r car ownership
fo r  d i f fe re n t  economic groups can be s a t is f ie d  by entering the car
25market a t  d i f fe re n t  levels" . Trading up to new vehicles depends on 
greater disposable income and the level of prices in the second-hand car 
market.
Cars are normally sold before they wear out. Postpone ment or 
acceleration of replacement w i l l  vary new car sales, but the demand fo r  
vehicle ownership is constant. As most new car buyers w i l l  already own 
cars, nearly a l l  new reg is tra tions  r e f le c t  a replacement demand, but 
because of the second-hand car market there is s t i l l  a net increase in 
the vehicle stock. Relating the number of new reg is tra tions  to the 
to ta l stock of cars, reveals fo r  the U.K. tha t 'net new demand' is  
normally over 50%. I t  is  l ik e ly ,  however, that nearly 100% of a l l  
new car sales replace exis itng cars, so almost a l l  the increase in car 
ownership comes from people purchasing second-hand vehicles. Short 
term forecasts of car ownership should therefore r e f le c t  the interdependence 
of the new and second-hand car market.
In prosperity replacement may be accelerated, and the stock o f young 
cars rises to some required le v e l ,  which when approached reduces car 
demand, irrespective  of the level of prosperity . Once prosperity  declines  
the large stock of young vehicles means that replacement can be postponed. 
Because of th is  ' trade-cycle ' e f fe c t  in car purchases, short-run income 
e la s t ic i t ie s  are higher than the long-run leve ls .
The e la s t ic i t y  of new car demand with respect to price is negative, and 
greater than the price e la s t ic i t y  fo r  car ownership. Long term price  
e la s t ic i t ie s  have been found to vary from -0 .6  to -1 .5 .  They can be 
estimated by observing the e ffec ts  on car demand of a change in the 
ra t io  of car prices to consumer prices. This is equivalent to a change 
in re la t iv e  prices. Rhys notes from empirical studies, that approximately  
80% of the var ia t ion  in car demand is explained by income and re la t iv e  
prices.
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Replacement demand also depends upon the rate  of vehicle depreciation, 
and the extent to which customers make the f u l l  adjustment to th e ir  
required stock level in any one year. An increased rate of depreciation,  
plus a longer adjustment process, reduces the price e la s t ic i t y  of  
new car purchases.
The demand fo r  cars in the short term therefore varies d i re c t ly  with
changes in income but inversely with the stock le v e l .  In developing
countries, the growth in car ownership is l im ite d ,  not merely by the
costs of new cars, which almost always have to be imported, but also
because o f the high costs of second-hand veh icles, in a l im ited  car
stock. As incomes increase and the market approaches maturity people
change th e ir  cars more often thereby increasing the stock of used
cars whose prices tend to f a l l .  Hence the average ra te  of depreciation
9f\in the U.K. has been estimated a t  15% compared with 23% in the U.S.A.
Depreciation rates are also higher in France and West Germany then in 
the U.K.,where the car ownership markets are more mature. D.G. Rhys 
suggests that a high depreciation ra te  may also be conditioned by:-
1) A rapid increase in new car sales, therefore l im it in g  the second­
hand market.
2) An unequal d is tr ib u t io n  of incomes. In I t a ly  car buyers can a ffo rd  
e ith e r  a new car, or only a very cheap one.
3) The sophistication and strength of the second-hand car market.
Rhys states th a t ,  " . .d i f f e r e n t  depreciation rates may be applicable
in d i f fe re n t  countries and a t  d i f fe re n t  times, but when the market reaches
27maturity then depreciation becomes f a i r l y  constant."
The more older cars become av a ila b le ,  leading to higher depreciation  
ra tes , the e a r l ie r  cars are scrapped, as th e ir  value reduces e a r l ie r  
to the level a t  which maintenance costs become s ig n if ic a n t .  Rhys 
notes that fo r  every 10 cars sold in the U.S.A. in 1967, 7 replaced 
scrapped vehicles. In the U.K. and I t a l y ,  the figures were 3 .5  and 2.0 
and of 10 respective ly . The American scappage rate  is 8.9% per annum 
compared with 4.7% in the U.K. Government regulations on the road 
worthiness testing o f  vehicles may s ig n if ic a n t ly  a l t e r  the average 
scrapping age, but i t  is  not known whether cars are kept longer now.
I t  is  estimated, however, that by 1975 the U.K. scrapping ra te  w i l l  have
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dropped from 12 years to 7 years.
The age o f  vehicles has a marked influence on th e ir  a b i l i t y  to travel 
long distances and in the confidence which can be placed in th e ir  
completion of the holiday journey without serious mechanical fa i lu r e .  
Consequently the to ta l number o f currently  licenced private  cars in 
a country is always in excess o f the potentia l market. This 
proportion w il l  vary according to the average age of cars, and the 
distance and degree of d i f f i c u l t y  o f taking the car abroad. Very 
few cars t ra v e l l in g  on car fe r r ie s  between Western Europe and Great 
B r ita in ,  have been found to be over seven to eight years old.
B rit ish  Rail Shipping and International Services Division disaggregate 
car ownership data according to the date o f  f i r s t  re g is tra t io n .  A ll  
vehicles less than f iv e  years old are considered to be ' f i t ' t o  travel  
overseas, and the remainder o f the market is reduced proportionately  
(Table I I  2 0 ) . Summation of the yearly  to ta ls  provides an estimate of 
the potential market fo r  continental fe r ry  services, from d i f fe re n t  
countries, or from regions w ith in  countries.
Table I I  2 0 .The Potential Car Market fo r Travel Abroad, 1970
Year
Proportion of New Car Registrations  
' F i t '  to Travel Overseas
1962 10%
1963 25%
1964 50%
1965 75%
1966-1970 100%
Source: B r it ish  Rail Shipping and International Services Division
Another l im ita t io n  to the potential motoring market is the number of
28business cars which are not ava ilab le  fo r  private  use. Estimates
have placed business car demand in the United Kingdom a t  40% of
29to ta l demand. In 1961, 88% o f a l l  cars were p r iv a te ly  owned, o f
which 17% were subsidised by employers, but over 50% o f new car sales 
were fo r  business purposes. In addition a l l  company cars were 
found to be under f iv e  years o ld , but only 40% o f private  cars were
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tn the same category. The B r it ish  R a il ,  Accompanied Car T r a f f ic  Survey, 
196930 discovered that in the peak travel period, 7% of a l l  journeys 
to the Continent were made in company owned cars, and 3% of a l l  journeys 
were made fo r  business purposes. There would therefore not appear to 
be any marked re s tr ic t io n s  on the use of business vehicles fo r  holiday  
purposes.
The costs of motoring vary widely between countries, and th is  a ffec ts
both levels of car ownership, and through variations in petrol prices
and other running costs, travel demand. Motor taxation in a va r ie ty
31of forms has often been used as an economic regulator.
2In 1970, Rhys noted that with the U.K. purchase tax rate  a t  36^% (equivalent  
to a value added tax of 30%), V.A.T. on cars in West Germany, France, 
and Sweden was 11%, 33^% and 16%. The to ta l sales tax burden on cars 
in the Netherlands was about 25%, compared with 13% in I t a ly .
This heavy tax burden may help to explain the re la t iv e  decline of car 
ownership in the U.K. compared to Germany and other Western European 
Countries. In add ition , Rhys notes tha t  between 1964 and 1969, the 
U.K. moved from one of Europe's low price o f  petrol economies to one 
of the highest. Rhys emphasises however, that in a l l  p ro b a b il ity  
only changes in purchase tax s ig n if ic a n t ly  a f fe c t  overall demand.
"Recurring" taxes have increased markedly since 1938 in the U.K. but 
are probably viewed by motorists as part and parcel of running costs.
Fiscal and c re d it  controls are probably not nearly as s ig n if ic a n t  as
the e ffects  of economic growth, income expansion, and expenditure in
the economy as a whole. "The high income e la s t ic i t y  of demand fo r
motor vehicles, whether is is personal disposable income or national
income, is enough to cause wide f luc tua tions  in vehicle demand quite
32independently of any specific  measures"
F in a l ly  among the d ire c t  social and economic influences on car 
ownership, Rhys emphasises the re la tionsh ip  between car demand and the 
number of separate households in the economy and th e ir  composition.
Families with more than two adults are thought to spend more on cars 
and inverse re lationships have been detected between car ownership and
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the number of children in the fam ily . Also in the United Kingdom, 
i t  has been found that even with a s im ila r  income, households 
belonging to d i f fe re n t  social groups are not equally l ik e ly  to own 
a car.
The remaining factors in Rhy's l i s t  of variables under the general headings 
of society 's  a t t i tu d e  to the car, congestion and t r a f f i c  le g is la t io n ,  
have been discussed in part v i ,  and are debated fu r th e r ,  following  
analysis of the methodology o f long term car ownership forecasting.
Econometric demand studies have sought to forecast car ownership in the 
medium term. To estimate car ownership in the more d is tan t fu ture involves 
projecting growth in the l ig h t  of past trends and o f expectations as 
to fu ture market saturation. A lo g is t ic  curve analysis (or cumulated log 
normal function, or an S-shaped growth curve), takes cognisance of the 
saturation problem by increasing the importance o f the e f fe c t  of th is  
fac tor on the long-term trend o f  demand.
Analagous to the demand fo r  consumer durables such as te lev is ions and 
re fr ig e ra to rs  there appears to be thresholds beyond which increases in 
national income re s u lt  in more than proportionate increases in the 
demand fo r  private  motoring and s im ila r ly  to u r is t  t ra v e l .  A fte r  th is  
take -o ff  period, the problem is to predict the degree and timing of  
the decline in the income e la s t ic i t y  of demand.
G.G.J. Bos has produced a deta iled  study o f  the app lication  of lo g is t ic
curve analysis to the demand fo r private  cars. This technique was f i r s t
34developed by J.C. Tanner of the Road Research Laboratory.
Forecasts are based upon the numbers o f cars per head or per thousand 
of the population. Population forecasts can be applied to the forecasts  
of ownership per head, to estimate fu tu re  numbers o f vehicles.
J.C. Tanner sought to predict the number o f motor vehicles and in  
part ic u la r  p rivate  cars up to the year 2010. The basic requirement 
for these forecasts was long term planning o f road improvements and 
consideration of garage requirements in new buildings. The forecasts  
were made assuming a f a i r l y  l ib e ra l  o f f i c ia l  a t t i tu d e  to car-ownership 
and use, on the American pattern.
-199-
Graphing the trends of car-ownership in Holland since 1950, Bos 
has emphasised the exponential nature of growth, such that logarithms 
of the data approximate a s tra ig h t l in e  re la tionsh ip . Exponential growth 
implies an increase to i n f i n i t y  when, in fa c t ,  a saturation level w i l l  
most probably be rea lised . An exponential projection does, however, 
have v a l id i t y  over approximately f iv e  years, and can ass is t forecasting  
in the same way as the corre la t ion  o f  motor t r a f f i c  with G.N.P. and 
other socio-economic indices. Bos considered each country's growth 
in car-ownership to be so unique as to discount studies re la t in g  
patterns of ownership in d i f fe re n t  countries.
Tanner states tha t the algebraic form of the forecast curves are 
la rge ly  open to choice, but i t  seems reasonable to suppose that the growth 
curves should r e f le c t  experience in the immediate past. Three parameters 
are therefore required to f i t  the lo g is t ic  curve: The current level
of car-ownership, the current rate  of growth, and the u ltim ate saturation  
le v e l .  Obviously the strength o f the prediction depends on the successful 
recognition of the saturation le v e l.  The lo g is t ic  curve also depends 
on ceteris  paribus assumptions, that there w i l l  be no major f luc tua tions  
in a) population, b) legal constraints, c) modal choice, d) average 
income, e) d is tr ib u t io n  of incomes, f )  price of the product and g) range 
of applications of the product.
To predict th is  saturation level o f car-ownership Tanner studied American 
and B r it ish  car-ownership levels and.population d en s it i tes ;  in 
conurbations, and by states and countries. For the l a t t e r  group Tanner 
plotted the average annual percentage increase o f car-ownership per 
year (y axis) and cars per head o f  the population (x ax is) over a number 
of years. Regression analysis was applied to the data, producing 
stra ig h t l ines which intercepted the x ax is . In Great B r i ta in ,  the 
in tercept was found to be increasing rap id ly  (1960-64) to about 0.47  
but fo r  the U.S.A. i t  had not increased much over the post-war period, 
and was about 0.55.
Tanner postulated that these regression re lationships could a r is e  in 
two types of s itu a tion . E ither a l l  the lo g is t ic  curves could have a 
common ultimate value (given by the in tercept on the x a x is ) ,  but with  
the time scales d i f fe re n t  fo r  d i f fe re n t  areas, or the indiv idual areas
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could have d i f fe re n t  ultim ate values, a l l  of them less than the 
calculated in te rcep t.  The la t t e r  requires some d e f in ite  re la tionsh ip  
between the ultim ate value fo r  an area and the value reached a t  the 
present time. Tanner argued, however, tha t i t  does not seem plausib le  
that a l l  areas with a given ultim ate level are a t  the present time a t  
about the same stage of development as regards car-ownership.
The tendency fo r  high density, high ownership areas to show p a r t ic u la r ly  
low rates of increase of car-ownership per head of the population seems 
to indicate a lower u ltim ate threshold le v e l .  This requires more 
investiga tion , but Tanner concluded tha t car-ownership in the centre  
of conurbations w i l l  not r is e  sub stan tia l ly  above levels a t  present 
found in U.S. c i t ie s .  The highest ownership level Tanner discovered 
was 0.45 fo r  the standard Metropolitan S ta t is t ic a l  Area of Los Angeles/ 
Long Beach.
The e ffects  of high population density therefore appears to be 
analagous to those of economic conditions. A ll influence the number 
of cars, but none sets an absolute upper l im i t  to ownership. In 
the largest conurbations, lower u ltim ate ownership levels  seem probable.
Tanner has estimated tha t the range of car-ownership levels  for  
d i f fe re n t  types of population density in Great B r i ta in ,  should fo llow  
th is  pattern:
N a tu ra lly ,  the time scales have to be displaced so as to make the current  
position on the curve agree with the actual current value.
Age-distributions provide an a lte rn a t iv e  approach to the estimation of 
fu ture  numbers'of cars. Tanner calculates potential driving population  
by estimating that 10 per cent of those between 17 and 64, and 50 
per cent of those aged 65 and over, w i l l  fo r  medical or other reasons 
not be able or w il l in g  to drive . I f  i t  is assumed that one car per
Rural counties 
Typical counties 
Medium-size towns 
Conurbations
Inner London (former L.C.C. area)
0.45 -  0.50  
0.40 -  0.45  
0.35 -  0.40 
0.30 -  0.35
0.50
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driver  is a natural l im i t ,  then the level o f car-ownership in Great 
B rita in  could become greater than that in the U.S.A. because of 
differences in the ag e -d is tr ibu tion . The saturation level would then 
be 0.59 cars per head of the population.
From these various considerat;cns, Tanner postulates an average 
f igu re  o f 0.45 per head o f the population as the basis fo r  his main 
estimates. A higher f igure  (0.50 to 0 .55) would be appropriate to 
uncongested and r e la t iv e ly  th in ly  populated areas, while a lower 
f ig u re  (0.30 to 0 .40) would apply to the most densely populated areas. 
0.40 cars per head is Tanner's a lte rn a t iv e  estimate, assuming moderately 
r e s t r ic t iv e  a tt itudes  on road space or parking f a c i l i t i e s .  I t  is assumed 
that any incrased charges imposed on motorists w i l l  not be such as to 
reduce the amount of t r a f f i c  substan tia l ly  below the capacity o f the 
system.
Other forecasts are considered by Tanner to be generally  too low, 
although C.K. Atkins study o f cars in the res identia l environment 
estimated an upper level o f 0.60 in high income, p r iv a te ,  low density  
areas, ie  about 2 cars per household. Tanner thought th is  to be 
s l ig h t ly  higher than is l ik e ly  to be achieved anywhere in the country.
In conclusion to his paper, Tanner emphasised tha t  forecasts of th is  
type are exposed to considerable e rro r ,  and the range o f which i t  is 
not possible to quantify . This re f le c ts  the subjective nature o f  
much of the analysis fo r  the determination of the saturation level of  
car-ownership. Up to 10 years ahead, the forecasts are generally  
insensitive  to the assumed saturation le v e l .  Simple extrapolation  
proceedures should therefore produce s im ila r  re s u lts ,  but beyond 
that date, there would be a marked divergence in the estimates, as 
the lo g is t ic  curve takes on the expected decline in the ra te  of growth 
of car-ownership. Nevertheless, the choice of the lo g is t ic  curve 
remains la rge ly  a rb i t ra ry .  Tanner emphasises tha t forecasts up to the 
year 2010 should only be used as rough planning guides. Frequent 
revisions are required p a r t ic u la r ly  in the l ig h t  o f more recent data 
on vehicle licences, t r a f f i c  flows, and population estimates.
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D.G. Rhys considering Tanner's work states that "Such estimates are
of great in te re s t  to road and town planners, but as present data gives
no ind ication  of market saturation , they are o f less immediate s ignificance
35to vehicle producers who tend to take shorter horizons" .
Although long term projections o f car ownership have la rg e ly  been 
based on the extrapolation of the present rate  of growth, more recent 
studies by Mogridge and Evans have based forecasts on the estimated 
growth of personal income and income d is tr ib u t io n .  Predictors of 
car purchase are made by re la t in g  average to ta l expenditure and 
expenditure on car purchases, thus establishing an income-expenditure 
re la tionsh ip . The discussion which hascentred around th is  method of  
forecasting i l lu s t r a te s  a number of important points, and by 
concentrating on the household, a tten tion  is focused on the basic 
un it  of travel demand.
Mogridge to s im plify  his analysis assumed that average fam ilies  a t each 
income level d i f f e r  only in income, and that increases in household real 
income w i l l  cause households to adopt the expenditure, patterns of 
households i n i t i a l l y  at the higher income le v e l .  Evans c r i t ic is e s  
both s im p lif ica tio n s . Households at d i f fe re n t  income levels  often  
display marked demographic and employment d ifferences. For example, 
the number o f  adults in the household is strongly re lated  to the 
position of the household in the income d is tr ib u t io n  and th is  w i l l  
influence car ownership. Moreover, the saturation level of car 
ownership fo r  each level in the income d is tr ib u t io n  is l ik e ly  to be 
d i f fe re n t  and to depend on the population structure of that le v e l .  
Unfortunately there is not s u f f ic ie n t  evidence on expenditures to 
disaggregate the population by household composition.
The major source of argument is the extent to which the income-expenditure 
curveshave shifted and changed shape over time and re lated  to th is ,  the 
degree to which there is an income e la s t ic  demand fo r  transport and 
vehicles a t  low income levels and an income in e la s t ic  demand a t  high 
income levels .
Mogridge's forecast curves are more e la s t ic  in the upper h a lf  and 
foresee a marked upward s h i f t  a t  the top of the income-expenditure curve, 
which produces forecasts g re a t ly  in excess of Evans and other previous
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estimates. Mogridge's projection o f fu ture  car ownership envisages 
that every fam ily  w i l l  own, on average, two cars by the year 2010.
Two forces may encourage th is  level of car ownership, but Evans 
considers these to be short run rather than long run influences, and 
to mainly a f fe c t  only the upper income groups. F i r s t ly  as the prices  
of second-hand cars f a l l s  re la /Tve to new car prices, new car owners 
may be encouraged to replace th e ir  cars more rap id ly , thus increasing  
th e ir  expenditure on car purchases. Secondly, the tendency o f upper 
income group to locate in Tow density res iden tia l areas, has both 
n ec ess ita ted  and created, through the e f fe c t  on public transport  
services, greater dependence on the car. In the inner areas of  
towns, fewer households own cars and higher densities allow a be tte r  
system of public transport. To accommodate Mogridge's forecast would, 
according to Evans, depend on almost complete adaptation o f major 
c i t ie s  to the motor car, which he cannot envisage.
Mogridge has stated that the ultimate saturation level o f car 
ownership requires other evidence to v e r i fy  i t ,  and is not a ffected  by 
the present arguments. Obviously the approach employed in these studies 
is more sophisticated than a trend ex trapo la tion , as i t  recognises the 
need to view the r e a l i t ie s  of household expenditure patterns and house­
hold incomes and th e ir  changes over time. Considerable c ro s s -e la s t ic i t ie s  
between commodity groups ex is t  and change over time as re la t iv e  prices  
a l te r .
I t  w i l l  be beyond the competence o f the present study to fac to r  into  
the projections of car-ownership, these types of var iab les , but by 
extrapolating present trends and establishing th ro re t ic a l  projections  
based on a lte rn a t iv e  assumptions of the saturation level of car 
ownership, i t  may be possible to approach a logical solution to a long 
run projection of car ownership.
38Tanner's figures have been projected by Pa iling  and Salesbury in terms 
of fu ture  household ownership. Saturation level would be 1.38 cars per 
household and the authors estimated that th is  would be broken down into  
13% 0 car-owning households, 49% 1 car-owning households and 38% o f house­
holds with two cars or more. These figures are s ig n if ic a n t  as other
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39work has indicated tha t in two car-owning households, the main second 
car journey purposes are social and recrea tio n a l.  The absence o f a 
car is t r ip  in h ib it in g  and therefore increased two-car ownership would 
suggest fu rthe r  recreational t r a f f i c  generation.
Tanner's forecasts are not d e f in i t iv e  and future levels of car ownership
may be affected by the factors discussed in part VI of th is  chapter.
40Barbara Maude , Chairman o f the Oxford Branch o f the Council fo r  the 
Protection of Rural England sees no p o s s ib i l i ty  of B r ita in  ever 
accommodating over 20 m il l io n  private  cars. The threat to the 
environment w i l l  reverse society 's  a t t i tu d e  to the car.
In order to pro ject fu tu re  numbers of vehicles, i t  is important to
obtain the best ava ilab le  estimates of the future to ta l population,
41age d is tr ib u t io n  and regional d is tr ib u t io n .  J. Parsons has noted 
that i f  per capita car ownership grows a t  the rate ac tua lly  experienced 
with a s ta b i l is in g  ra ther than expanding population, the growth in 
vehicle numbers is fa r  less pronounced. Parsons emphasises that the 
concept of motoring saturation is ambiguous. There are two measures, 
the more common one re fe rr in g  to the number o f cars per head of the 
population, and the one re fe rr in g  to the swamping o f  the road system.
The l a t t e r  is generally  neglected perhaps because i t  i l lu s t r a te s  too 
e f fe c t iv e ly  the f in iteness  o f the environment. In terms o f freedom 
on the road, the Americans have fewer persons fo r  each car than any other 
nation. In 1970 the figures were 2.3 fo r  the U .S .,  3.5 fo r  Sweden,
4.1 fo r  France, 4.2 fo r  Germany and 4 .7  fo r  Great B r i ta in ,  i n  other 
words, in spite of chronic congestion on urban roads in B r i ta in ,  which 
has less space per vehicle than any other country -  we lag well 
behind the Swedes and the Americans, who are thought by many experts 
to have reached cars-per-head saturation already. The nearer the 
saturation of the road system is reached, the more pronounced are the 
effects  of each additional vehicle; the la rger the measures (and th e ir  
cost) devised to cope with increased volume of t r a f f i c ,  and the smaller 
the gains. Successive motorway schemes become progressively more 
expensive, in social and monetary cost terms and less e f fe c t iv e .
In each country there w i l l  be a regional time lag in th is  process of
road saturation , re la ted  to the level of t r a f f i c  and the extent of
42route development. D.G.Rhys has stated th a t ,  " I t  may be th a t  the
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U.K. w i l l  never a t ta in  American ownership levels on a population basis 
because of the compactness of the country and the high usuage of the 
roads ...  although vehicle use measured on a per capita basis is much 
less in the U.K. than the U .S .A ., measured on a ' t rack ' basis the 
U.K. market is more saturated than the U.S. . . .  So whether car 
demand would grow s u f f ic ie n t ly  to give U.S. ownership levels  in terms 
of the proportion of cars to the population w il l  depend in the f in a l  
analysis on whether the opportunity cost o f car ownership is  o f fs e t  
by the benefits . I f  we value environment, then a social decision  
may be taken which would adversely a f fe c t  the demand fo r  cars a t  some 
fu ture  date."
This social decision may involve a pricing policy designed to take 
account o f the variab le  social costs o f  congestion and po llu tion  p a r t ic u la r ly  
in urban areas. In the most extreme form congestion could be countered 
by a draconian adm inistrative decision to bar motor vehicles especia lly  
from the central areas o f towns.
Table I I  21 indicates that the need fo r  vehicle l im ita t io n  is strongest 
in the United Kingdom and Western Europe. Increasing congestion a t  
peak periods is the main problem, a consequence of the commuter surge 
associated with the journey to work pattern , and the le isu re  week-end 
or bank holiday. There is obviously a shortage of road space, but 
improvements in the road system are quickly swamped by the generation 
of yet more t r a f f i c .  The e f fe c t  of the extension o f  the M6 in England 
on t r a f f i c  in the Lake D is t r ic t  is p a r t ic u la r ly  s ig n if ic a n t
The main arguments in favour of road pricing have been la id  down
43in the "Smeed Report" I f  each car owner merely considers his own 
costs and benefits , t r a f f i c  w i l l  be g reater ,  and with higher costs than 
is  soc ia lly  desirable. Only by means o f a pricing mechanism, can the 
difference between essential and inessential journeys and th e i r  e f fe c t  
on congestion and community costs, be brought home to the road user.
The object of road pricing is not merely to reduce t r a f f i c  to a rb i t ra ry  
le v e ls ,  but to re la te  prices to costs with varia tions fo r  peak and o f f -  
peak t ra v e l ,  and to distance t ra v e l le d ,  on time spent in t r a n s i t .  I t  
is argued that the spiral in public transport o f lo s t  passengers/reduced
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revenue/higher fa re s / lo s t  passengers/ reduced services has arisen  
la rge ly  because o f the lack o f a pricing mechanism.
T a b le I I  21 . In ternational Comparison o f Road Vehicles per Road-Mile 
1965 -  1970
Country Road Vehicles 
1965
per Road-Mile 
1970
Great B rita in 52.8 63.8
I ta ly 44.5 62.9
Netherlands 36.9 60.4
West Germany 43.6 60.2
Switzerland 28.7 41.5
Belgium 28.7 39.6
Denmark 25.7 33.6
France 22.1 29.3
Sweden 18.6 22.6
Norway 14.7 20.1
Finland 12.8 18.4
Ir is h  Republic 10.1 12.0
Source: Department o f the Environment: Passenger Transport in Great
B r i ta in ,  1970, H.M.S.O. London 1971.
Note: An exact comparison of the re la tionsh ip  between vehicles
and road mileage in d i f fe re n t  countries is complicated by local 
variations in the d e f in it io n  of what constitutes a road. The above 
diagram can* therefore , give no more than a rough idea of the re la t io n ­
ship in d i f fe re n t  countries. The crucial re la tionsh ip  is  between 
vehicles and road capacity.
Public transport by carrying more passengers in less route space can 
reduce congestion, but so long as road users do not appreciate the 
f u l l  costs of the space they occupy, there is  no advantage to them in 
conserving road space. A pricing re s t r ic t io n  on private  transport  
would increase the demand fo r  public transport, and improve the q u a li ty  
o f service, by allowing increased vehicle speeds as a re s u lt  of reduced 
t r a f f i c  "congestion.
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A road pricing scheme would, however, only a f fe c t  car ownership 
demand and usuage i f  the demand is in e la s t ic  with respect to 
charges in running costs, what evidence there is points in the 
d irection  o f in e la s t ic  demand. Severe road pricing schemes together 
with a degree of prohib ition  on car use could severely a f fe c t  fu ture  
ownership levels i f  people turn .against th e ir  vehicles as despoilers  
of the environment. The saturation level o f  car ownership could be 
s ig n if ic a n t ly  a lte red  in th is  s itu a tio n , and vary between countries  
according to fu ture levels  of road space per vehicle.
J.B. Cu llingw orth^  has stated th a t ,  "The inadequacy o f extrapolations  
and indeed a l l  forecasts is that they have t ra d i t io n a l ly  dea lt with 
results rather than causes . . . . t h e  number of indiv iduals p a rt ic ip a tin g  
in a recreational a c t iv i t y  rather than the motivations o f re c re a t io n a l is ts ;  
the number of cars rather than the number o f reasons why people buy and 
use cars".
Having studied the methodology o f tourism and car ownership forecasting ,  
the main research analysis can now be directed towards establishing the 
re la tionsh ip  between car ownership and use fo r  in ternational holiday  
motoring.
This requires deta iled  analysis o f holiday travel survey data, although 
45
G. Newman has suggested a possible re la tionsh ip  based on market 
saturation. Newman emphasises that travel forecasts have been consis tently  
wrong in projecting the le v e l l in g -o f f  in travel demand. Saturation  
must come, but i t  may not be fo r  10 years, 25 years or 75 years. For 
a i r  t ra v e l ,  the potential is almost the en tire  population, subtracting  
30% fo r  the very old, the very young, the sick and the poor, and with  
another 15% c la s s if ie d  as "hard-core non-travellers" th is  s t i l l  leaves 
55% of the population.
In 1970, in the U.S.A. only about 2.5% of the population part ic ipa ted  
in foreign travel fo r  pleasure. Emerging from the comparison o f American 
car ownership and p art ic ip a tio n  in in ternational t ra v e l ,  Newman discovered 
tha t the car has penetrated i ts  market three times fa s te r .  This is 
understandable when the car is  regarded as a necessity and fore ign trave l  
as a luxury.
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Newman postulated on a semi-log.scale a lo g is t ic  curve fo r  foreign travel  
from 1940 to 2060, which approximated the curve fo r  fam ily car 
ownership between 1900 and 1968.
The market fo r  people t ra v e l l in g  from the United States, as 
a percentage of the to ta l population in 1968 (2 .51) was therefore  
a t the same stage of development as the market fo r  cars in 1910 
(2.5% o f a l l  fam ilies  owned cars). Consequently Newman forecast a long 
continued expansion of Foreign travel into the next century, a t  which 
point 20% of the to ta l population would travel abroad each year.
In add ition , to i l lu s t r a t e  the potential fo r  market growth, Newman
plotted the re la tionsh ip  of foreign tr ip s  as a percentage of population
to the number of cars as a percentage of a l l  fam ilies . The a i r l in e
industry lags behind car ownership in 1910/1970 but in maturity
46in 2060/1958, exceeds car ownership. Newman states tha t  the
"reason fo r  th is  is th a t ,  while the number o f cars per owner fam ily
has only gone from 1.0 to 1 .7 ,  the annual frequency o f foreign t r ip s
moves from 0 .3  to 2.0 and need not even stop there. The nature o f
travel demands is such tha t the replacement cycle that l im its  the
growth of most mature goods producing industr ies , is s ingu larly  e la s t ic .
The ultim ate in "Planned obsolescence" is inherent in foreign travel  
"46demand
I t  is  d i f f i c u l t  to prove or disprove th is  theoretica l re la t io n s h ip ,  
projected so fa r  into  the fu tu re , especia lly  as Newman himself has 
noted that the two products are very d iss im ila r .  One a t  present 
a social necessity, the other a social luxury. The extent to which 
foreign travel can a t ta in  the same degree of social acceptance may 
depend on the massive price reductions resu lt ing  from mass production 
which stimulated the rapid expansion of car ownership.
Further study is required o f  the re la tionsh ip  between household 
expenditure among income and behavioral groups in order to determine 
the ra te  a t  which holiday travel is  becoming a social necessity.
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II  x Summary.
In an e f fo r t  to draw together and summarise what has been said in the 
preceeding sections a linkage model has been constructed as a framework 
for the study of holiday t ra v e l ,  (Fig. I ) .  There are two basic components:
the supply of holidays, and the demand for holiday t ra v e l .
Ths supply o f  holidays is not o f prime concern in th is  study. I t  is composed 
of the amenities and f a c i l i t i e s  ava liab le  at destinations, th e i r  quan tity ,  
q u a l i ty ,  and capacity, the character or type of holiday offered a t  the 
destination , and physical influences prim arily  climate and weather. The 
main in te re s t  on the supply side are the factors o f a c c e s s ib i l i ty .  These 
r e f le c t  the f a c i l i t y  with which t ra v e l le rs  can reconcile th e ir  trave l demands 
with the supply of to u r is t  products.
(a) Distance -  l in e a r ,  or measured in terms of time or cost or both.
(b) Mode of transport -  a v a i l a b i l i t y ,  and the a b i l i t y  to serve the needs 
of passengers to reach destinations, in re la t io n  to i t s  technical 
ch aracter is t ics .
(c) Type of holiday -  in many cases th is  e f fe c t iv e ly  determines the main 
form of transport.
(d) Season of travel -  Supply o f holiday and travel f a c i l i t i e s  vary 
seasonally and there are also possible physical l im i ta t io n s ,  such as 
the closure o f  mountain passes, or a irp o rts .
(e) Trave l f a c i l i t a t io n  -  a p o l i t ic a l  issue with economic consequences.
( f )  Transport a t  the holiday destination -  i . e .  c ircu la tio n  fo r  those 
who do not take th e i r  own cars abroad.
I t  should be noted that these factors are not a l l  independent var iab les ,  
especia lly  (b) and (c ) .  This is also true o f the demand side of the equation.
Supply and demand come together in the choice o f  the holiday des tina tio n , the 
type of holiday, and the choice of transport. Choices can be influenced  
by marketing and promotion, but also r e f le c t  perceptional factors and the 
indiv iduals preference fo r  holiday and transport arrangements.
This theoretica l framework must be viewed as a dynamic set o f  re lationsh ips  
of constant f lu x .
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Improved a c c e s s ib i l i ty  fo r  one major mode of transport, or 
a n c il la ry  modes such as fe r r ie s  may r e f le c t  technical fac to rs ,o r  changes 
in the costs o f travel and can a f fe c t  the market position of a l l  the modes 
of t ra v e l .  S im ila r ly ,  demand can vary greatly  because of the high e la s t ic i t y  
of market demand in re la t io n  to price . Improvements in personal income 
and the growth o f low-cost inclusive tours la rge ly  explain the expansion 
in overseas holiday travel by the B rit ish  population since 1950. In contrast, 
the costs o f motoring abroad have continued to r is e .
The aggregate of indiv idual decision processes produces the patterns of 
in ternationa l holiday trave l which can be quantif ied  in national holiday  
travel surveys in terms o f  :
(a) Expenditure.
(b) Quantity -  numbers and frequency over time.
( c ) Locations -  origins and destinations.
(d) Duration -  including trave l time.
(s) Length and timing.
( f ) Accommodation.
(9) Modes o f transport.
(h) Holiday and travel organisation -  type o f holiday, transport arrangements 
bookings.
( i ) A c t iv i t ie s .
The tabulation below re f lec ts  an attempt to summarise the variables iso la ted  
in the previous parts o f  th is  Chapter.
Factors to be Considered in the Prediction of Future Levels o f Holiday 
Motoring.
Demographic : Population growth, regional d is t r ib u t io n ,  and age structure
Number of household units and composition.
Changes in the size and structure o f  the trave l party .  
Socio-Economic : G.N.P. per cap ita . Personal or family disposable income.
Social c lass, occupation, education. Changes in the 
proportions o f the population in occupational categories, 
and terminal levels of education.
L ife -cyc le  stage -  demographic and socio-economic 
variables combined to define behavioural groups o f  holiday­
makers by choice o f transport. Experience of foreign  
t ra v e l ,  and h istory  of previous purchasing patterns
Economi c
Supply
External
Annual paid holiday entitlem ent.
Level of car ownership per 1000 population or per household, 
in re la t ion  to the predicted level of market sa turation ,  
and proportion of car owners currently  holidaying abroad.
The number o f cars f i t  to t ra v e l .
Indices : Consumer expenditure on foreign holiday trave l and car
ownership. Running costs and to ta l  costs of car ownership, 
and costs o f a lte rn a t iv e  forms of holiday t ra v e l .
Relative prices and exchange ra tes .
: Ownership o f  holiday and travel equipment mobile 
caravans, te n ts ,  holiday homes. Trends in the a v a i l a b i l i t y ,  
capacity, choice o f destiantion , and re la t iv e  costs o f  
a lte rn a t iv e  modes o f  transport and re lated  services : -  
in c lu s iv e -to u rs , c a r -h ire 7nf ly - d r iv e " , car f e r r ie s ,  
m otorail. Accommodation costs and a v a i l i b i l i t y  fo r  
independent and package tour holidaymakers. Variations  
in the "generalised costs", (d istance, time and money costs) 
of travel to sp ec if ic  destinations fo r  each main mode o f  
transport. Variations in a c c e s s ib i l i ty  through route 
development:- in te rnationa l motorway l in k s ,  cross-Channel 
tunnel. Future t r a f f i c  densities.
: P o l i t ic a l  and social a tt itudes  to the use of the ca r: -  
luxury or necessity. Economic or adm inistrative  
res tr ic t io n s  on car use in urban or rural areas.
Incentives/restrions on in te rnationa l holiday motoring, 
e.g . subsidised p e tro l .  In ternationa l t r a f f i c  regulation  
and trave l f a c i l i t a t io n .  The a ttitudes  of holidaymakers 
to travel by private  car; preferences fo r  modes of transport  
and travel arrangement.
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II xi Conclusion
The choice of motoring holidays and subsequent travel decisions are la rge ly  
determined by the socio-economic a ttr ibu tes  of part ic ipants . But since so 
many of these variables are in te rre la te d  and in themselves condition car 
ownership, analysis and separation of each influence is extremely complex.
The influencing factors must also be viewed not simply as determinants of 
demand, but also deterrents. Prediction based on current socio-economic 
relationships and patterns of holidaymaking may be u n re a lis t ic .  The re la t iv e  
importance o f each o f the determining factors has a lte red  over time. At 
f i r s t  increases in real incomes were the most important influence on holiday  
t ra v e l .  More recently car ownership and the supply and costs of travel  
products such as inclusive-tours have become more important.
The range of influencing factors is also d i f f i c u l t  to analyse because they 
are so wide ranging. Onthe one hand there are the e ffec ts  of changing 
technology and organisation of transport ,trave l fa c i l i ta t io n ,c u rre n c y  
exchange rates,paid  holidays, income,educational advances,and changes in  
the supply and organisation o f holidays. On the other hand,there are 
personal factors: indiv idual and family preferences fo r  holidays and transport  
and the e ffects  of increasing continental holiday travel experience. S ir  
George Young^has stated th a t ,  ‘‘ One can avoid philosophical discussions 
about the nature of cau sa lity ,o r  about the d e f in it io n  of a determinant, 
as long as i t  is understood that'an  indiv idual with a sizable income, a 
generous holiday en tit lem ent,a  good education etc may s t i l l  not go away 
from home fo r  his holiday."
There are few guidelines fo r  the analysis o f fu ture  developments, except the
nature o f the decisions now being made on the supply o f holiday and transport
f a c i l i t i e s .  I t  is certain,however, th a t  there w i l l  be continued growth of car 
ownership during the 1970s in Western Europe, and a rapid advance to American
levels of demand fo r  le isure  t ra v e l .
I .  Young, S ir  G . , Accommodation Services in Great B r i t a in , 1970-1980, 
University o f  Surrey, Research Monographs, New University Education, 
London, 1970, p333.
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The Modal D is tr ibu tion  and Organi s a t i on of In ternational Passenge 
Transpo rt  in Western Europe.
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I l l  i .  In t roduct ion
During the post-war period in Western Europe the volume of in ternationa l  
tourism has expanded enormously. This has resulted not merely from 
increases in population, but has been nurtured by r is in g  standards of 
l iv in g ,  greater le isure  time, and the increasing f a c i l i t a t io n  and desire  
fo r  foreign t ra v e l .
Travel f a c i l i t a t io n  has involved not only reductions in f ro n t ie r  fo rm a lit ies  
and trave l documentation, but also improvements in the means of transport. 
The transport pattern in Western Europe has evolved d ram atica lly , while  
to u r is t  t r a f f i c  has become increasingly complex and d iv e rs if ie d .
Traditional to u r is t  flows have become mingled with new currents, due to 
the development of tourism in new areas, and the increasing popularity  
of road and a i r  t ra v e l .  Tourists may no longer stay in single reso rts ,  
but may prefer to tour widely in several countries, they may choose 
independent or organised t ra v e l ,  and they may vary the season o f trave l  
and the number and length of th e i r  holidays. Patterns o f to u r is t  
accommodation have also changed. Foreign touris ts  t ra v e l l in g  by car 
have inclined towards camping or caravanning and to other means of s e l f -  
catering accommodation, while organised a i r  trave l has caused the rapid  
expansion of the hotel industry in reception countries.
These changes have also necessiated the adaptation of the modes of transport  
to s a t is fy  th is  rap id ly  expanding, but diverse demand. At the same tim e,  
the technological development o f passenger a i r c r a f t ,  and the rapid  
expansion o f private car ownership among the main generators of to u r is t  
travel in Western Europe, has a lte red  the competitive position of the 
modes o f holiday transport.
In the post-war state of f lu x  in travel and transport, the public land 
carriers  have suffered a decline in t r a f f i c ,  because of th e i r  lack o f  
f l e x i b i l i t y ,  and holiday travel in Western Europe has become dominated 
by a i r  and motor t ra v e l .  The following short h is to r ic a l  survey o f the 
evolution o f passenger transport among the countries of Western Europe, 
indicates how transport patterns have s o l id i f ie d  among those developed 
countries with a high level of car ownership per cap ita .
I l l  i i . Domestic Passenger Transport
The modal d is tr ib u tio n  of passenger transport in Western Europe has 
altered dram atically  during the 1950's and 1960's. The main influences  
on th is  changing s ituation  have been technological developments, 
increasing car ownership, the quantity and q u a lity  of public transport
services a v a ila b le ,  and re la t iv e  costs in re la t io n  to the incomes o f ......
t ra v e l le rs .
The general modal d is tr ib u t io n  is modified according to the nature 
of the journey to be undertaken; work, shopping, s o c ia l , re c re a t io n a l , 
or to u r is t  purposes. These determine the distances to be covered, and 
the most su itab le  mode of transport, in re la t io n  to t r a v e l le r 's  needs.
Both supply and demand factors have helped to shape the d is tr ib u t io n  
and trends of passenger transport in Western Europe.
Table 111 1. indicates the general d is tr ib u t io n  o f modal dependence in  
Western Europe. This provides a s ta r t in g  point fo r  the analysis of 
touri st t r a v e l .
The dominant feature o f  the period 1963 to 1970 has been the expansion 
of p rivate  motoring a t  the expense o f public land transport services. In 
overall terms, road transport in Western Europe accounts fo r  over 90% 
of the to ta l passenger kilometres tra v e lle d  and p r iva te  road transport  
alone accounts fo r  82%. Countries with a lower dependence on private  
motoring have e ith e r  r e la t iv e ly  low levels  of car ownership such as 
Spain, or are small countries such as Belgium where public transport  
is read ily  a v a ila b le ,  or are large th in ly  populated countries with major 
concentrations of urban population, such as Norway.
Only in Sweden has the dependence on p rivate  transport apparently  
declined from 88.7% in 1969 to 87.0% in 1970. Sweden had the greatest  
dependence on private  transport and the highest level of car ownership 
per thousand of the population, in 1970, but Table 111 2. emphasises 
that modal dependence on private transport is not d ire c t ly  re la ted  to levels  
of car ownership per capita.
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Table 111 1. Modal Dependence -  Passenger Transport in Western Europe
1963 and 1970
Country Percentage dependence Percentage dependence Total volume
on each mode in 1963 on each mode in 1970 o f person/
kilometers 
road and 
r a i l
(thousand
m illions )
Pri vate 
road
Publi c 
road
Rail Pri vate 
road
Public
road
Rai 1 1963 1970
Bel gi urn 55.4 18.5 26.1 65.7 16.8 17.5 37.5 47.2
Denmark 75.0 15.6 9.4 80.9 13.0 6.1 36.5 53.1
Fi nland 54.0 30.7 15.3 73.9 19.3 6 .8 12.8 31.7
France 64.6 10.8 24.6 86.0 5.0 9 .0 179.5 483.6
Germany 72.8 14.2 13.0 82.9 9.2 7.9 287.8 486.0
Gt. B r ita in 63.4 23.8 12.8 80.9 9.9 9.2 280.6 390.2
I t a ly 62.8 17.5 19.7 86.3 9.7 4.0 148.4 330.9
Netherlands 73.0 12.0 15.0 87.8 4 .8 7.4 52.7 107.1
Norway 50.1 29.9 20.0 63.4 25.5 11.1 10.9 . 16.7
Spain - - - 60.3 24.2 15.5 - 96.6
Sweden 82.4 11.5 6.1 87.0 6 .7 6 .3 56.7 79.3
Switzerland 66.3 9.6 24.1 75.7 7.6 16.7 37.7 55.5
Source: Ford of Europe European Transportation S t a t is t ic s , Ford o f Europe,
Geneva, 1971.
Table 111 2. Modal Dependence on Private Transport and Levels of 
~  Car Ownership 1970
Country Percentage dependence 
on Private Road 
Transport
Car Ownership per 
1000 population
Netherlands 87.8 192.0
Sweden 87.0 284.3
I t a ly 86.3 190.2
France 86.0 242.0
Germany 82.9 234.0
Gt. B rita in 80.9 213.0
Denmark 80.9 218.7
Swi tzerland 75.7 220.2
Finland 73.9 151.5
Belgium 65.7 212.8
Norway 63.4 192.6
Spain 60.3 71.4
Source: United Nations, S ta t is t ic a l  Yearbook, U.N. New York 1971.
International Road Federation, World Road S ta t is t ic s  1966-1970 
I . R . F . , Washington, 1971.
Ford of Europe, European Transportation S t a t is t ic s , Ford of 
Europe, Geneva, 197V.
The increasing re liance on private  road transport has been a t  the expense 
of both public road and r a i l  services. The Annual B u lle t in  of Transport 
S ta t is t ic s  fo r  Europe  ^ has estimated that in the period 1950- 1962 in the 
following twelve countries taken together: A u str ia ,  Belgium, Denmark,
West Germany, France, I t a l y ,  Luxembourg, Netherlands, Norway, Sweden, 
Switzerland and the United Kingdom, passenger kilometers o f  non-urban-; 
travel increased 26% by r a i l  and 320% by private  car. .. .
In the period 1963 to 1970 substantial re la t iv e  f a l ls  in public transport  
use occurred in Finland, France, I t a l y ,  Great B rita in  and the Netherlands. 
The pattern o f decline has not been regular. In France, r a i l  transport was 
most dram atically  a ffected . In Great B rita in  the major decline in the 
period was in public road transport.
Geographical factors help to explain the differences between countries 
in a i r  and water transport, but dependence on road transport and levels  
of car ownership are more closely re lated  to economic development. This 
is i l lu s t r a te d  in Fig. 2 which compares car ownership per thousand of the 
population and G.N.P. per capita fo r  fourteen countries in Western Europe.
The tendency to s t a b i l i t y  in the modal dependence d is tr ib u t io n  when 
private  road transport has reached approximately 80% of the to ta l  
volume of passenger t r a f f i c ,  re f lec ts  a var ie ty  of influences. Not 
only high levels o f car ownership but also concern expressed by Governments 
over the decline in use o f public transport, and problems of t r a f f i c  
congestion.
These s ta t is t ic s  on modal dependence suggest two important points.
F i r s t ly ,  modal d is tr ib u tio n  o f holiday transport may reach threshold  
proportions which w i l l  aid travel predictions o f the scale and 
d is tr ib u tio n  of fu ture travel demand. Secondly, the modal d is tr ib u t io n  
of passenger transport is not necessarily d ire c t ly  re la ted  to levels  
of car ownership, many other fac to rs , especia lly  the supply of public  
transport services must be taken into account.
In the early  1960's in Western Europe, the increase in car ownership was 
on average twice as fa s t  as the growth in national income. There has 
been a marked trend to lower growth rates during the la te r  h a l f  of the
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CAR OWNERSHIP AND G.N.  P. PER CAPITA 1970 
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Washington, D. D. ,1971
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1960's, with the lowest expansion per annum occurring in the most 
highly developed ownership markets. In the countries with a r e la t iv e ly  
lower level of car ownership, in the e a r l ie r  period, annual growth rates are 
high, but despite continued marked contrasts in levels  o f  ownership, 
growth rates have tended towards a greater degree of uniformity.
The most buoyant markets during the 1960's were in I t a ly  and the 
Netherlands. The low growth rate in Sweden is re lated  to the high 
level o f car ownership, but in Great B rita in  economic stagnation la rge ly  
explains the small percentage increases in ownership from 1967 to 1970.
With economic expansion sales o f new cars have expanded rap id ly  to 
reverse th is  trend.
The average o f recent growth rates is used as the basis fo r  the extrapo l­
ation of future trends in car ownership in Chapter V I1, based on the 
hypothesis that there is an ultimate saturation level o f car owner­
ship re lated  to population.
In Table 1 1 1 3 .  the trends of car ownership per thousand o f the population  
are deta iled . The re la t iv e  positions o f  the countries in the vehicle  
owning hierarchy have not a lte red  s ig n if ic a n t ly  during the period with the 
exception o f  Great B r i ta in ,  which has slipped from fourth to seventh place.
Increases in distances driven have mainly resulted from changes in the
numbers o f vehicles in use rather than the average amount of use. Indeed,
2according to the Annual Bu lle tin  of Transport S ta t is t ic s  of Europe, most 
countries have witnessed a f a l l  in the average distance driven per year  
by pri vate car.
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Table I I I  3. Car Ownership per 1000 Population in Western Europe, 
1966-1970
Country 1966 1967 1968 1969 1970
Total 
Registered 
Cars 1970 
'000
Sweden 242.0 251.2 262.0 273.5 284.3 2,289
Luxembourg 204.2 217.4 232.1 249.4 268.2 91
France 196.0 210.0 221.0 232.0 242.0 12,280
West Germany^ 177.0 189.0 200.0 216.0 234.0 13,514
Switzerland 167.8 178.1 192.0 206.3 220.2 1,383
Denmark 169.3 183.3 196.4 209.2 218.7 1 ,056
Great B rita in 179.0 193.0 201.0 208.0 213.0 11,515
Belgium 160.5 174.0 188.5 199.0 212.8 2,060
Norway 137.6 150.2 162.0 181.7 192.6 747
I ta ly 122.3 139.7 155.0 169.8 190.2 10,209 .
Austria 120.9 131.8 143.7 152.6 161.3 1,197
Finland 109.0 118.0 123.8 136.8 151.3 712
Eire 104.1 109.9 117.2 122.6 132.0 394
Spain 32.9 41.3 50.1 60.6 71.4 2,378
Portugal 36.8 40.7 44.9 50.6 57.0 520
Yugoslavia 12.8 17.8 21.8 27.6 35.1 721
Greece 14.2 16.6 19.3 22.1 25.4 227
Source: United Nations, S ta t is t ic a l  Yearbook, U.N. New York, 1971.
International Road Federation, World Road S ta t is t ic s  1966-1970,
I . R . F . ,  Washington, 1971
Note: 1 Including West Berlin
Small variations in o f f ic ia l  estimates of car ownership are the 
resu lt  o f  the inclusion or exclusion o f  police veh ic les , estate  
cars, or vehicles with a carrying capacity of e ight or ten 
persons.
I l l  i i i . In ternational Passenger Transport
Only very l im ited  information is ava ilab le  on land public transport
carriage of to u r is ts .  Occasionally, the O.E.C.D. In ternational
3
Tourism Committee in th e i r  annual reports comment on important 
trends, mainly taken from data appearing in the Annual B u lle t in  of  
Transport S ta t is t ic s  fo r  Europe.^
T r a f f i  c Trends
Among the major to u r is t  generators in Western Europe, the early  
years of the 1960‘ s witnessed stagnation in the number o f  passengers 
carried by r a i l ,  and a s l ig h t  increase in the average distance 
t ra v e l le d .  Contrasting trends occurred in those countries with low 
per capita levels of car ownership. For example, in 1964, a sub­
s ta n t ia l  increase in r a i l  passenger kilometres was recorded fo r  
Spain (+17%), Yugoslavia (+15%), and Greece (+11%). The O.E.C.D. 
In ternational Tourism Committee a ttr ib u ted  t h is ,  a t  least in p a r t ,  
to the development of tourism in these countries.
In contrast, in Sweden, with the highest level of car ownership in 
Western Europe, railway t r a f f i c  declined in the period 1949 to 1968 
at an average rate o f  5% per annum fo r  passenger journeys and 3% per 
annum fo r  passenger kilometres. This c h ie f ly  affected shorter  
distance travel (up to 200 kilometres) which was lo s t  to p rivate  cars, 
and travel over 400 kilometres, which was susceptible to competition 
-by a i r .  Sweden constitutes an extreme case. In two years from 1956 
to 1958, r a i l  t r a f f i c  f e l l  by 15%.
5
The 1963 Annual B u lle t in  of Transport S ta t is t ic s  noted that although 
th is  decline was then not typ ical o f  Europe, in the U.S.A. where 
potential distances are much grea te r ,  p rivate car ownership more 
widespread, and the population density lower than in Europe, and 
where regular motor-coach services everywhere compete with the 
railways, railway passenger t r a f f i c  had fa l le n  to the 1885 l e v e l .
I t  was continuing to decline in sp ite  of the growth in population,  
and of the enormous increase in the to ta l  number o f  kilometres  
tra ve lled  by road, a i r ,  and r a i l .
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I f  European data are computed on the basis o f the number of passengers 
carried instead o f passenger-kilometres, the tendency to stagnation 
or decline appears even more marked and more widespread. Increases 
in passenger kilometres p a r t ic u la r ly  in the period 1950 to 1960 were 
almost exclusively  due to increase in the average length o f r a i l  
journeys.
This re f lec ts  the adaptation of the railways to competition. In te r ­
c i ty  t r a f f i c  and sleeper services have been developed often with 
important to u r is t  im plications. For example in the United Kingdom 
the e le c t r i f ie d  r a i l  network from London to Merseyside, which 
competes d ire c t ly  with domestic a i r  services, is to be extended to 
Glasgow in 1974. This should ass ist the expansion of Scottish  
tourism.
The peaking o f  t r a f f i c  during the holiday period, however, continues 
to pose major problems of organisation and adm inistration , fo r  the 
railway companies.
The decline in r a i l  t r a f f i c  was most marked in 1967. Reductions in 
the number of passengers carried were recorded in almost a l l  the 
European member countries o f  the O .E .C .D ., and in p a r t ic u la r ,  in 
Spain, Greece, and Sweden where there was a f a l l  of between 10% to 
12%. The f a l l  in railway passenger t r a f f i c  was halted during 1969. 
Generally, about 1% more passengers were carried and passenger k i lo ­
metres grew 5% and there were increases in the average length of 
journey per passenger recorded in individual countries. The European 
Committee o f Ministers of Transport (E .C.M.T.) regarded th is  improve­
ment as the e ffec ts  o f  economic recovery and o f  improvement in the 
q u a lity  of serv ice , p a r t ic u la r ly  on the long distance routes.
For example, in Switzerland, the slow but gradual decline in railway  
passenger t r a f f i c  was checked. The reversal of th is  trend was a t t r i ­
buted to various fac to rs , such as the growth of in te rnationa l tourism, 
in p a r t ic u la r  increased numbers o f  touris ts  from the north of Europe 
passing through Switzerland en route to and from I t a ly  and the 
Mediterranean coast.
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The railway companies have recognised that fo r  in ternationa l and 
domestic holiday travel they must concentrate on the services to 
which they are best su ited , and not t ry  to compete with private  
motoring. This has necessitated recognition o f  the non-motoring 
segments of the travel market and the development of creative fare  
structures to stimulate demand. Developments have included the 
expansion of motorail services to act as modal substitutes to Tong 
distance motor t ra v e l .  Technological improvements fo r  fa s te r  
services are p rim arily  designed to compete with the in te r - c i t y  
services offered by the a i r l in e s .
In the decade following the Second World War, there was an excep­
t io n a l ly  rapid expansion in non-regular motor coach services. This 
expansion was extended to in te rnationa l services through the abo lit ion  
of permit requirements (Geneva Agreements on the l i f t i n g  of R estric ­
tions on the Freedom of the Road, 1947). As a re s u lt ,  on the Dover- 
Ostend fe rry  route, fo r  example, the number o f  motor-coaches carried  
in 1960 was ten times as large as in 1950, and twice as large as in 
1954.
The motor coach developed as the basis o f in c lu s iv e -to u r  trave l but in  
recent years the growth o f services has generally slowed down or 
ceased. This has resulted from the expansion o f  private  motoring, 
and a i r  inc lus ive -tour t ra v e l .  Coach t r a f f i c  now la rge ly  acts in a 
subsidiary capacity, fe rry in g  passengers to and from s ta tion  and port 
terminals. As a main mode o f  transport i t  now has l im ited  patronage. 
Nevertheless, Europabus, the motor-coach company o f the European 
railways, which started  commercial operation in 1951, o ffered in 1969 
a choice o f  208 to u r is t  coach services made up of 83 in t e r - c i t y  
routes. The number and range o f t r ip s  has been s tead ily  increasing  
and d ivers ify ing .
The decline in the domestic use o f public road and r a i l  transport  
has led to a cut-back in the supply of serv ices, p a r t ic u la r ly  those 
with a high seasonal component of demand. This in turn has accele­
rated the growth o f domestic and in ternationa l holiday trave l by 
private  car, stimulated by the expansion o f car ownership.
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The modal dependence on private  motoring for. domestic and in te r ­
national holiday travel must be re lated  to the supply of public  
transport and trave l services. The most rapid ly  expanding segments- 
of the in ternationa l to u r is t  travel market have resulted from the 
growth in a i r  t ra v e l .  Together with the private car,  these two 
modes o f transport now dominate the holiday travel market, although 
this is not immediately apparent from the study of in ternationa l  
v is i to r  s t a t is t ic s ,  fo r  the United Kingdom, because o f the inclusion  
of sea t ra v e l ,  as a main mode o f transport.
In Table I I I  4. the re la t iv e  shares of the main forms of transport  
used by foreign touris ts  or v is ito rs  is deta iled  fo r  the period 1967 
to 1970. Taking the 1970 data, excluding Scandinavia, the United 
Kingdom, and Ire lan d , and allowing a 10% fa c to r  fo r  r a i l  t rave l to 
France and 7% fo r  r a i l  travel to Portugal, then the average proportion  
of in ternationa l a rr iv a ls  by road in Europe, was in excess of 80% of  
to ta l t r a f f i  c.
I t  is not possible to separate road a r r iv a ls ,  in to  those t ra v e l l in g  
by private car, bus, or coach. The Annual B u lle t in  of Transport 
S ta t is t ic s  fo r  Europe only gives th is  information occasionally.
Figures o f  6% and 4% respectively of land a r r iv a ls  by bus/coach in  
Spain and Yugoslavia, in 1967, support the hypothesis that to u r is t  
a rr iv a ls  by road are now predominantly by private  car. This con­
clusion is also supported by the data in Table I I I  7.
The most important feature of Table I I I  4 is  that the modal d i s t r i ­
butions have been stable fo r some considerable length o f time. The 
general trends noted in Table I I I  1 are re-emphasised, with r a i l  
transport declining a t  the expense o f road transport. Where the data 
fo r  the combined proportion o f road and r a i l  t r a f f i c  declines th is  
must be due to the decline in the r a i l  segment o f the market. The 
proportion of a r r iv a ls  by sea has also declined, p a r t ic u la r ly  fo r  
travel to countries with a high i n i t i a l  level of sea t r a f f i c .  Portugal 
has undergone a marked change in the a r r iv a l  pa tte rn , with a major 
decline in sea t r a f f i c  from 22% in 1966, and a rapid increase in a i r  t ra v e l .  
A small to ta l  number o f a r r iv a ls ,  a reduction in sea services and an
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increase in a i r  carriage can d ra s t ic a l ly  a l t e r  the t r a f f i c  d i s t r i ­
bution. In Ire lan d , a i r  travel has also expanded, but th is  has not 
affected sea t r a f f i c .  The main decline has been in road t r a f f i c ,  
from Northern Ire land.
Countries with an i n i t i a l l y  high proportion of a rr iv a ls  by a i r  such 
as Greece and the United Kingdom have not expanded th e i r  a i r  t r a f f i c  
as rapidly as fo r  example Spain and Portugal where the proportion of  
a i r  trave l has increased from 15% to 22% to Spain and from 29% to 
36% to Portugal. In the central area of Western Europe a rr iv a ls  by 
a i r  as a proportion o f  to ta l  t r a f f i c  are swamped by the very high 
numbers o f  a rr iv a ls  by road, although in numerical terms a i r  t r a f f i c ,  
compared to a rr iv a ls  in Portugal and Greece, is much more important.
A major segment of the market for a i r  travel in France, Germany, and 
Austria i s ,  however, business trave l demand. The inclusion of excur­
sion t r a f f i c  obviously swells the proportion of a r r iv a ls  by road and 
ra i l  and therefore underestimates the importance o f to u r is t  a i r  
t r a f f i c .
These rough figures suggest that the patterns o f in ternationa l to u r is t  
arr iv a ls  can be grouped re g io n a lly : -
1) A ustr ia ,  France, West Germany, Yugoslavia, and to a lesser extent  
I t a ly  with a high proportion of a r r iv a ls  by road and consequently 
the greatest number of a r r iv a ls .  The expansion of inc lus ive-  
tour trave l to Yugoslavia should increase the proportion o f
a r r i  vals by ai r .
2) Scandinavia. High proportions o f road a r r iv a ls  but mainly from 
other Scandinavian countries in the jo in t  passport area. A rr iva ls  
by sea re la t iv e ly  important.
3) Spain and Portugal. Dominated by road and a i r  t ra v e l .  The l a t t e r  
has expanded rapid ly .
4) Greece. Dominated by a i r  t ra v e l .  Declining sea t r a f f i c  but slowly  
expanding road t r a f f i c  now occupying one f i f t h  of the market.
5) United Kingdom. Dominated by a i r  trave l which has expanded at  
the expense of sea t ra v e l .
6) Ire land . The most equable d is tr ib u tio n  o f  a r r iv a ls  between sea, 
a i r ,  and road.
The Generation o f Tourist Travel
I t  was noted in Table I .  in the introduction to th is  study, that most 
Western European countries receive the majority of th e i r  to u r is t  
t r a f f i c  .from-other European states. In each case, with the notable 
exception o f the United Kingdom, the proportion o f intra-European  
tourism has been s ta t ic  or has only expanded s l ig h t ly  since 1965.
Only 18% of to ta l to u r is t  nights spent in the U.K. were generated by 
Western European touris ts  in 1965, but in 1970 th is  proportion had 
risen to 48%.
Table I I I  5 indicates the re la tionsh ip  between regional a rr iv a ls  
generated by a country (trave l w ithin a Continent) and in te r-reg io n a l  
a rr iv a ls  (trave l between Continents). Total v is i ts  generated are 
divided by the size of the population. In a l l  countries the propen­
s ity  to travel abroad has increased.
In 1965, the population of Belgium/Luxembourg and the Netherlands 
followed by West Germany and Switzerland showed the greatest propen­
s i ty  to travel abroad in Western Europe. By 1969 Switzerland had 
taken the lead followed by Belgium/Luxembourg and the Netherlands.
The very high figures fo r  regional a r r iv a ls  contrast markedly with 
the low figures fo r  the generation of in te r-reg io n a l t ra v e l .  The 
propensity of the U.S. and Canadian population fo r  in te r-reg io n a l  
travel is  very much greater and must be re la ted  to the higher levels  
of per capita G.N.P. In 1967, North America generated nearly 70% of  
a l l  in ter-Continental t ra v e l ,  but only 16.4% of th is  t r a f f i c  orig inated  
in Western Europe. The low level of regional a rr iv a ls  generated by 
the U.S. population re f lec ts  the size and iso la tio n  o f  the state  in 
contrast to the p o l i t ic a l  fragmentation of Western Europe. The 
in ternational tourism-generating figures of the U.S.A. must therefore  
be read in conjunction with the estimated volume o f domestic tourism.
The larger the number of in te r-reg iona l a r r iv a ls  generated, the 
greater the r e la t iv e  importance o f travel by a i r .  The varying rates  
of a r r iv a ls  generated in Western Europe r e f le c t  not only re la t iv e  
levels o f  disposable incomes but also the re la t iv e  ease o f in te r ­
national travel and the a c c e s s ib i l i ty  o f neighbouring countries.
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European countries generating a high level o f  regional a r r iv a ls ,  
also generally produced a high level o f in te r-reg io n a l a r r iv a ls ,  and 
th is  can be re la ted  to th e i r  high levels o f  G.N.P. per cap ita , e .g .  
Switzerland and Sweden. In the case o f Austria and to a lesser  
extent Belgium/Luxembourg in ternationa l trave l is  almost e n t i re ly  
regional in character, and is influenced strongly by the re la t iv e  
ease of in ternationa l t ra v e l .  I t a ly  with the lowest levels o f  
G.N.P. per capita among the twelve countries, and with a peripheral 
location on a peninsula, generated proportional1y the lowest in te r ­
regional and regional a r r iv a ls  among the main European generators.
o
The I.U .O .T.O . noted th a t ,  "Taking in to  account both the economic 
potential o f most o f  the twelve main tourism generating countries,  
and the growth trends to be expected, i t  is in te res ting  to note that  
the propensity fo r  in ternationa l travel s t i l l  remains r e la t iv e ly  low."
In Europe, because the scale o f distances involved in cross-border 
t r a f f i c  on the Continental mainland, is small, in te rnationa l trave l  
tends to be overwhelmingly by road. Table I I I  6 indicates the level 
of tourism from neighbouring countries as a proportion o f European 
to u r is t  n ights, and as a proportion o f a l l  to u r is t  nights. This can 
be compared with Table I I I  4 showing the re la t iv e  shares of the main 
forms o f  transport used by foreign to u r is ts .
I t  is apparent tha t countries which receive a large proportion o f  
v is ito rs  from neighbouring countries have a correspondingly large  
proportion of v is ito rs  a rr iv in g  by road. This applies fo r  example 
to France and Austria but the s itu a tion  is reversed fo r  trave l to  
Greece, where a i r  is the dominant mode o f to u r is t  a r r i v a l . Neigh­
bouring country t r a f f i c  has remained very stable in i t s  share o f  
European and to ta l to u r is t  nights to each destination.
The comparisons between Tables I I I  4 and I I I  6 would have been more 
d irec t  i f  to u r is t  a r r iv a ls  and not nights had been considered. The 
d isparity  between the low proportion of neighbouring to u r is t  nights  
in I t a ly  and Yugoslavia compared with the high proportion o f road
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a r r iv a ls ,  re f lec ts  the inclusion o f excursion t r a f f i c  in the modal 
d is tr ib u t io n . This swells the share o f land a rr iv a ls  but does not 
proportionately a f fe c t  the demand fo r  to u r is t  accommodation.
The dominance of Germany in the Continental trave l market has a 
pronounced influence on the d is tr ib u t io n  of to u r is t  a r r iv a ls .  For 
example, German touris ts  generate 75% o f the nights spent by 
European touris ts  in A u str ia ,  46% of European to u r is t  nights in 
I t a l y ,  and 42% of European to u r is t  nights in Yugoslavia. I t a ly  
and Yugoslavia do not share a contiguous f ro n t ie r  with Germany.
Table I I I  6. N ights /Arriva ls  from Countries with Adjacent Land 
Frontiers as a Percentage of N ights /Arriva ls  from
O.E.C.D. European Member Countries and to Total 
Nights/Arrivals
1965 1970
Country of  
Destination
% o f  European 
Member Nights
% of A ll 
Nights
% of European 
Member Nights
% of A ll  
Nights
Austria 84 80 82 79
Belgium 62 54 67 57
France 7° 49 70 45
Germany 64 46 63 42
I ta ly 31 26 27 23
Netherlands 31 36 53 35
Portugal 12 9 10 7
Switzerland 62 52 62 49
Yugoslavia
Spain^
Greece^
32 26 30 26
63 50 54 48
10 5 6 3
Source: O.E.C. D. In ternational Tourism and Tourism Po licy , Pari s
1966 and 1971.
Notes: (1) F rontier  Arr iva ls
This type of analysis is  very generalised. I t  cannot take account 
of the geographical shape of t e r r i t o r ie s ,  route networks, and popu­
la t io n  and income d is tr ib u t io n  w ith in  the generating countries. A 
market area viewed as a national s ta te  is probably not u n re a lis t ic  
for the study of the potentia l t r a f f i c  to a small, and re la t iv e ly  
iso lated  country to which touris ts  oredominantly travel by a i r ,  such 
as the United Kingdom. On the Continent, however, the potentia l fo r  
in ternationa l travel p a r t ic u la r ly  by private  c a r , is  re lated  to 
surface travel costs and distance. The disaggregation o f national 
markets in terms o f regional levels o f  car ownership, population, 
and income should therefore be an important consideration. The 
regional d is tr ib u t io n  of car ownership and the re la tionsh ip  to fe r ry  
t r a f f i c  is discussed in part v of th is  chapter and again in Chapter VI
Tourist Travel by Private Car and the Modal D is tr ibu tion  of V is i to r  
T ra f f ic
Quantification of the scale of in ternationa l motoring is generally  
inadequate (Table I I I  7 ) ,  and is only of l im ited  value fo r  the analysi 
of to u r is t ,  and p a r t ic u la r ly  holiday, t ra v e l .  This la rge ly  re f le c ts  
the d i f f i c u l t i e s  of sampling the major t r a f f i c  flows on the Continent. 
The best data sources arise from s ta t is t ic s  o f fe r ry  carr iage , but 
these involve the smallest in ternationa l t r a f f i c  flows. Table I I I  7 
emphasises that in ternationa l road t r a f f i c  is  dominantly by private  
car.
Numbers o f  entries of foreign cars have grown rapidly during the
1960's. Between 1962 and 1970, t r a f f i c  expanded by 38% to the
Netherlands, and 92% to Switzerland. Car t r a f f i c  to Spain has almost 
trebled since 1961, and has increased t h i r t y  times to Yugoslavia.
The growth o f entr ies  has been most marked where the i n i t i a l  level of  
road t r a f f i c  was low. Growth rates declined in the second h a l f  o f  
the decade and have fa l le n  to 10% per annum in Spain and 16% per annum 
in Yugoslavia. The decline in the growth o f  in te rn ationa l road 
t r a f f i c  has therefore coincided with the decline in the annual expan­
sion o f  car ownership in Western Europe.
Table I I I  7. I n te rn a t io n a l  Road T r a f f i c .  En t r ie s  of  P r iva te  Cars.
Country Source No. of Entries of Cars Seasonality o f  T r a f f ic .
Entered land Buses. ( '000 Entries) (% May to September i n c l . )
I960 1967 1970 1970
Cars Cars ~ars Buses Cars Tourists
Austria Forei gn n.a. n.a. 16,842 49 n.a. n.a.
Denmark* Forei gn 723 1,997 2,302 16 66% n.a.
Domesti c n.a . 1,504 n.a. 21
Finland Forei gn 53 178 319 2 n.a. n.a.
2W. Germany Foreign 
Domesti c
Sfk
j 72,935 83,765
476
480
•\
j  53%
64%
Netherlands Foreign n.a . 14,433 15,528 292 n.a. n.a.
Domes t i  c n.a. n.a. n.a. 310
c . 5  Spain Foreign n.a. 3,214 4,847 28 68% 67%
Domesti c n .a . n.a. n.a. 15
Switzerland Foreign 14,792 30,136 38,277 96 51% 60%
Domesti c n .a . 24,248 n.a. n.a.
Yugoslavi a^ Foreign 401 6,641 13,972 32 64% 84%
Domesti c n.a. 1,598 n.a. 68
France^------ Foreign- n.a. 15,069 n.a. n.a. 55% ___ 58%_______
Domestic n.a. 15,240 n.a . n.a.
Portugal Foreign n.a. 275 n.a. n.a. n.a. n .a.
Ire land All n.a. 6,170 n.a. n . a . n.a. n.a.
Source : Economic Commission fo r  Europe, Annual B u lle t in  o f Transport
S ta t is t ic s  fo r  Europe, Economic Commission fo r  Europe, Quarterly  
Transport S ta t is t ic s  fo r  Europe. O.E.C.D. International Tourism 
and Tourism P o licy , P a r is , 1971.
Notes : I .  Non-Scandinavian v is i to r s ,  ex its  o f foreign pri vate cars , excluding  
in ternationa l fe rry  t r a f f i c .
2. A ll-veh ic les  irrespective  of re g is tra t io n . Tourists nights exclude 
camping grounds and youth hostels.
3. Estimates o f en tr ie s .  Nights in to u r is t  accommodation.
4. Estimate of e n tr ie s ,  excluding f r o n t i e r - t r a f f i c .
5. Including excursionists.
6. Including " f ro n ta l ie r "  t r a f f i c  -  excluding th is ,  to ta l entries  
in 1970 -  8,796,000.
n .a . not ava ilab le .
Among the main to u r is t  generating countries, entries of domestic cars 
closely correspond to the numbers o f  entries of foreign cars, but in  
Yugoslavia and Spain entries of foreign cars predominate. Entries of 
foreign private cars tend to be in f la te d  by double-countingof t ra n s i t  
t r a f f i c  on the outward and return stages o f the journeys. This 
p a r t ic u la r ly  a ffects  foreign t r a f f i c  passing through West Germany 
and Switzerland.
The inclusion of t ra n s i t  to u r is ts ,  excursionists, and also cross- 
border, journey-to-work t r a f f i  c, severely l im its  the analysis of this  
data. A great deal of information disaggregating t r a f f i c  flows by 
journey purpose, is required to analyse the determinants and results  
of these t r a f f i c  flows. For example i t  is almost impossible to make 
any d irec t  comparisons between the monthly d is tr ib u tio n  o f to u r is t  
a r r iv a ls ,  and entries of foreign cars, and re la te  these to holiday  
travel (Table 111 7).
As a resu lt  of the inclusion of non-touris t t r a f f i c ,  the summer seasonal 
concentration of to u r is t  nights in Switzerland and Germany is more 
pronounced than the peak of private car en tr ie s .  Entries of cars to
France and foreign to u r is t  nights follow broadly the same d is t r ib u t io n ,__
re f le c t in g  the country's less centralised position in Western Europe.
In Sweden and Denmark entries of non-Scandinavian cars involve longer 
distance t r a v e l , and the summer seasonal concentration of entr ies  is 
more noticeably peaked.
In Spain, the monthly d is tr ib u tio n  of private  car entries and to u r is t  
arr iv a ls  including excursionists follow an iden tica l pattern. The 
marked peak in entries in August re f lec ts  the importance of French 
to u r is ts .  Entries to Yugoslavia exclude cross-border t r a f f i c ,  and the 
monthly d is tr ib u tio n  is very s im ila r  to that in Spain. The d is tr ib u t io n  
of to u r is t  a rr iv a ls  follows a s im ila r  p a tte rn , but the d is tr ib u t io n  o f  
to u r is t  nights is almost e n t i re ly  (84%) concentrated into the summer 
holiday season from May to September.
In order to study the contrasting modal d is tr ib u t io n  of to u r is t  a r r iv a ls  
in Western Europe, data from Spain, I t a l y ,  Greece, Yugoslavia, Scandinavia 
and Switzerland is now presented.
Tourism in Spain has expanded rapid ly  and become the focal point of 
organised in c lu s ive -to u r  holidays in Western Europe. Demand has increased 
from less than one m ill ion  v is ito rs  in 1950 to over 24 m il l io n  in 1970.
Not a l l  o f these v is ito rs  are holidaymakers and,as in the case of  
Yugoslavia and I t a l y ,  the inclusion o f excursion t r a f f i c  d is to rts  the 
overall d is tr ib u tio n  o f  to u r is t  t r a f f i c  in Western Europe, and the modal 
d is tr ib u tio n  of a rr iv a ls  to these countries, by over-emphasising the import 
ance of road t r a f f i c .  Gross figures of to u r is t  a rr iv a ls  fo r  Spain and 
I t a l y ,  indicate tha t Spain receives 20% of a l l  v is ito rs  to O.E.C.D.
European countries, and I t a ly  30%.
g
An Economist In te ll igence  Unit report on Spain estimated to ta l  holiday  
v is ito rs  at 12.8 m il l ion  in 1970, s l ig h t ly  lower than o f f i c ia l  estimates.
In 1969 31 m ill ion  to u r is t  a r r iv a ls  were registered in I t a ly  but only 
13 m ill ion  were o f f i c i a l l y  estimated as non-excursionists. 16.8 m il l io n  
of the 20.5 m il l ion  to u r is t  a r r iv a ls  in Yugoslavia in 1967 were o f f i c i a l l y  
estimated as excursionists.
Excursionists should be excluded from a l l  to u r is t  s ta t is t ic s  because
they do not consume accommodation, food or services in any ap p re c ia b le -------
quantity ,  and th e ir  expenditure is  a frac tion  of that o f the holiday­
maker.
The only reasonably accurate means of a ffec ting  the necessary reductions 
in the s ta t is t ic s  is to study the d is tr ib u tio n  of to u r is t  departures, 
from the main to u r is t  generators, where the s ta t is t ic s  are a v a ila b le ,  and 
compare this f igure  with the to u r is t  a r r iv a l  d a ta ..  In Spain, the m ajority  
of the excursion t r a f f i c  arrives from France by pr iva te  car. The 
d is tr ib u tio n  o f nights spent in the country by the residents o f the main 
to u r is t  generators can also assist the estimation of the true demand 
fo r  to u r is t  t ra v e l .
The e a r l ie r  predominance o f the French to u r is t  in Spain has now been 
reduced by the growth of a rr iv a ls  from Great B r i ta in ,  West Germany,
Belgium, Holland and Scandinavia. This has la rge ly  been based on the 
expansion of a i r  inc lus ive -tour t ra v e l .  The e f fe c t  has been to
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s ig n if ic a n t ly  a l t e r  the modal d is tr ib u tio n  of to u r is t  a r r iv a ls  and in  
p a rt ic u la r  holiday t r a f f i c  (Table 111 8 ) .
There appears to be an in d ire c t  re lationship  between the f a c i l i t y  and 
distance-costs of trave l and the length of v i s i t .  The Economist 
in te ll igence  U n it^noted  tha t " The United Kingdom, Scandinavia and 
German v is ito rs  have the longest s tay , due to th e i r  dependence upon 
package holidays, while the French being mainly car-borne, appear to 
stay fo r  a shorter time". This conclusion i s ,  however, based upon the 
length o f stay in hotels and does not take account of the demand 
for supplementary accommodation, p a r t ic u la r ly  by motorists.
Table 111 8. Modal D is tr ibu tion  o f Tourist A rr iva ls  to Spain ,1961,
1965 and 1970
Mai n Mode
Mi 11i on
1961
' % M il l io n
1965
%
1970 
Mi 11i on %
Road 4.96 67 9.73 68 15.21 63
Ai r 0.62 8 1.82 13 5.40 22
Rail 0.86 11 1.34 9 1.82 8
Sea 1.01 14 1.37 10 1.68 7
Total 7.45 100 14.26 TOO 24.11 100
Ai r as % o f  
touris ts  less 
excursionists
13 21 37
Source: Economist In te ll ig e n ce  U n it ,  National Report No. 2, Spain,
International Tourism Q uarte rly , No. 2 . ,  1971.
Table 111 8 .emphasises the rapid growth in to u r is t  a rr iv a ls  in Spain. 
Approximately one th ird  o f a l l  touris ts  (excluding excursionists) a rr iv e  
on air-based package tours, while perhaps another one tenth a rr iv e  on 
coach tours and another one th ird  by road. The Economist In te ll ig e n ce  
Unit suggests that r a i l  has maintained a minor share o f the t r a f f i c ,  
and the proportion a rr iv in g  by sea has only been prevented from f a l l in g
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fa s te r  by the popularity of car fe r r ie s  to the north coast.
The rapid expansion o f  a i r  inclusive tour travel to Spain is^apparent 
in the modal d is tr ib u tio n  o f a l l  to u r is t  a r r iv a ls ,  but with a much lower 
level o f  expansion of inclusive tour travel to I t a l y ,  the modal d is t r ib u t io n ,  
and in p a r t ic u la r  the proportion o f a i r  trave l has not a lte red  to 
the same degree (Table 111 9 ) .  The proportion o f  r a i l  trave l has 
declined to both Spain and I t a l y ,  but whereas the number o f a rr iv a ls  has 
remained s ta t ic  in I t a l y ,  t r a f f i c  more than doubled to Spain, during 
the decade.
The e f fe c t  of the development of a i r  inclusive tours to Spain has been 
to concentrate to u r is t  trave l demand on the Eastern coastal resorts ,  
leaving large areas o f the peninsula untouched by.tourism.
Table 111 9. Modal D is tr ibu tion  o f  Tourist A rr iva ls  to I t a l y ,
Ig'gy ^  |969'
Main Mode 1961 1969
Mi 11i on % Mi 11 ion %
Road 13.31 70.3 24.13 77.3
A ir  0.81 4 .3  2.47 7.9
Rail 4.45 23.5 4.49 14.4
Sea 0.36 1.9 0.47 1.5
Total 18.94 100 31.21 100
Less Excursionists 10.00 13.00
Source: Ente Nazionale I ta l ia n o  Per I I  Turismo.
Table 111 10. indicates the e ffects  of the development o f inc lus ive  tour  
travel on the mode o f transport u t i l is e d ,  fo r  travel to Spain from the 
three main European travel generators. The modal d is tr ib u t io n  fo r  trave l  
from France is not s ig n if ic a n t ly  influenced by the development o f I .T .  
Charters. Geographical proximity is a more important influence and 
produces a dominance o f  a rr iv a ls  by road. The modal d is tr ib u t io n  of  
in ternationa l holiday travel from Germany and the United Kingdom is in
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marked contrast to trave l from France and can only be explained by the 
re la t iv e  a v a i la b i l i t y  of a i r  in c lu s iv e -to u r  holidays from each country.
T a b le . I l l  10. Mode o f Tourist A rr iva l  in Spain in 1970
Country of Origin A ir Road Other
France 3.4% 93% 3.6%
United Kingdom 73.0% 21% 6.0%
West Germany 49.0% 47% 4.0%
Source: M in is ter io  de Information y Turismo, Madrid, 1970.
The number o f private  cars entering Spain has increased from 2.46 m il l io n  
in 1965 to 4.85 m ill ion  in 1970. Across the French f r o n t ie r  the numbers 
have increased from 1.93 m ill ion  to 3.81 m il l io n ,  from Portugal 0 .18  
m ill io n  to 0.39 m il l io n ,  from Morocco 0.29 m il l io n  to 0.54 m il l io n ,  and 
—  by sea from 0.05 mi 11 ion to 0.11 mi 11 io n . ——  ^  ----------  ------ ---------------------
I f  an average o f three persons per car is  m u ltip lied  by the number o f  
vehicle en tr ies  in 1970, the number o f  to u r is t  a r r iv a ls  by car can be 
estimated a t  14.55 m il l io n .  Therefore probably less than one m il l io n  
a rr iv a ls  by road are by coach or bus. Only 7% of U.K. v is i to r s ,  who 
arrived by road, are estimated to have tra v e l le d  by coach or bus.
The monthly d is tr ib u t io n  of a r r iv a ls  by private  car in Spain is more 
strongly peaked in the summer months than the general to u r is t  a r r iv a l  pattern .  
The modal d is tr ib u t io n  o f a rr iv a ls  in each month to Spain (Table 111 11 .)  
shows the e f fe c t  o f th is  concentration o f  road t r a v e l , not merely fo r  
a l l  to u r is t  t r a f f i c ,  but also t r a f f i c  from the United Kingdom, which is  
predominately by a i r .  As a resu lt  o f  the concentration o f a r r iv a ls  by road, 
the share o f  t r a f f i c  o f r a i l  sea and a i r  transport drops below the average 
during the peak trave l months of July and August. The above average 
proportions o f a i r  t r a f f i c  during the other months re f lec ts  the extension  
o f off-season a i r  inclusive tour t r a f f i c  to Spain, which w i l l  now be even 
more marked.
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Table I I I  I I .  Modal D is tr ibu tion  of Total Tourist and U.K. Tourist A rr iva ls  
to Spain in 1970, by Month of A rr iv a l .
Month Rai 1 
Total
% •
U.K.
%
Road
Total
■ ■ %
U.K.
%
Sea
Total
%
U.K.
%
Ai r  
Total
%
U.K.
%
A l1 Modes 
Total U.K.
% %
Jan. I I . 3 2.9 54.7 15.3 11.2 8.7 22.9 73.1 100 100
Feb. 1 0 .1 1.9 56.3 12.4 8.2 5.9 25.5 79.8 100 ioo;
March 9.0 2 . 1 55.2 13.9 9.7 6.2 26.2 78.9 100 TOO
April 7.5 1.8 52.1 12.7 12.0 6 .3 28.4 79.2 100 100
May 5.7 2.0 52.8 I I . 3 8 .7 3.9 32.8 82.8 100 100
June 7.7 2.7 58.4 21.5 6.7 2.6 27.2 73.2 100 TOO
July 6.2 2.2 70.5 28.1 4.4 3.4 18.8 66.4 100 100
August 6 .0 2 .3 74.5 30.1 4 . 7 : 3.4 14.8 64.2 100 100
Sept. 7.1 2 .3 62.9 19.9 6.4 3.1 23.6 74.7 100 100
Oct. 7.5 1.3 56.4 12.7 9 .3 4.7 26.8 81.2 100 100
Nov. 10.6 1.8 56.8 15.0 10.2 4.6 22.4 78.6 100 100
Dec. 14.1 1.5 54.2 I I . 5 8.0 5.8 23.7 81.3 100 100
Total 7,5 2.2 63.1 2 1 .1 7.0 3.9 22.4 72.9 100 100
Source: M in is terio  de Informacion y Turismo, Madrid, 1970.
52% o f  U.K. a rr iv a ls  by road reached Spain in July and August, in contrast to 
45% o f  a l l  a r r iv a ls  by road. A ir  travel from the U.K. was also more seasonally 
peaked. 34% of U.K. a i r  passengers arrived in July and August in contrast 
to 29% o f a l l  passengers.
The la rger the holiday t r a f f i c  component of road a rr iv a ls  the greater is the 
seasonal concentration o f t ra v e l .  Spain, and other countries with a developed 
in c lu s iv e -to u r  market, are therefore faced with the reco n c il ia t io n  o f  two 
factors p r io r  to the provision o f additional to u r is t  services fo r  motorists. 
A rriva ls  by road w i l l  help to d is tr ib u te  to u r is t  demand and expenditure more 
evenly through the country, but the encouragement of th is  t r a f f i c  increases the 
seasonal concentration of travel demand. I t  i s ,  there fo re , v i t a l  to  obtain more 
information on the economic impact of these various trave l markets, by 
discovering th e i r  re la t iv e  expenditure and length of^stay.
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Table 111 12. Relative Prices Index of Tourist Cost o f L iv ing , 1969.
Country Superior
Class
Medi urn 
Class
. Spain = 100
Spain 100 100
I ta ly n o 125
France 182 172
Belgi urn 114 124
Netherlands 118 141
Germany 128 132
Source: Centro par la S ta t is t ic a  Aziendale.
The main influence on I .T .  trave l to Spain has been low cost.
Spain s t i l l  has a cost advantage over neighbouring countries o f Western 
Europe but competition from Yugoslavia, Greece, and North A fr ica  may 
become more serious especia lly  once touris ts  have sampled trave l to 
Spanish resorts. Inclusive tour trave l tends to standardise holidays  
and th is  may m i l i ta te  against Spanish tourism as in c lu s iv e -to u r  
travel expands to new destinations. The newer centres s t i l l  lack the 
absorptive capacity o f Spain, but they o f fe r  serious price competition  
and th is  W ill  be developed as the scale of in c lu s iv e -to u r  trave l grows.
In add ition , in 1973, Spain did not e f fe c t iv e ly  devalue with B r ita in  
as she had done in 1967.
I t  remains to be seen whether the future expansion of the inc lus ive  trave l  
market w i l l  o f fs e t  any tendency fo r  touris ts  to seek a l te rn a t iv e  des tina t­
ions. The M in is terio  de Informacion y Turismo have forecast fo r  1975 
38.8 m il l ion  v is i to r s ,  29% by a i r  and 61% by road. The Economist 
In te ll igence  Unit considers however tha t a i r  travel w i l l  become 
dominant fo r holiday travel and w i l l  eventually account fo r  more than h a l f  
of a l l  touris ts  (excluding excursionists) a rr iv in g  in Spain. Package 
holidays w i l l  gain fu r th e r  ground, perhaps including three quarters o f  
a l l  holidaymakers. This would not necessarily be a t  the expense o f  
motor t ra v e l ,  but would be dependent upon a massive expansion of the
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supply o f in c lu s iv e -to u r  trave l in Western Europe.
This is l ik e ly  to arise from the growing market fo r  off-season short 
holidays to Spain. The expansion o f transport and accommodation capacity  
has necessitated the creation of cheap off-season t ra v e l .  The im p lica t­
ions of these trends in the supply o f holiday trave l are fu r th e r  considered 
in the next part o f th is  Chapter, and the influence of the re la t iv e  
cost advantages of various countries fo r  d i f fe re n t  forms of holiday  
travel is studied in Chapter V.
Tourist data fo r  Yugoslavia and Greece, the other main reception  
countries in Western Europe, with a major surplus of to u r is t  receipts is  
less read ily  a v a ila b le ,  but re-emphasises Spanish trends.
Yugoslavia and Greece
In Yugoslavia, the to ta l  a r r iv a ls  by road o f a l l  foreign v is i to rs  were 
estimated by the Federal Customs Directorate in 1967 to be 19,263,276, o f  
which 19,258,283 arrived  by car. Neighbouring states of I t a l y ,  10,589,113, 
A u str ia ,  4 ,247,832, and Germany, 2 ,260,410, generated approximately 
90% o f th is  t o ta l .  I t  is  not possible to iso la te  the proportion o f  
holiday t r a f f i c  in th is  c ro ss -fro n t ie r  t r a f f i c  but i f  consideration is 
given to the growth o f  a r r iv a ls  by private  car from other European • 
countries the expansion of longer distance holiday motoring to Yugo­
s lav ia  can be estimated. Table 111 13. indicates increases by a fa c to r  
of; ten fo r motoring v is ito rs  from Belgium and the Netherlands, e igh t fo r  
motoring v is ito rs  from Denmark, France, and Switzerland and f iv e  from 
the U. K.
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Table 111 13. A rr iva ls  by Car in Yugoslavia 1963 to 1967
Country o f Origin 1963 1965 1967
Belgium 24,456 80,810 231 ,000
Denmark 10,560 37,416 83,000
France 54,469 179,691 452 ,042
Netherlands 31,231 135 ,937 365,000
Switzerland 27,103 79 ,907 177,221
United Kingdom 34,076 84,761 180,363
Source: Federal Customs Directorate .
Note: The c la s s if ic a t io n  of v is i to rs  coming by road is made
according to the country o f immatriculation o f car used.
Table 111 14. A rr iva ls  of Foreign Tourists in Greece by A ir  and 1
1967 and 1970
Origin 1967 1970
A ir
%
Road
%
Ai r
%
Road
%
U.K. 11.4 12.9 15.0 10.8
France 7.5 13.5 7.1 14.5
West Germany 8.5 21.8 9 .8 17.4
I t a ly 3.0 5.9 3.5 6.6
Total 30.4 54.1 35.4 49.3
Total Europe 57.4 82.0 53.2 80.0
U.S.A. 28.5 7.9 30.6 8.5
Total A rr iva ls 478,804 156,277 782,906 251 ,992
Source: National S ta t is t ic a l  Service o f  Greece.
In Greece to u r is t  a rr iv a ls  by a i r  and road increased by over 50% between 
1967 and 1970 (Table 111 1 4 . ) ,  and the concentration of t r a f f i c  generation 
remained broadly s im ila r .  The four main generators o f tourism to Greece 
increased th e i r  share of the a i r  trave l market, but los t  an equivalent  
proportion of to ta l road t r a f f i c .  This re f lec ts  the increasing scale o f  
a i r  travel and the supply o f inclusive tours, p a r t ic u la r ly  from the 
United Kingdom and West Germany. Over 60% of touris ts  from the United 
Kingdom to Greece travel on package tour holidays. The declin ing share 
of to ta l road a r r iv a ls  from West Germany and the U.K. is  an in d ire c t  
resu lt  of the l im ited  development o f package holidays by a i r  from France 
and I t a l y ,  and increasing levels o f car ownership in a l l  countries of  
Western Europe.
Table 111 15. A rr iva ls  o f Foreign Tourists in Greece by N a tio n a li ty
and Means of Transport, 19'70 1 ~
Country of Origin A ir
%
Road
%
Sea Rail
%
Total A rr iva ls
U.S.A. 78.5 7.1 12.8 1.6 304,681
United Kingdom 70.2 16.4 10.9 2.5 166,904
West Germany 53.8 30.7 10.4 .5.1- 142,702
France 47.8 31.5 19.5 1.2 115,977
I ta ly 36.6 21.4 40.6 1.4 76,215
Sweden 88.3 6 .8 3.0 1.8 17,967
Denmark 92.7 4.6 1.8 0.1 20,384
Belgium/Lux 62.4 21.0 14.4 2.1 21,126
Netherlands 68.4 21.9 7.1 2.6 23,284
Austria 45.0 42.0 6.9 6 .0 30,213
Switzerland 59.2 17.9 20.8 2.1 27,967
Yugoslavia 4.2 87.0 0 .8 8.0 48,138
Cyprus 44.6 3.5 50.0 1.9 31,263
Total A rr iva ls 59.8 20.8 12.6 6 .8 1 ,252,875
Source: National S tati s t i  cal Servi ce of Greece.
The re la t iv e  shares o f main forms o f transport used by non-cruise to u r is ts  
are deta iled  in Table 111 15. I t  is  s ig n if ic a n t  to note the major 
contrasts in the modal d is tr ib u t io n .  Countries with an above average
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share of a i r  travel are normally a t  a considerable distance from Greece, 
and/or possess a developed inclusive tour travel market. In contrast 
the d is tr ib u tio n  o f trave l from Yugoslavia emphasises the impact o f  
proximity on the share o f a r r iv a ls  by road. The d is tr ib u tio n  of 
a rr iv a ls  from France, is not d istorted  by inclusive tour a i r  t ra v e l ,  
and probably more closely re f lec ts  the re la t iv e  distance-cost re lationships  
of a i r  and road t ra v e l .
Scandinavia and Switzerland
Turning from the s itu a tion  among the main receptors of to u r is t  t ra v e l ,  
the transport d is tr ib u tio n  of a rr iv a ls  to Scandinavia and Switzerland, 
provide an important series of contrasts. Scandinavia l ie s  on the 
northern periphery of the Continent to which holiday t ra v e l le rs  flow 
against the t ide  of to u r is t  travel from northern Europe to the 
Mediterranean. Switzerland s ituated in the heart of the Continent, 
l ie s  on the cross-roads o f t r a v e l , north to south, and east to west.
Since the introduction of the jo in t  Scandinavian passport control area 
in May 1958 no o f f i c ia l  s ta t is t ic s  are ava ilab le  showing the separate 
number o f  a rr iv a ls  over the fro n tie rs  of Sweden, Norway, Denmark and 
Finland.
The sw iftes t  growing to u r is t  stream to Sweden from non-Scandinavian countries 
comes from West Germany. Unfortunately, th is  t r a f f i c  is very d i f f i c u l t  
to assess s t a t i s t i c a l l y ,  since the very large Danish-German border 
t r a f f i c  is included in the to u r is t  s ta t is t ic s  fo r  Scandinavia as a whole.
The estimated number of v is ito rs  (excluding excursionists) from non- 
Scandinavian countries has increased from 728,000 in 1960 to 1.8 m il l io n  
in 1971. In ternationa l travel w ith in  Scandinavia is estimated a t between 
3 and 4 m il l ion  v is i to rs .
The Swedish Tourist Board estimate tha t  fo r  t r a f f i c  to Sweden d ire c t ly  
from non-Scandinavian countries in 1969, 228,000 (54%) t ra v e l le d  by sea 
and 198,000 (46%) tra ve lled  by a i r .  In 1971 the to ta l  number of d irec t  
v is ito rs  had increased from 426,000 to 521,000 but the modal d is tr ib u t io n  
remained in favour o f sea travel (53%). I t  should, however, be noted tha t  
the Swedish Tourist Board estimate tha t the great majority o f  foreign
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to u r is ts ,  in the region o f 60 to 70%, come to Sweden by car, mainly 
via Denmark.
The Board of Customs estimate, however, tha t only 166,000 non-Scandinavian 
cars and motor coaches entered Sweden in 1969. This was an increase 
from 95,000 in 1963. During the same period the to ta l number o f vehicles  
entering Sweden (including returning Swedish vehicles) increased from
2,694,000 to 6,074,000. I f  10% of the non-Scandinavian vehicles are 
motor coaches th is  leaves 150,000 foreign cars entering Sweden. In 
1969 non-Scandinavian a rr iv a ls  in Sweden were estimated a t 1.5 m il l io n .
60% of these a r r iv a ls  would be approximately 900,000 touris ts  a rr iv in g  
by car. In terms o f  the estimated number o f car entries th is  would 
require an average car occupancy rate of s ix  persons!
This apparent discrepancy underlines the necessity to conduct sample 
to u r is t  t ra f f ic s u rv e y s . Sweden, l ik e  the United Kingdom, is  fortunate  
that foreign motor touris ts  can be interviewed at ports o f a r r iv a l  or 
departure.
A sample survey was conducted during June to September 1971 and i t  was 
found tha t the average length o f stay bore d irec t  re la t io n  to th e d is ta n c e  
t ra ve lled  to Sweden. The average length of stay of Austrian motorists  
was 13 days, B r it ish  and West German motorists stayed 9 days, Dutch 
motorists 7 days, and Danish motorists 5 days. But without accurate 
figures of the number o f to u r is t  a r r iv a ls  by private  car the overa ll  
demand fo r  to u r is t  accommodation cannot be estimated. The Swedish 
Tourist T r a f f ic  Association survey tended to concentrate a tten tion  on 
the a ttitudes of motoring t ra v e l le rs  to th e i r  stay in Sweden.
Comparisons can be made between the monthly d is tr ib u t io n  o f  t r a f f i c  
d irec t  to Sweden, and the d is tr ib u t io n  o f vehicle t r a f f i c  across the 
Oresund S t r a i t .  The Denmark-Sweden fe rry  services carry a large  
proportion o f motorists to Sweden, including an estimated 87,000 non- 
Scandinavian vehicles.
The m ajority o f business trave l is  d ire c t  by a i r  and th is  t r a f f i c  is  
evenly d is tribu ted  throughout the year. On average, 25% of a l l  d ire c t  
a i r  t r a f f i c  from Great B rita in  and Western Germany tra v e lle d  to Sweden
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between June and August. 55% of the d ire c t  sea t r a f f i c  from these 
two countries to Sweden was carried during the same summer months in 
1969.
Vehicle t r a f f i c  across the Oresund S t r a i t  is  less peaked, with 46% 
of t r a f f i c  aris ing  between June and August. This is  s ig n if ic a n t ly  
lower than cross-Channel t r a f f i c ,  and re f lec ts  both the lower prop- 
ortion o f  holidaymakers carried and the c loser, s o c ia l ,  economic and 
p o l i t ic a l  t ie s  between Denmark and Sweden.
I t  is  also important to note tha t  land t r a f f i c  across the Swedish- 
Finnish f ro n t ie r  is  very highly peaked (64% June to August), but this  
is more read ily  explained by the extreme d i f f i c u l t i e s  o f land 
communication in Northern Scandinavia during the long w in ter period.
Tourist travel data fo r  Denmark, Finland and Norway is even more 
d i f f i c u l t  to obtain in any d e ta i l .  I t  is known, fo r  example, tha t  
to ta l car a rr iv a ls  to Finland doubled to 318,000 between 1965 and 1970, 
and that 90% o f a r r iv a ls  were from other Scandinavian countries, 
including 72% from Sweden, but volumetric data is woefully inadequate 
fo r  the assessment o f the nature of trave l demand and the impact of  
hoiiday motoring. These problems are magnified fo r  trave l to 
Switzerland, by the large number o f t ra n s i t  t ra v e l le rs .
The 1964 O.E.C.D. report on in te rnationa l tourism revealed tha t in  
Switzerland, a market survey on the touris ts  use o f the main modes of 
transport, discovered tha t during the summer season about two thirds  
of touris ts  a rr ive  a t  resorts by private  car, and the remainder by 
public transport, p a r t ic u la r ly  by r a i l .  During the w in ter season, these 
proportions are reversed with almost two thirds of touris ts  a rr iv in g  
by rai 1.
Switzerland has always been a focal point o f  t r a v e l ,  and th is  has been 
developed by the construction of mountain tunnels. In July 1965 the 
Mont Blanc tunnel was opened, and between the opening and the end o f  
January 1966 350,000 cars had passed through, and t r a f f i c  grew to
592,000 cars during th a t  year. 572,000 cars passed through the St. Gottard  
Tunnel in 1966 compared with 451,000 in 1965 and in 1966 293,000 cars 
passed through the Grand St. Bernard.
The to u r is t  impact of much o f  th is  t r a f f i c  is  l im ited  by the large  
component of t ra n s i t  t ra v e l le rs .  Comparing the d is tr ib u t io n  o f hotel 
a rr iv a ls  and entr ies  o f  foreign private  cars on non-work journeys in  
Table 111 16. indicates th a t  the fu r th e r  the distance to t r a v e l ,  the 
lower the number o f e n tr ie s ,  but proportionally  the greater the to u r is t  
impact, measured in hotel a r r iv a ls .  Transit and excursion motoring confers 
l i t t l e  or no economic advantage to Switzerland, and merely adds to the 
congestion and therefore social costs on her own road network. I t  
cannot be stated what proportion of the 1,634,000 hotel a r r iv a ls  were 
generated by motorists from non-contiguous European countries, but in  
view of the l im ited  development of inclusive tour trave l and the Tow 
numbers o f entries  o f  coaches from these countries, th is  w i l l  form the 
most s ig n if ic a n t  proportion.
Table 111 16. Estimated Entries to Switzerland o f Foreign Private Cars
onHfon-'Work Journeys, 1971, in'O'OQ Car Units
Country o f Origin Cars June to Sept. Coaches and Hotel
inclusi ve regular bus a rr i  vals
Number % servi ces A ll  touri:
'000 '000 *000 '000
Germany 11,766 5,089 43.3 44.4 1,621
France 7,083 3,114 44.4 23.0 908
I ta ly 11,821 4,434 37.5 14.4 656
Austria 2,018 796 39.4 7.2 146
Total 4 countries 32,688 13,433 3,331
Belgium/Lux 538 413 76.8 4.7 338
Netherlands 651 521 80.0 4 .2 315
G. B ./ Ire lan d 386 295 76.4 1.8 576
Scandinavia 150 117 78.0 0 .8 184
Other 213 151 70.1 2.1 278
Total other Europe 1,938 1,507 1,634
Total 34,626 14,930 4,965
Source: Bureau Federal de S ta tis tique  and O.E.C.D. In ternationa l Tourism 
and Tourism P o lic y , Paris 1972.
Despite a continuous land f ro n t ie r  and surrounding countries with major 
concentrations of car ownership the r e la t iv e ly  even seasonal d is tr ib u tio n  
of entries of private  cars on non-work journeys from the main generators 
of travel to Switzerland does l i t t l e  to a l le v ia te  the seasonal concentration 
of to u r is t  demand, (Table I I I  17). This s itu a tion  can only be a lte red  i f  
means are found to exp lo it  the to u r is t  potential of these motoring v is i to rs .
As noted in e a r l ie r  examples, distance of travel seems to influence  
the seasonal peaking of motoring a r r iv a ls ,  suggesting tha t the importance 
of a holiday, as the main journey purpose increases with the distance 
to the destination.
The most marked seasonal concentration o f car entries from neighbouring 
countries is of motoring v is ito rs  from A ustr ia , and the most even 
quarterly  d is tr ib u tio n  o f a rr iva ls  by car, from I ta ly  (Table I I I  17).
The l a t t e r  is more read ily  explained by the regional concentration of 
population and car ownership in Northern I t a ly  closest to the borders 
with Switzerland. The lack of any strong seasonal t r a f f i c  flow from I ta ly  
can also be related to the low number of hotal a rr iv a ls  generated,
(Table I I I  16), in contrast to German v is i to rs ,  despite an almost iden tica l  
number o f car entries in 1971.
The d is tr ib u tio n  o f European to u r is t  a rr iv a ls  a t  hote ls , (Table I I I  17), 
is more concentrated in the summer months than entries of cars from 
Germany and France, but the d is tr ibu tio n  of car entries from Germany 
closely follows the d is tr ibu tio n  of German to u r is t  a r r iv a ls .
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Table 111 17. Quarterly D is tr ibu tion  o f Entries to Switzerland of  
Foreign Private Cars on Non-Work Journeys and European 
Tourist A rr iva ls  a t  Hotels, 1971
Country of  
Ori gin
Jan-Mar 
Entries %
April-June  
Entries %
July-Sept  
Entries %
Oct-Dec
Entries %
Total
Entries %
Germany 2,140 18 3,061 26 4,121 35 2,444 21 11,766 100
France 1,286 18 1,745 25 2,554 36 1,498 21 7,083 100
I ta ly 2,707 23 3,006 25 3,450 29 2,658 23 11,821 100
Austria 398 20 494 24 843 42 483 24 2,018 100
Total 6,531 20 8,306 25 10,768 33 7,083 22 32,688 100
European
touris ts 14 28 45 14 100
German
touris ts 16 30 39 14 100
Source: Bureau Federal de S ta t is t iq u e ,  Q .E .C .D ., In ternationa l Tourism^
and Tourism P o lic y , Paris , 1972.
Tourists in t r a n s i t  by road predominate in countries on the north-south  
axis of trave l in Western Europe. This p rim arily  means A u s tr ia ,  Belgium, 
Denmark, France, Germany, Switzerland and Yugoslavia. These v is i to rs  
may reg is te r  as to u r is t  a r r iv a ls  on both the outward and return legs of  
th e i r  t ra v e l .  Consequently the summation o f  to u r is t  a r r iv a ls  by road 
throughout Western Europe, greatly  over-estimates the true volume of 
holiday t ra v e l ,  by pr iva te  car.
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I I I  i i i .  Conclusion
In ternational to u r is t  trave l s ta t is t ic s  are therefore of extremely l im ited  
value fo r  the analysis of the scale and nature of travel demand in Western 
Europe. Two important conclusions can, however, be drawn from th is  section  
of the research. F i r s t l y ,  the influence o f the development of a i r  travel  
and in p a r t ic u la r  in c lu s iv e -to u r  travel on the modal d is tr ib u t io n  o f  
to u r is t  travel in Western Europe. This development and the influence on 
holiday motoring is discussed fu rthe r  in part iv .  of th is  Chapter. Secondly 
the marked seasonal concentration o f to u r is t  travel by car.
As in te rnationa l tourism has expanded so has the recognition of the need 
to spread the summer peak o f trave l in Western Europe. This need has 
been f e l t  most acutely by those countries whose a ttrac tions are la rge ly  
c l im a t ic ,  and where travel is  strongly resort,  c i ty  or reg ionally  
concentrated, producing major problems of t r a f f i c  congestion.
Variations in the structure of the travel group, the inclusion of 
children, th e i r  ages,and the tra v e l le rs  occupation and country of o rig in  
are important determinants o f the seasonal concentration of t ra v e l ,  the 
modal d is tr ib u tio n  o f holidays, and consequently the seasonal d is tr ib u t io n  
of each mode o f  t r a v e l . National household travel surveys are v i ta l  to 
study the nature and extent of seasonality , re lated  to the characteris t ics  
of holiday makers and th e ir  choice of transport, in order to plan to reduce 
t r a f f i c  peaks. The results of examples o f these surveys are studied in  
parts v. and v i .  o f th is  Chapter.
Transport and tour operators are also faced with problems of seasonality.  
Commercial approaches to th is  problem are based on off-peak price reductions. 
Tour operators and a ir l in e s  have offered w inter holidays a t extremely low 
rates in order to cover some proportion of the costs of th e i r  vehicle  
f le e ts  which have been extended to cope with summer t r a f f i c  peaks. The 
physical l im ita t ions  to w inter motoring have meant tha t  th is  off-season  
t r a f f i c  growth has large ly  been a creative development on the part  of  
the a ir l in e s  and tour operators. This has reinforced the summer concentration  
of motor t r a v e l .
Car fe rry  price structures are designed to encourage off-season t r a v e l ,but
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on the Continent there are no major cost incentives to trave l outside the 
summer season. The expansion of camping, caravanning, and s e lf -c a te r in g  
holidays has enabled the to u r is t  industry to cope with th is  concentrated 
demand. Further analysis o f the factors influencing seasonality and the 
e f fe c t  on demand fo r  accommodation follows in Chapter IV and V.
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I I I  iv .  Inc lus ive  Tour Travel.
T r a f f ic  Trends.
In the previous section of th is  Chapter reference was made to the impact 
of inc lus ive -tour travel p a r t ic u la r ly  by a i r  on the modal d is tr ib u t io n  of 
holiday trave l to Western Europe.
Between 1950 and I960, there was an annual average increase in European 
a i r  t ra v e l ,  measured in passenger kms. of 13%, but in  sp ite  o f th is  increase 
the share of a i r  travel in European passenger transport remained in s ig n if ic a n t .  
In 1962, the number of passengers kms. tra ve lled  wholly w ith in  Europe was 
about t h i r ty  times la rger by r a i l  than by a i r .  However, on certa in  routes, 
the part played by a i r  t r a f f i c  has since become considerable. This has 
la rge ly  re f lec ted  the growth of in te rn ationa l holiday trave l and the 
expansion of in c lu s iv e -to u r  charters ( I . T . C . ) .  I .T .C .  f l ig h ts  have canalised  
European a i r  t r a f f i c  along p a r t ic u la r  routes, and established special holiday  
t r a f f i c  relationships between the to u r is t  generating countries o f Northern 
Europe and the Mediterranean reception countries, especia lly  Spain. (F ig .3 )
S ta t is t ic a l  in te rp re ta t io n  o f a i r  t r a f f i c  i s ,  however, d i f f i c u l t  because of  
the varying shades o f d e f in it io n  o f scheduled and non-scheduled t r a f f i c ,  the 
large number o f s ta t is t ic a l  reporting organisations, the lack o f data on the 
country o f orig in  o f  passengers, and the fac t  tha t a i r  t r a f f i c  s t a t is t ic s  
are usually based on the home country o f the a i r c r a f t ,  and not on the 
geographical location of routes.
Nevertheless i t  is important to comment on the expansion o f  a i r  transport  
in general and in c lu s ive -to u r trave l in p a r t ic u la r .  The l a t t e r  is the 
most rapid ly  expanding segment o f European passenger transport,  and is  
predominantly a holiday travel market.
Inc lus ive -tour travel has expanded by reducing to ta l  holiday costs, and by 
exp lo it ing  the high degree o f  price e la s t ic i t y  in the market. Distance-cost  
relationships have remained comparable with scheduled a i r  fa re s ,  but 
in c lu s iv e -to u r  prices also include the costs of accommodation and catering .
Some t r a f f i c  has been taken from the scheduled servicesbut the market is  
ess en t ia l ly  creative . The re la tionsh ip  to costs of p rivate  motoring holidays  
depends on the size o f  the motoring trave l party,and the choice o f  
accommodation.
Fk .3
^ a in
'  both
I,lclusiVe
T o w
T r a t f i c Flo iVS Betw e e n
® C A c
C o u n t y es,*
1 9 7 0
'c m n e n t
Reductions in to ta l holiday costs have been achieved by tour operators 
through bulk purchase of accommodation and a i r c r a f t  seats, a closely  
integrated marketing operation, very high a i r c r a f t  load fac to rs ,  and the 
r e la t iv e ly  low prices in the reception countries. Sun and sea explain  
the dominance o f Spain and I t a l y ,  and more recently the Eastern Mediterranean, 
and North African countries, as the main receptors of a i r  charter t r a f f i c ,  
but low prices have been the real persuader to t ra v e l .
Estimates o f in c lu s ive -to u r passenger trave l in Western Europe are made by 
the European C iv i l  Aviation Conference (E .C .A .C .).  A ll  embarking passengers 
are reported whether they are making the outward or the return f l i g h t  
of th e ir  t r i p ,  regardless o f the c a r r ie r 's  n a t io n a l i ty .  I t  follows tha t  
fo r  any given country, there are two sets o f f iguresrthe t r a f f i c  outbound 
to the countries reported by that country and the t ra f f ic re p o r te d  by other  
countries as being outbound to the l a t t e r .  Both these sets o f figures are 
included in the t r a f f i c  estimates and therefore the data does not accurately  
indicate the number o f passengers resident in a country, and t ra v e l l in g  
abroad on an inc lus ive -tour.
The to ta l  number o f  in c lu s ive -to u r passengers in 1966 was 2 .7 m il l io n .
By19 7 0 /1971 th is  had increased to 6 . 8mi11 ion. The proportion o f th is  t r a f f i c  
contributed by the United Kingdom has now s ta b il is e d  a t about 40% per annum.
I t  was 41.4% in 1966. West Germany supplies 25%, having increased i t s  
proportion from 21.5% in 1966. The proportion of t r a f f i c  from Scandinavia 
has declined from 23.0% to 17%. In 1970/71 Denmark contributed 7% and 
Sweden and the Netherlands both 6%. Spain is by fa r  the g reatest rec ip ien t  
o f I .T .C .  t r a f f i c ,  receiving 59% of the t r a f f i c  generated by E.C.A.C. s tates.
In Table I I I  18, the major a i r  in c lu s iv e -to u r  t r a f f i c  flows to and from
the main generators and rec ip ien t countries are i l lu s t r a te d .  The concentration
of t r a f f i c  to Spain and I t a ly  is immediately apparent.
In comparison to in c lu s iv e -to u r  t r a f f i c ,  other a i r  charter carriage is  of 
very l im ited  importance. I .T .X .  t r a f f i c ,  carried not as a separate 
charter operation, but as part  o f  normal scheduled passenger load,
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together with carnage o f  a f f i n i t y  groups, are estimated to have been only 
10% of to ta l  I .T .C .  t r a f f i c  in 1966 and 1970.
The European A ir l in e s  Research Bureau has estimated tha t in 1967 I .T .C .  
t r a f f i c  only represented 12% of the to ta l  passenger-kms.of scheduled in t r a -  
European a i r  t r a f f i c .  But in order to fu l ly  comprehend the impact of the 
rapid growth o f in c lu s ive -to u rs , i t  is necessary to look more closely a t  
the main generators o f I .T .C .  travel in Western Europe. As a re s u lt  of  
the expansion o f th is form of a i r  t ra v e l ,  the modal d is tr ib u t io n  o f  holiday  
transport has been greatly  modified.
The expansion and d is tr ib u tio n  o f  in c lu s ive -to u r travel from Sweden is
i l lu s t r a te d  in Table I I I  19. By 1969 the number of departing passengers
had increased to 440,000 and including a f f i n i t y  group trave l the to ta l
departures on non-scheduled a i r  services was in excess o f  h a l f  a m il l ion
passengers to non-Scandinavian destinations. Scheduled a i r  services
carried 833,000 passengers in 1969 and to ta l  v is i ts  to  non-Scandinavian
ITcountries, were estimated to be 1,600,000. A sample survey of persons 
aged between 15 and 69 revealed that in 1970, fo r  holiday trave l outside  
the jo in t  passport area, the car and the aeroplane were o f equal importance 
(40%) followed by boat (9%), bus (6%) and t ra in  (5%).
The growth of a i r  travel has therefore s ig n if ic a n t ly  modified the normal 
dominance o f holiday motoring, although by emphasising trave l to non- 
Scandinavian destinations, the greater distances involved in trave l  
abroad would tend to favour the a i r  mode.
In the mid 1960's, scheduled a i r  t r a f f i c  from Sweden grew between 14 to  
15% per annum, but in c lu s ive -to u r trave l increases by over 17% between 1962 
to 1963 and by 46% between 1964 'to 1965. There was very l i t t l e  growth in  
I . T . C . 1s between 1966 to 1967, la rge ly  an expression o f d istaste  fo r  tra v e l  
to Greece a f te r  the Colonels "coup d 'e ta t" ,  but t r a f f i c  expanded the 
following year by 12%.
-261-
Table I I I  19. Number of Passengers on Inclusive Tours from Sweden 
during 1966-1968 and the Countries o f D estina tion .
1966 1968
Destination Number of Number of
passengers % .passengers %
Spain 153,858 45 227,676 58
I t a ly 66,705 20 53,238 14
Greece 37,027 9 3,152 I
France 13,272 4 15,913 4
Germany 14,076 5 10,130 3
United Kingdom . 13,523 4 17,769 4
Austria 5,083 I 11,194 3
Rest o f Europe 28,754 9 36,630 9
Outside Europe 6,707 2 16,398 4
333,795 100 392,100
o
 
o
 
1—1
Source : The Royal Swedish Board o f C iv i l  A v ia tion , in Rosenburg, A .,
A ir  Travel Within Europe, Stockholm,1970.
In contrast to Sweden, in West Germany, the growth o f  in c lu s iv e -to u r  trave l  
has had a less dramatic e f fe c t  upon the modal d is tr ib u t io n  o f  t ra v e l ,  
because of the much greater scale o f holiday travel abroad, associated 
with the re la t iv e  ease of land communications. For trave l abroad, the
proportion o f holidays by private  car f e l l  from 64% in 1969 to 61% in 
1970 and the proportion o f travel by a i r  rose from 13% to 15% .^
Tables I I I  19 and I I I  20 indicate the s t a b i l i t y  in the destination  patterns  
of Swedish and United Kingdom a i r  inclusive tours, and the tendency fo r  
fu r th e r  growth to occur in the most developed markets. In c lu s iv e -to u r  
travel from the United Kingdom has undergone a major s h i f t  in the modal 
d is tr ib u tio n  o f  transport. The market is  now dominated by a i r  t r a v e l ,  coach 
tours having declined considerably, but th is  has had no s ig n i f ic a n t  e f fe c t  
on the d is tr ibu tio n  of destinations chosen.
Table I I I  20 Inclusive Tour Holidays From the United Kingdom, 
~I968 and 1970, and Countries o f Destination.
Destination 1968
(Number o f  Holidays 
-235,000 )
%
1970
Number o f Holidays 
- 2 6 7 ,0 0 0 )
%
Spain (including Majorca) 45 47
I ta ly 13 I I
Austria 9 I I
Switzerland 6 4
France 3 4
Yugoslavia 2 3
Germany 3 2
Belgium/Lux 3 2
Holland 3 2
Greece I 2
Denmark/Norway 2 I
Other Europe 7 8
Total : 97 97
I .T 's  as % o f a l l  holidays 49 56
24 46
23 7
2 3
Non-coach tours 
Coach tours 
Cruises
Source : National Opinion P o lls ,  B r it ish  National Travel Survey,
B r it ish  Tourist A uthority , London, 1968 and 1970.
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The problem of seasonality is s t i l l  marked, but i t  is not as acute as i t  
was in the early  1960's. Since 1965, when w inter I .T .C . 's  accounted for  
only 10% of annual I .T .C .  t r a f f i c  carried by B rit ish  operators, t r a f f i c  
has grown fa s te r  in the w in ter than in the summer. T r a f f ic  increased 
between the summers o f 1971 and 1972 by only 3.6%, compared with growth 
in the preceding w inter o f 118%. This rapid increase in w in te r  holiday  
t r a f f i c  to more competitively priced southern destinations has meant 
that t ra d it io n a l  w inter centres have declined in re la t iv e  importance fo r  
United Kingdom a i r  t r a f f i c .
The most important resu lt  o f the development of in c lu s iv e -to u r  travel  
has therefore been to strengthen the position of a i r  trave l in the holiday  
market. Table I I I  21 summarises the more deta iled  information in  Table I I I  
22. A ir  travel and in c lu s iv e -to u r  travel have gradually become dominant 
in the holiday transport and trave l markets from the United Kingdom, although 
i t  was not un ti l  1963 that a i r  ITs carried more passengers than sheduledairlines  
Table I I I  21 The D is tr ibu tion  o f A ir  and Sea Transport and Inclusive  
Tour and Independent Travel fo r  Holidays from the United 
Kingdom to Western Europe.
Mode/Organisati on 1962 1954 1966 1968 1970
Ai r 47% 48% 52% 56% 59%
Sea 53% 52% 48% 44% 41%
Inclusive Tour 43% 46% 51% 53% 54%
Independent Travel 57% 54% 49% 47% 46%
Source : D .T . I .  In ternational Passenger Surveys, 1963-1971
The development o f in c lu s iv e -to u r  travel has therefore influenced the modes 
of transport both from the main generators o f Western European tourism  
and to the main reception c o u n tr ie s . l t  is worth reemphasising the impact 
on trave l to Greece
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Greece's poor land communication with the major generators of to u r is t  travel  
has l im ited  the number of a rr iv a ls  by road, while the proportion of a r r iv a ls  
by a i r  has increased with the development of a i r  I .T .  Charters. A rapid  
expansion of in ternationa l a r r iv a ls  by a i r  therefore suggests a widening 
of the country's to u r is t  market area, but th is  t r a f f i c  may be generated 
from a very l im ited  number of centres. This creates conditions of dependency 
and therefore in s t a b i l i t y .
Table I I I  23 Relative Shares of the Main Forms of Transport Used 
by Non-Cruise V is ito rs  to Greece. 1964-1970.
Year Ai r Road Sea Rai 1
1964 S I .  7% 16.9% 22.2% 9.2%
1966 53.0% 20.9% 19.6% 6.5%
1968 56.4% 19.6% 15.3% 8.7%
1970 59.8% 20.8% 12.6% 6.8%
Source : National S ta t is t ic a l  Service of Greece.
The Economist In te ll igence  U n it ,  in th e i r  report on tourism in Greece, has
suggested that during the 1970's, the modal d is tr ib u t io n  o f trave l may
s ta b i l is e  at 60 per cent fo r  a i r  t ra v e l ,  20 per cent by road, 13 per cent
by sea and 7% by road. "In recent years , a i r  transport has shown a more
marked increase in popularity  in years when t r a f f i c  from the U.K. and the
U.S.A. has e i th e r  increased more (as in 1969) or decreased less (as in 1967)
than t r a f f i c  from other countries. This tendency may have spent i t s e l f
fo r  a w h ile ,  which would reinforce the trend towards a more stable pattern
15of d is tr ib u tio n  of means of transport."
The integrated marketing o f  travel and accommodation has not been so
eas ily  adopted by other modes o f transport. In many ways,. the forerunner  
of the a i r  I .T .  Charter was the Continental coach tour. But the desire  
to reach the holiday destination as rap id ly  and as comfortably as possible  
has concentrated demand on a i r  t r a v e l ,  where bulk seat purchase, high 
load fac tors , and the rap id ity  o f carriage and a i r c r a f t  turn-round
resu lt ing  in high u t i l is a t io n ,  have conferred major economic advantages.
In contrast to domestic t ra v e l ,  th is  s itu a tion  has been accelerated, not 
by tra n s fe r  of demand from the public sector, but by the stim ulation of 
demand through low prices , and the continued expansion of the supply of 
services. Public land transport operation o f inclusive tours is therefore  
l im ite d ,  and seeks to serve a l te rn a t iv e  destinations, act as a base fo r  
touring, or provide an o u t le t  fo r  the travel demand of passengers who 
prefer  not to f ly .
Rail package tours have been developed and help to s ta b i l is e  the raiIways  
share of the holiday trave l market. Other developments include short 
cruises and f ly -c ru is e s .  The demand fo r  the l a t t e r  forms of package 
travel remains steady in a market where low prices are not the single
biggest incentive to t ra v e l .  Inclusive tour travel by p rivate  car is  not
a s ig n if ic a n t  sector of the holiday market, and is based more on f a c i l i t a t io n  
and convenience than price reduction.
The dominance of a i r  inclusive tour travel is  well i l lu s t r a te d  by the
following figures prepared by Mr. D. Rawlinson (B r it ish  Rail In te rnationa l  
Shipping and Services Division ) ,  in Table I I I  24.
Table I I I  24 United Kingdom Package Holidays 1970-1971
Type o f  Tour 1970 1971
% Number % Number
A ir  centre 84.2 2,000,000 86.5 3,092,000
A ir  coach 4.6 110,000 3.4 120,000
Fly cruise ' 2.4 52,000 1.6 58,000
cruise
Ship car 0.6 15,000 0.4 14,000
Ship coach 1.8 42,500 1.2 43,000
Ship t ra in 1.0 25,000 0.5 18,000
Others 5.4 175,000 6.4 228,000
Total 100 2,420,000 i—
i o o 3 ,573,000
Growth 19 71/19 70 : +47.8%
Source : B r it ish  Rail In ternational Shipping and Services D iv is ion .
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In 1971, 72% o f  the ex. United Kingdom a i r  market was package tour  
business, the balance of 28% being independent t ra v e l .  The figures in 
Table I I I  24 ind icate  tha t only a i r  centre I .T .C .  travel increased to any 
s ig n if ic a n t  degree between 1970 and 1971.
I he increase in miscellaneous package tours is credited to the development 
of "mixed tours", fo r  example, ' ' -  out : sea -  back, or r a i l  : sea : a i r .  
The motoring package element of the sea market declined in 1971, although 
there may be a degree of understatement as A.A. and R.A.C. tour operation  
was not taken into account. Even at double the le v e l ,  however, the f igure  
fo r  1971 is in s ig n if ic a n t .
The comparison of travel and transport d is tr ibu tions fo r  the United Kingdom 
and Sweden suggests tha t distance, and the extra expense of fe rry  carriage  
have tended to reduce the extent o f in ternationa l holiday t ra v e ] ,  
p a r t ic u la r ly  by private  car, and stimulated the development of inclusive  
tours, mainly by a i r  In Germany the e f fe c t  of this t r a f f i c  growth has 
been to reduce the proportion, but not the number of holidays that are 
motoring holidays.
The implications o f these trends require deta iled  analysis of in te rn a tiona l  
travel among each of the main generators o f European tourism. But before  
the results o f national household and other travel surveys are discussed, 
i t  is necessary to review the possible future trends in the development 
of a i r  travel in Western Europe, in order to assess th e i r  implications  
fo r  holiday motoring.
The Development o f A ir  Transport.
Broadly this means the analysis o f  the supply, costs, and d is tr ib u t io n  
of a i r  inclusive tour travel and in add ition , p a r t ic u la r ly  .from countries 
such as France without a major package holiday industry , the supply, costs, 
and d is tr ib u tio n  o f  the services o f scheduled ca rr ie rs .
Many contributions have recently been made to the discussion of the 
princip les of fa re  structures and a i r l in e  operation in Western Europe.
The considerable arguments tha t have developed r e f le c t  the complexity of  
the s i tu a t io n ,  con fl ic ts  o f commercial and p o l i t i c a l  in te re s ts ,  and the
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divisions of t r a f f i c  in to  business and to u r is t  categories.
I t  is not proposed to wade through a l l  the complexities of comparisons 
of fare structures and fare costs per mile, but rather to concentrate 
attention  on a number of factors which may a l te r  the fares charged to 
passengers and the supply a i r  t ra v e l ,  and consequently influence modal 
d is tr ibu tio n  in Western Europ
Tfi
A.Rosenburg has emphasised that in contrast with North America, only a 
frac tion  of the potentia l a i r  travel market in Western Europe has been 
developed. He estimates that Americans f ly  ten times more per capita in 
mileage terms than the average European despite the fa c t  tha t car ownership 
is now approaching 450 per thousand population, double the average fo r  
Western Europe.
Three main fac to rs ,  one economic and two geographical, help to explain th is  
contrast. The lower standard of l iv in g  of the European population, the more 
even population d is tr ib u tio n  in Western Europe, and the l in g u is t ic  and 
p o l i t ic a l  fragmentation of the Continent. But Rosenburg emphasises tha t  
one of the principal causes of the under-development of a i r  t r a f f i c  is the 
higher re la t iv e  cost of scheduled a i r  t r a f f i c  in Europe.
The much lower levels o f  non-scheduled fares p a r t ic u la r ly  fo r  inc lusive  
tours, has highlighted the high price of scheduled services. The 
reasons offered by the a ir l in e s  fo r  the high cost o f a i r  trave l in Europe a re : -  
the shortness of most routes increasing time on the ground and landing  
charges, (among the highest in the w orld ), and high fuel b i l l s  because most 
f l ig h ts  are of an “up and down" nature.
Rosenburg argues th a t  costs are kept high because o f  the s tructure  o f  the 
European network, and because fares set by the a ir l in e s  own trade body, the 
In ternational A ir  T r a f f ic  A s s o c ia t io n , ( I .A .T .A . ) , creates a monopolistic  
structure .
Western Europe is divided in to  separate national a i r  space, and as a re s u lt  
of th is  division there is a massive duplication of non-stop routes, many 
of which Rosenburg regards as merely feeder services to North A t la n t ic  
t r a f f i c .  In contrast in  the U.S.A ., the C iv i l  Aeronautics Board, (C .A .B .) ,
only permits duplicate non-stop f l ig h ts  i f  there is s u f f ic ie n t  t r a f f i c  
potential to avoid d i lu t in g  t r a f f i c  so that costs go up and fares have to 
be raised. I f  there was greater amalgamation, Rosenburg suggests, there  
would be higher load fac tors , reduced costs, increased f l ig h t  frequencies, 
and larger and more economical a i r c r a f t  could be employed. To a l t e r  .the 
status quo would, however, a f fe c t  the competitive position of each a i r l in e  
and changes may therefore only comq about gradually through fare d i f f e r e n t ia t io n .  
Europe lacks a jo in t  authority such as the C .A .B ., responsible fo r the 
economy of the whole network, and i t  is doubtful whether even the stronger 
economic t ies  w ithin Europe w i l l  lead to a comparable European organisation.
Rosenburg and others have emphasised that European scheduled a i r l in e  fares 
operating within the I .A .T .A . structure often bear l i t t l e  resemblance to 
distance carried. For example, the operators appear to be concentrating 
the highest fare levels on the routes with the biggest market, such as 
London - Brussels, Paris, and Amsterdam. Rosenburg concluded that the height 
of fares in certain regions also often seems tp have been determined by, 
time saved by a i r  travel compared with travel by other forms of transport,
Typical examples are the fares from Scandinavia, from the London area and 
across the Alps. Re la tive ly  high fares seem to apply where there are no 
well developed road or ra i l  communications or where there are mountain or 
water b arr ie rs . In other words a ir l in es  have adapted fares to the market 
and in ter-modal competition.
17M.-J.Cooper and A. Maynard set out to tes t the hypothesis that charter  
competition results in the charging of lower fares by. the scheduled 
a ir l in e  operators, on routes to Western Europe from London. Economy fares  
on each route were divided by the distance to give the fare per k ilom etre.
I t  was found that on each Spanish route, except that to Madrid, where there 
is l i t t l e  charter t r a f f i c ,  there were also two var ie t ies  of economy 
excursion fare. This suggests not only a reaction to non-schedulqd 
competition, but also that this competition led to multiple price  
d i f fe re n t ia t io n .  Cooper and Maynard concluded that there appeared tp be a 
s ig n if ican t inverse correlation between fare levels and the degree of charter  
cornpeti t i  on.
Inclusive-tour fares are creative and the authors pose the question of the
l ik e ly  e ffects  of the extension of these fares to other routes. For example,
to Scandinavia and Switzerland, where, as w i l l  be noted from Table I I I  25,
routes are already large ly  holiday passenger carriers  in the summer months.
Cooper and Maynard quote from a B.E.A. statement to the e f fe c t  tha t  the
economy class fares were introduced on the"holiday routes" rather than the
"business routes" to avoid d i lu t io n  of revenue on the la t t e r .  "A f a i r  comment
on this statement is to ask to w h a t  extent the Spanish routes are holiday
routes because o f the lower fares. I t  could well be tha t a s im ila r  fare
structure on the Scandinavian routes could make these routes more holiday-  
18in tensive ."  I t  is d i f f i c u l t  to predict whether' th is  would create a 
completely new demand or stimulate some degree of transfer  o f t r a f f i c  from 
other modes.
Table I I I  25 Percentage D is tr ibu tion  of A ir  T r a f f ic  by Journey Purpose, 1969.
Holiday Business
Route Summer Winter Summer Winter
U.K. -  Spain 87% 61% i—
i
G
J 39%
U.K. -  Scandinavia 55% 24% 45% 76%
U.K. -  Switzerland 55% 34% 45% 66% -
Source : Cooper, M .J . ,  and Maynard, A . , The E ffec t  of Regulated
Competition on A ir  Fares,
Journal of Transport Economics and P o licy , May 1972.
Rosenburg emphasises tha t there are also variations in the regional pric ing ,  
o f the f l i g h t  element of in c lu s iv e -to u rs , but in comparison to scheduled a i r  
services there is no jo in t  body such as I.A.T.A.,-determining .price leve ls .
The most important feature of inc lusive tour pric ing is the very keen 
competition between operators. Rosenburg found th a t  on average fares fo r  
scheduled services compared with seat prices on inclusive tours to the same 
destination were 2 .7  to 3.9 times higher, calculated a t  90% load fac to r  and 
with a 30% mark-up fo r  the tour operator and trave l agent. He comments,\|Even 
i f  the charter fares cover t r ip s  tha t in some respects have other conditions,
19
the d ifference in fare levels must be regarded as unusually high".
"In the case of I .A .T .A . ,  there is no risk that new producers appear on the
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market, except when new states are created but, at the same time, there is
a tremendous competition between the members of the monopoly. As th is
competition cannot take the form of lower fares or more space fo r  the
passengers or b e tte r  food, i t  takes place through other means, fo r  instance
fa s te r  a i r c r a f t ,  non-stop routes, convenient departure times and expensive
20sales o f f ic e s ,  and th is  has a tendency to increase fa res ."  Competition 
based on newer and b e tte r  a i r c r a f t  reduces the e f fe c t iv e  l i f e  o f a i r c r a f t  
and increases depreciation costs. In add ition , the unanimity rule in I .A .T .A .  
permits one a i r l in e  to maintain fares on a certa in  route even i f  several 
other a ir l in e s  would l ik e  to reduce them.
Price d i f fe re n t ia t io n  has created the low-cost in c lu s iv e -to u r  holiday in 
Western Europe. I f  there was a single price fo r  both business and pleasure 
f ly in g  as in the U.S.A. there is  no doubt that the holiday price leve l would 
have been higher than i t  is at present fo r  the least expensive in c lu s iv e -  
tours. I t  is the extent o f the price d i f fe re n t ia t io n  th a t  provides the scope 
fo r important changes in the cost o f in ternationa l travel in  Western Europe. 
Rosenburg argues that the pric ing policy o f the scheduled a ir l in e s  has been 
based too closely upon business travel demand.
Scheduled services do have t r a f f i c  and timetable obligations which may
en ta i l  economic sacrif ices  p a r t ic u la r ly  in re la t io n  to load factors that  
must be compensated through protection , especia lly  i f  the a i r l in e  established  
the route. Rosenburg suggests, however, th a t  th is  t r a f f i c  ob ligation  may 
be overpaid p a r t ic u la r ly  where inc lusive tours have achieved greater  
re g u la r i ty ,  and thus reduced the primary reason fo r  the protection of the 
scheduled services. Table I I I  26 indicates how a i r  I .T .  Charters have taken 
an increasing proportion of to ta l  a i r  t r a f f i c  to Spain, as the market fo r  
in ternationa l holiday trave l has expanded.
Scheduled a ir l in e s  have f u l l  freedom above a certa in  minimum level to vary
the frequency of th e ir  f l ig h ts  according to demand based on experience.
Charter a ir l in e s  operate regular services in order to obtain lower prices  
from charter companies and hotels. "For a ir l in e s  with scheduled serv ices ,  
reg u la r ity  is  a s a c r if ic e  only when the basis fo r  t r a f f i c  is poor. In  
other cases, regular services are on the contrary cost reducing, since they 
make possible a b e tte r  usage of the a i r c r a f t ,  and since they increase turnove£
Table I I I  26 Proportion of I .T .  Char ter  T r a f f i c  to Total  Air  T r a f f i c
to Spain.
Country of Origin 1961 1967
Scandinavia 89% 97%
West Germany 47% 79%
United Kingdom 42% 77%
France I I  %
00 
1—1
Total E.C.A.C. States 36% 63%
Source : O .E .C .D ., In ternational Tourism, Paris , 1968.
Rosenburg suggests that i t  is  the coordinated a i r  network that needs 
protection , not merely the reg u la r ity  o f  service. Greater f l e x i b i l i t y  
in charging is required based on the contrast between a coordinated network 
serv ice, and a more cheaply priced single destination service with previously  
agreed return date, c a r r ie r  and route.
The price d i f fe r e n t ia l  between scheduled and non-scheduled a i r  fares has 
been increased fu rth e r  by the re laxation o f  minimum tour p r ic in g ,
(Resolution 045 or Provision I ) , i n  the United Kingdom. This is but one 
set of spec if ic  regulations applied to the operation of non-scheduled 
services to prevent business tra v e l le rs  from switching to non-scheduled 
services. Minimum tour pric ing  previously meant tha t  an in c lu s iv e -to u r  
price had to be set a t  not less than the normal economy class scheduled fa re .
As a resu lt  o f the experimental re laxation o f  Provision I fo r  the 1970 -  
I9.7I w inter holiday season, prices of inclusive tours were set at extremely  
low levels and have produced the dramatic increase in w in ter t ra v e l .  Prices  
are low because they are costed by the a i r l in e s  and tour operators on a 
marginal basis, to cover, or show a small re tu rn , over variab le  costs. The 
summer t r a f f i c  must cover the bulk of costs and earn the p r o f i t .
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I I I  1V Conclusion .
In contrast to private  motoring and- fe r ry  services, the supply and price  
of a i r  travel can f luc tua te  re la t iv e ly  sharply in the short term. The 
future of a i r  travel in Western Europe w i l l  greatly  influence the demand fo r  
a l l  modes o f transport.
Advanced booking charters , (A .B .C .) ,  promoted by B r i ta in 's  C iv i l  Aviation  
A uthority , have been introduced on the North A t la n t ic  fo r  the summer of 1973. 
They do away with the much abused tangle o f a f f i n i t y  group charter fa r e s , 
substitu ting  instead the simple pr inc ip le  of a lower fare fo r  anyone w i l l in g  
to book fo r  a charter f l i g h t  three months in advance. The C.A.A. has made.it 
clear tha t what can be achieved on the North A t la n t ic  might well be duplicated  
elsewhere.
The extent of a f f i n i t y  group chartering in Western Europe is very l im ite d  
compared to in c lu s ive -to u r  t r a v e l ,  but the prospect o f cheaper fares on 
scheduled a i r  services may have important implications fo r  package tour  
operators. Does a market e x is t ,  or w i l l  i t  be created, fo r  t ra v e l le rs  given 
access to cheap A.B.C. fares who prefer to make th e i r  own accommodation 
arrangements?
The tour operator's a b i l i t y  to build  a cheap package of hotel accommodation 
and traveT based on substantial bulk-buying economies is his best defence 
against loss of customers. I t  is  possible, however, that foreign hotel chains 
may by-pass the tour operator and take bookings d ire c t .  New rules governing 
U.K. package tours come in to  e f fe c t  from October 1973. From th a t  date a l l  
price res tr ic t io n s  on summer package tours are removedand a company w i l l  no 
longer be bound by the rule that the package must not cost less than the 
scheduled return a i r  fa re . This w i l l  probably have l i t t l e  e f fe c t  on prices  
because of the industry 's  exceedingly narrow p r o f i t  margins, but i t  could 
encourage other organisations, such as the hotel chains, to enter the market. 
The defin iton  of a package tour is  surpris ingly  weak and from October there are 
no s ig n if ic a n t  res tr ic t io n s  on th e i r  assembly. I t  is not even necessary to 
provide meals. The e f fe c t  tha t these changes may have on the range o f  trave l  
destinations and expansion of demand fo r  a i r  travel are d i f f i c u l t  to p red ic t .  
More and more scheduled service a ir l in e s  are o ffe r ing  cu t-p rice  trave l to
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compete with the charter operators, o ffe r in g  lower prices fo r  a loss of trave l  
f l e x i b i l i t y  on Apex (advanced purchase) and Ipex ( ins tan t purchase) excursion 
fares , and part charters. The a ir l in e s  are s t i l l  experimenting with these 
fare concessions ju s t  as the package tour operators are experimenting with  
winter tours. Both operators are concerned with capacity, load fac to rs ,  
and with fears o f t r a f f i c  d i lu t io n .
Forecasts o f a i r  inclusive tour trave l are in general extremely d i f f i c u l t  
because they depend upon supply and pric ing po lic ies  w ithin many d i f fe re n t  
categories of t r a v e l : -  package tours, a f f in i t y  groups, student group trave l  
and the various divisions o f scheduled service fares. The present s itu a tio n  
of a i r  transport is  now so dynamic that a l l  forecasts must be treated  with  
considerable reserve.
For travel from the United Kingdom the opinion of the tour operators 
reported in the travel trade press is  that with the introduction of wide­
bodied je t s ,  greatly  increasing capacity, adverse economic trends, and more 
p ro fitab le  tour p r ic in g , trave l growth in the next f ive  to ten years is
l ik e ly  to slow down to about 5% per annum, although package tours may take
22a la rger share of th is  market growth.
23Therefore the forecasts prepared by the B rit ish  A ir c r a f t  Corporation 
in 1969 on I960 -  1968 trends are possibly op tim is tic  and contrast with the
24
la te r  forecasts made by the Economist In te ll ig e n ce  Unit, The B.A.C. 
forecast that 4 .85m ill ion  inclusive tours would be purchased in 1975 and of  
these two in every seven would be fo r  travel in the w inter s ix  months.
The E . I .U .  forecast that inclusive tour t r a f f i c  would increase a t  between 
8% to 9% per annum to 4 .04m ill ion  in 1975 and 5.90 m ill ion  in 1980. The 
1971 forecast of 2.84 m ill ion  tours, however, underestimated to ta l  scales 
by 400,000, la rge ly  as a resu lt  of the very rapid expansion of w in ter  holidays.
Essentia lly  the w in ter tours are not d ire c t ly  competitive with accompanied 
car travel but th e i r  e f fe c t  on the purchasing of summer hoiidaysabroad is f a r  
from c lear.
25I.U .O .T.O . have estimated that in te r-reg io n a l charter passenger t r a f f i c  
in Europe should expand a t  an average rate o f 13% per annum u n ti l  1980. The
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growth in the period 1963 to 1969 was 35% per annum.
I t  is necessary to examine these trends because a l l  modes o f holiday transport  
and travel organisation are bas ica lly  competitive. For example, I.U .O .T .O .  
estimate that the new generation o f high speed tra ins  in Western Europe w i l l  
mean r a i l  services competitive with a i r  transport up to about 600kms.. The 
degree o f competition between modes w i l l ,  however, not simply r e f le c t  supply, 
p rice , time of t ra v e l ,  and ava ilab le  destinations, but also the market 
characteris tics  and a ttitudes o f holiday makers t ra v e l l in g  by competitive 
modes. This is dea lt with in greater de ta il  in Chapter IV where s t a b i l i t y  
in the choice of trave l mode is noted to be a marked feature of in te rnationa l  
holiday motoring.
More changes are certain to take place in a ir - in c lu s iv e  tour trave l and 
scheduled a i r  transport and the market must not be expected to expand in  
precisely the same directions and volume o f  demand as i t  has done in the past. 
I t  would seem unlike ly  that there w i l l  be any fu rth e r  re la t iv e  price reductions 
in summer package holidays, although there may be a wider range of destinations  
to which low priced a i r  trave l is  ava ilab le . The purchasers of inc lus ive -  
tour travel w i l l  probably want to continue to d e r iv e th e  organisational 
benefits of a package holiday, and the massive expansion o f hotel capacity ,  
especia lly  in Spain, w i l l  prevent any major sh if ts  o f destination.
Therefore no major d is to rt in g  influences are expected to e f fe c t  holiday
motoring during the summer trave l period. Indeed, as w i l l  be noted in the
next part o f th is  Chapter, the growth o f accompanied car trave l from Great 
■ . ■ \ ■
B r i ta in ,  a t  a time o f a re la t iv e  decline in  the costs of package holidays
abroad augers well fo r  the continued expansion of growth in motoring holidays
abroad.
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m  v - In ternationa l Tourist Travel to and from Great B r i ta in ,
Ire land , and Western Europe.
The b r ie f  survey of in ternationa l passenger transport w ithin Western 
Europe has indicated that three groups of information are required to 
analyse holiday travel trends. F i r s t ly ,  a detailed  and continuous survey 
of in ternationa l t r a f f i c ,  recognising the p r inc ip le  modes of passenger transport.  
Secondly the d is tr ib u tio n  of th is  t r a f f i c  according to journey purpose.
F in a l ly ,  regular sample surveys of the market characteris tics  of holidaymakers, 
the results o f th e i r  travel decisions, and the consequences fo r  to u r is t  
services.
Only rare ly  are these three pieces of information available  together.
Detailed counts o f the numbers o f  vehicles and motorists t ra v e l l in g  abroad, 
on holiday, are generally unavaiTable. The countries with the best information  
on this t r a f f i c ,  ar is ing  from c a r - fe r ry  carriage s t a t is t ic s ,  are in 
volume terms, the leas t  s ig n if ic a n t  fo r  th is  mode of to u r is t  t ra v e l .
The United Kingdom possesses the most deta iled  continuous survey of 
in ternationa l passenger t r a f f i c  in Western Europe, re lated  to journey
o r
purpose. But un til  the In ternational Passenger Survey recognises trave l  
by private  car as a main mode o f  transport, the d is tr ib u tio n  of holiday  
t r a f f i c  in to  v is ito rs  by sea and a i r ,  bears l i t t l e  resemblance to the r e a l i t y  
of the modal d is tr ib u t io n .
In the absence o f public records, the best source of c a r - fe r ry  t r a f f i c  
arises from the carriage s ta t is t ic s  of fe rry  operators. In p a r t ic u la r ,
British  Rail Shipping and In ternational Services D iv is ion , which in addition  
to the consortium of "Sealink" services also monitors the t r a f f i c  of the 
other fe r ry  operators.
Journey Purpose.
Table I I I  27 indicates the d is tr ib u tio n  of trave l between the United
Kingdom and Western Europe according to the journey purpose. Information on
motoring v is i ts  to Western Europe is taken from the B rit ish  Rail Accompanied
27Car T r a f f ic  Survey : 1969, and fo r  v is i ts  to the United Kingdom, from
, —  i
the B rit ish  Tourist Authority Survey o f  Overseas Motorists to B r i ta in ,  1969.
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The B rit ish  Rail survey o f  motoring v is ito rs  from the U.K. to Western Europe 
did not distinguish v is i ts  to friends and re la tives  as a separate response 
category. Nevertheless, the importance o f  holiday and le isure  travel  
is obvious, in view of the very small proportion of business trave l compared 
to the other modes o f in ternationa l transport.
The motoring surveys were conducted during the peak summer holiday travel  
season. The B rit ish  Rail survey was conducted between the end of June, 
and the beginning o f  September, and the B.T.A. survey during the months of  
July , August and September. These three months account fo r  approximately 
60% of the toal carriage by B r it ish  Rail fe rry  services. During 1969, the 
th ird  quarter o f the year, accounted fo r  53% of a l l  in te rn ationa l trave l from 
the United Kingdom to Western Europe, 48% o f  trave l by a i r ,  and 61% of travel  
by sea. For trave l from Western Europe, Ju ly , August and September, accounted 
fo r  41% of a l l  travel to the United Kingdom, 36% of trave l by a i r ,  and 
51% of travel by sea.
A more r e a l is t ic  comparison of the results of the motoring surveys, would, 
there fore , be with the d is tr ib u t io n  o f  the purpose of v is i ts  recorded by the 
In ternational Passenger Survey, during the th ird  quarter of the year.
(Table I I I  27)
The d is tr ib u t io n  o f journey purpose fo r  motorists t ra v e l l in g  from the United 
Kingdom to Western Europe is more s im ila r  to the d is tr ib u t io n  during the th ird  
quarter of the yea r, p a r t ic u la r ly  the comparison with sea v is i ts .  For travel  
from Western Europe to the United Kingdom, the d is tr ib u t io n  o f  the journey  
purposes of motorists compares with travel on sea routes, but a i r  transport  
remains dependent upon business trave l fo r  almost one th ird  o f  i t s  t r a f f i c .
I t  is therefore extremely d i f f i c u l t  to state  ca tegorica lly  tha t  overseas 
motoring s ta t is t ic s  are d ire c t ly  comparable with holiday trave l s ta t is t ic s  from 
household surveys.. This is an important consideration, because, as noted in 
Chapter I ,  the factors influencing trave l demand vary considerably according 
to the journey purpose. The general impression given by operators, however, 
is that the market is  composed almost e n t i re ly  o f non-business t r a f f i c .  This 
is also supported by study of the seasonality o f carriage. Total B r i t is h
-279-
Railways fe r ry  carriage in the s ix  months from November to A p r i l , amounts to only 
approximately 20% o f the to ta l  carriage o f  car units.
The B r it ish  Tourist Authority , Survey of Overseas Motorists to B r i ta in ,  1969, 
also analysed the d is tr ib u t io n  o f journey purpose by n a t io n a l i ty .  Patterns 
in the d is tr ib u tio n  are d i f f i c u l t  to discern because the to ta l  responses to 
the B.T.A. survey add up to more than 100%, as v is ito rs  occasionally  
stated more than one journey purpose.
There was a tendency fo r  the v i s i t  to be a short/second holiday from the
nearer destinations with d ire c t  fe rry  routes, such as France (7%), and Belgium/ 
Luxembourg (10%), and fo r  the main holiday to be more important, the longer 
the to ta l  driv ing distance, e .g .S w itz e r la n d / I ta ly  (76%)or the longer and more 
expensive the fe rry  crossing e .g . Sweden/Finland (80%) and Holland (78%).
A high proportion o f  v is i ts  to friends and re la t ives  tended to occur
together with a lower proportion of main holiday v is i t s ,  e .g . France (34%),
West Germany, (38%), Belgium/Luxembourg (48%), and Denmark/Sweden (50%).
Among these four countries, to ta l  main holiday v is i ts  were 67%,67%,56%,and 
70% respective ly .
The age d is tr ib u tio n  by journey purpose o f  overseas motoring v is i to rs  to the 
United Kingdom indicated th a t  the proportion of trave l fo r  holiday purposes 
was stable across the age range.
The major differences were tha t : the number o f  reasons given fo r  trave l  
increased with age, and v is i ts  to friends and re la t ives  and business/ 
pleasure v is i t s ,  were more important as the age of the d r iver  increased.
The proportion of motorists a rr iv in g  on business was, even in the over 45 
age group, less than 10% of a l l  reasons given.
T r a f f ic  Trends.
Table I I I  22 i l lu s t r a te d  the numbers and annual growth of inc lusive tour and 
independent holiday v is i ts  by sea and a i r  to Western Europe by United 
Kingdom residents, and to the United Kingdom from Western Europe. The 
In ternational Passenger Survey s ta t is t ic s  are numbers of v i s i t s ,  not 
numbers of v is i to rs .  S im ila r ly  B r it ish  Rail continental car fe r ry  s ta t is t ic s  
are based on the numbers of vehicle units carr ied .
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The to ta l  overseas holiday market fo r  trave l from the United Kingdom grew 
s tead ily  between 1962 andI966 a t an average of 10% per annum. This was 
followed by a period o f  stagnation, la rge ly  explained by the currency 
res tr ic t io n s  imposed in November 1966 and by the tightening of the economic 
"squeeze". The market began to expand again in 1969, u n ti l  by 1970, i t  had 
an overa ll size o f 5.7 m il l io n  holidays. Ho lidayv isits  to Western Europe 
of 4.26 m ill ion  holidays accounted fo r  74% of the to ta l  holiday market.
Table I I I  28 indicates the growth of holiday travel from the United Kingdom 
to Western Europe, by ind ices, with base 1966-100. Only the a i r  inc lus ive -  
tour market continued to expand during the years 1967 and 1968. A .J .Burkart
has noted th a t ,  "  while holiday travel by sea, la rge ly  on the cross-Channel
fe rr ie s  has fluctuated w ith in  f a i r l y  narrow l im i ts ,  and independent a i r  
holidays have been more or less s t a t ic ,  the expansion of holiday tourism 
from the United Kingdom has been due e n t ire ly  to the growth o f package 
holidays." ^
Table I I I  28 Indices o f Holiday Travel U.K. to Western Europe. 
1966 -  1970. ( 1 9 6 6 = 1 0 0 )
— 1966 1967 1968 1969 1970
Inclusive
^ Tours 100 105 i—
i o 122 151
1 Independent
r  Holidays 100 95 86 98 92
Total 100 102 99 114 133
Inclusive
 ^ Tours 100 90 71 75 84
e Independent
a Holidays 100 99 92 107 111
Total 100 96 86 97 103
T Inclusive
o Tours 100 i—
i
o o 97 108 126
t  Independent
a Hoi i days 100 98 90 104 105
1 Total 100 98 94 106 118
Source : Department o f  Trade and Industry, Business m on ito r, . M6,
Overseas Travel and Tourism.
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Disaggregating sea trave l in to  in c lu s iv e -to u r  and independent holiday t r a f f i c ,  
i t  can be seen tha t the lim ited  growth of sea t r a f f i c  to Western Europe is the 
resu lt  of a very marked decline in in c lu s ive -to u r holidays by sea. This w i l l  
be mainly coach tour t r a f f i c  which has been lo s t  to the a i r  c a rr ie rs .
The numbers of independent sea t ra v e l le rs  has expanded slowly. This segment 
of the holiday market includes overseas holiday motorists, and "c lassic-  
foot" passengers.
In 1962, independent holidays by sea formed 33% of the to ta l  market and a i r -  
incl usi ve-tours , 24%. In 1966 the re la t iv e  proportions were 33% and 36%, and 
in 1970, 31% and 46%. The average annual growth of a i r  inc lus ive-tours  from 
the United Kingdom to Western Europe in the period 1966 to 1970 was 14% and 
fo r independent sea travel was 3%.
I t  is obvious tha t independent holidays by sea are not expanding ra p id ly ,  
but i t  is by no means a stagnant market. Indices fo r  car t r a f f i c  to Western 
Europe in Table I I I  29 reveal tha t fe rry  carriage of p r iva te  vehicles did not 
decline during 1967 and 1968. Only the a i r  in c lu s iv e -to u r  market equalled
th is  performance. T r a f f ic  has expanded a t  only a s l ig h t ly  slower rate  than
the a i r  in c lu s ive -to u r holiday market. This , of course, depends on the 
assumption tha t average party size per vehicle has remained constant.
Indices o f  holiday travel from Western Europe to the United Kingdom in Table 
I I I  30 indicate a more rapid growth o f t r a f f i c  across a l l  sectors, but most 
p a r t ic u la r ly  in the inc lus ive -tour market. This has developed equally  
rapid ly  fo r  both sea and a i r  ca rr ie rs .  Indices o f continental car t r a f f i c  
in Table I I I  29 reveal a fa s te r  growth than the remainder of independent 
holiday t r a f f i c .  Continental cars are taking an increasingly la rger  
share o f  to ta l  cross-Channel fe rry  t r a f f i c ,  Expanding from 15% of the market
in 1966 to 23% of the market in 1970.
The rapid expansion o f Western European holiday t r a f f i c  to the United 
Kingdom, large ly  re f lec ts  the s t i l l  r e la t iv e ly  small numbers o f t ra v e l le r s .  
Total overseas holiday v is i ts  in 1970 were only 29% o f  v is i ts  abroad by 
U.K. residents, but devaluations o f the pound since 1967 have made B r ita in  
a more a t tra c t iv e  destination in recent years.
Inc lus ive -tour holidays only formed 19% of the holiday travel market from 
Western Europe in 1970. 70% o f Western European holidaymakers trave l to
the United Kingdom by sea and the a ir l in e s  share o f the market has ac tua lly  
declined s l ig h t ly  since 1962. The majority of a i r  t ra v e l ,  82%, is on 
scheduled services. These marked contrasts with the trave l and transport  
patterns from the United Kingdom must be explained by the more l im ited  
a v a i la b i l i t y  of inc lus ive -tour holidays from Western Europe, p a r t ic u la r ly  
by a i r .
Table I I I  29 B r it ish  and continental Car T r a f f ic  to/from U.K.. 1966 - 1970.
Year Total 
Vehi cles
G.B.
Vehicles
% of 
Total
Index Continental
Vehicles
%of
Total
Index
1966 491,000 416,000 84.9 100 74,500 1 5 .1 100
1967 519,000 423,000 81.6 102 95,460 18.4 128
1968 543,000 434,000 80.1 104 108,350 19.9 145
1969 660,000 516,900 78.3 124 143,100 21.7 192
J970 745,000 565,000 77.2 136 180,000 22.8 242
Source : B r it ish  Rail Shipping and In ternationa l Services D iv is ion .
As would be expected, the m ajority o f cars brought to Great B r i ta in  came 
from countries close to or with fe rry  access. France and West Germany 
accounted for almost one h a l f  of a l l  vehicles brought into  Great B r ita in
SO
in 1967 (113,280), and Sweden and the Netherlands fo r  ju s t  under 10% each.
Almost 6,000 vehicles were registered in North America, but the m ajority  
o f these would belong to m il i ta ry  personnel based in Europe, p a r t ic u la r ly  
West Germany. 11,000 cars were registered in Sweden and the increase in 
t r a f f i c  must be largely  accounted fo r  by the introduction in the mid 1960's 
o f the North Sea ro l l  on -  r o l l  o f f  car fe r r ie s .  There is a marked re la tionsh ip  
between the number of cars recorded t ra v e l l in g  from a region and i t s  proximity  
to Great B r i ta in ,  but the large number of vehicles from Northern France, 
especia lly  Paris , Northern Germany, and Northern I t a l y ,  is probably as much 
re lated  to th e ir  dense populatiohs, levels of car ownership, and high standards 
of l iv in g ,  as to th e i r  proximity to Great B r i ta in .
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Table I I I  30 Indices of Holiday Travel Western Europe to U .K .. 
1966 -  1970 (1966=100)
1966 1967 1968 1969 1970
Inclusive
j \
Tours 100
ooi—i 186 181 310
1 Independent 
r  Holidays
o
 
o
 
1—1 103 117 138 164
Total 100 103 i—
i
ro -pi 142 178
Inclusive  
 ^ Tours 100 127 177 204 298
e Independent 
a Holidays 100 113 117 155 163
Total 100 114 124 161 179
T Inclusi ve 
o Tours 100 119 179 197 301
t  Independent 
a Holidays 100 n o 117 150 164
1 Total 100 I I I 124 155 179
Source : Department o f Trade and Industry , Business Monitor,M6,
Overseas Travel and Tourism.
Table I I I  31 i l lu s t r a te s  the expansion of overseas motoring from the main 
generators of European tourism, and emphasises the dominant importance of  
French and West German motorists. The countries with the lowest numbers o f  
orig ina ting  vehicles in 1966 (Belgiurn/Luxembourg and !'o therM European countries)  
have shown the fas tes t t r a f f i c  growth. The slowest t r a f f i c  growth has been 
from S w itz e r la n d / I ta ly , the Netherlands, and Scandinavia, although the l a t t e r  
may be underestimated in these B rit ish  Rail estimates. For each country, the 
growth in the number of foreign vehicles t ra v e l l in g  to Great B r ita in  was 
s ig n if ic a n t ly  higher than the growth in overall v is i ts .  The index fo r  a l l  
v is ito rs  (I966=I00)had only reached, in 1970, 165 fo r  France, 173 fo r  West 
Germany, 231 fo r  Belgium/Luxembourg, 214 fo r  the Netherlands, and 194 fo r  I t a ly  
and Switzerland. I t  is not possible to compare the s ta t is t ic s  o f  v is i ts  from 
Scandinavia and "other" European countries, fo r  p r io r  to 1969 Finland was 
included among "other" countries. The patterns of growth of foreign trave l
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are, however, broadly s im ila r ,  again emphasising the fa s te r  growth o f  motoring 
v is i to r  t r a f f i c .
Table I I I  31 Estimates of Foreign Cars T rave lling  to Great B r i ta in ,  1966-1970. 
( Index 1966=100)
Country of Year Cars Index Country of Year Cars Index
Origin Origin
France 1966 21,000 100 West Germany 1966 14,000 100
1967 25,200 120 1967 18,500 132
1968 25,000 119 1968 24,000 171
1969 38,000 180 1969 32,000 228.5
1970 50,000 238 1970 40,000 285.7
Total 159,200 26.2% Total 128,500 21.1%
Scandinavia 1966 13,000 100 Netherlands 1966 10,300 100
I9672 15,760 121 1967 10,300 100
1968 17,100 131.5 1968 12,000 116.5
1969 19,000 146 1969 15,600 151.4
Total 87,860 14.5% 1970 19,000 184.4
Belgium/Lux. 1966 3,500 100 Total 67,200 11.0%
1967 4,640 132.5 Switzerland/ 1966 13,850 TOO
1968 6,250 178.5 I ta ly 1967 13,850 100
1969 9,000 257 1968 15,000 108,3
1970 11,000 314.2 1969 18,000 129,6
Total 
1 1966
34,390 5.6% 1970 22,000 158.8
Other European 5,000 100 Total 82,700 13.6%
Countries 1967
1968
1969
7,210
9,000
11,500
144.2
180
230
1970 15,000 300 Grand Total 607,560 100%
Total 47,710 7.9% 1966 ■- 1970
Source : B r it ish  Rail Shipping and In ternationa l Services D iv is ion .
Estimates of carriage on a l l  routes.
Note : I "Other European Countries" includes Spain, Portugal and Austr ia .
2 In 1967, the B.T..A,. Survey o f  Private Motor Vehicles Brought in to  
Great B rita in  by Overseas V is ito rs  estimated tha t there were 11,050 
cars from Sweden, 3,200 from Denmark, 1,360 from Norway and 150 
from Finland.
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The B.T.A. Survey of Overseas Motoring V is ito rs  to B r i ta in ,  1969, found 
no major variations in the average number of persons per car and the data in  
Table I I I  32 re -a ff irm s the importance o f French and West German motoring 
v is i to rs .  Motorists form above average proportions of sea passengers from 
the fu r th e r  destinations : S w itze r la n d /Ita ly  and "other" West European 
countries, and over thelonger fe rry  routes, (Table I I I  33).
Although certa in  overseas business v is i ts  do involve trave l by car,  the 
number is smallenough to ju s t i f y  exclusion from the estimates. Motorists 
form 28% o f .a l l  non-businessvisits from Western Europe. There are above 
average proportions from Scandinaviaand France, which also generate above 
average proportions of holiday v is i ts  by private  car although fo r  trave l  
from France a large proportion of motoring v is ito rs  w i l l  also be v is i t in g  
friends and re la t iv e s .  (Chapter IV iv )
In 1971 60% of a l l  holiday v is i ts  abroad by United Kingdom residents t ra v e l l in g  
to Western Europe, were on inclusive tours, and motoring v is i to r s ,  using 
the B rit ish  Rail T r a f f ic  estimate of 1,387,000 formed a t the maximum, 28% 
of a l l  holiday v is i t s ,  and 24% o f a l l  non-business v is i ts .  The ex. U.K. 
classic segment o f the market increased marginally from 1,683,000 to
1,724,000 between I9 7 0 / I9 7 I ,  but the classic  Continental segment o f the 
market declined from 1,009,000 to 912,000 in the same years. In contrast  
the numbers of overseas motoring v is ito rs  has expanded rap id ly  to 640,650 
in 1971, forming a t the maximum 48% o f a l l  holiday v is i ts  from Western 
Europe.
I f  i t  is  presumed that 60% of a l l  motoring v is i to rs  were taking a holiday
and the remainder v is i t in g  friends and re la t ives  or t ra v e l l in g  fo r  other
purposes, then approximately 29% o f  a l l  holiday v is i ts  from Western Europe
were by private  car, a much higher proportion than the B r it ish  Tourist  
32Authority estimate of B r it ish  holiday v is i ts  abroad, estimated a t  18% 
in 1971. Only 24% o f Western European holiday v is i ts  to the U.K. were 
by in c lus ive -tourin  1971. Consequently almost 50% of holiday v is i ts  to the U.K. 
involved independent t ra v e l ,  w ithout a car, in contrast to less than 20% 
of holiday v is i ts  to Western Europe by U.K. residents.
There is  therefore a great deal of scope fo r  the expansion o f both motoring 
holidays and package holiday t ra v e l ,  to the United Kingdom. In c lu s iv e -to u r
travel has grown from 19% o f a l l  holiday v is i ts  in 1970, and 14% of holiday  
v is i ts  in 1969. The proportion o f motoring v is ito rs  to independent t ra v e l le rs  
is expanding rapid ly  and forecasts o f future t r a f f i c  levels are discussed 
fu r th e r  in Chapter V I I .
Table I I I  32 Estimates of Foreign Cars, Motorists , and "Classic" Sea 
Passengers T rave ll ing  to Great B rita in  in 1970 and 1971.
Country of
I ”
Persons 1970 1971
Origin per Car Cars Motorists Cars Motorists Classics
France 2.85 50,000 142,000 65,000 185,250 192,750
West Germany 2.60 40,000 104,000 50,000 130,000 268,000
Finland/Sweden 3.00 11,500 34,500 14,000 42,000 )
Denmark/Norway 2.80 11,500 34,500 14,000 42,000 1 48,000
S w itze r la n d /Ita ly 2.95 22,000 61,600 27,000 75,600 13,400
Netherlands 3.00 19,000 56,050 24,000 70,800 159,200
Belgium/Lux. 2.84 11,000 33,000 14,000 42,000 130,000
Other W. Europe 3.00 15,000 42,600 19,000 53,000 25,000
Total 2.86 180,000 508,250 227,000 640,650 836,350
Source : B r it ish  Rail Shipping and In ternationa l Services Division . Based
on "Sealink " and "European Ferry" Services and estimates of
t r a f f i c  on other routes. Department of Trade and Industry , Busine
Monitor M6, Overseas Travel and Tourism.
Note : I .  B r it ish  Tourist Authority,, Survey of Overseas Motorists to
B r i ta in , 1969.
Table I I I  33 Motoring V is ito rs  as Proportion of a l l  V is its  by Main
Journey Purpose, 1971.
Country o f As % of a l l As % of a l l  non As % of a l l
Origin V is its  by Sea Business V is its Holiday V is i ts
France 49 32 57
West Germany 33 24 42
Scandinavia 64 40 77
Netherlands 31 24 36
Belgium/Lux. 24 20 31
S w itze r lan d /Ita ly 84
\  27 ; 49
Other W.Europe 68 j
Total 43 28 48
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Source : B r it ish  Rail Shipping and In ternational Services Division.
Department o f Trade and Industry, Business Monitor M6, Overseas 
Travel and Tourism.
33The 1970 B rit ish  National Travel Survey estimated tha t motoring holidays 
comprised 39% o f the 420,000 holidays to E ire ,  and 25% o f the 170,000 
holidays to Northern Ire land . In the same yea r ,  700,000 holidays were 
taken by Northern Ire land residents. 197,000 in E ire ,  205,000 in Great 
B r ita in ,  and 75,000 on the Continent. 139,000 motoring holidays were taken 
to Eire (34,800 cars ),  89,000 motoring holidays to Great B r ita in  (27,000 cars ),  
and 11,000 motoring holidays to the Continent (3,700 cars). B r it ish  Rail 
estimate that 2,000 cars from Northen Ire land travel to the Continent via  
B ritish  ports.
The growth o f motoring t r a f f i c  between Great B r ita in  and Northern Ire land
34is i l lu s t r a te d  in Table I I I  34. A 1969 car fe rry  survey estimated a to ta l  of  
147,400 v is i to rs '  cars departing from Ir is h  ports between June and October, 
of which 49,600 departed from Northern Ire land . The m ajority o f vehicles  
carried between Great B rita in  and Northern Ire land were B r it ish  vehicles.
The expansion of car t r a f f i c  is  c lea r ly  linked with the introduction o f  
ro l l-o n  r o l l - o f f  services during the ear ly  1960's. The rate o f increase o f  
t r a f f i c  has been fa s te r  than the growth of a i r  t r a f f i c  from B r ita in  to the 
Continent, (Table I I I  29), but accompanied car trave l to Ire land has now 
fa l le n  considerably with the growing social and p o l i t ic a l  unrest in the 
Province. Sea t r a f f i c  has increased very l i t t l e  since I960 (I,088,368passengers) 
reaching a peak in 1968 (1,387,761 passengers), and declining to 1,312,908  
passengers in 1970. As car passengers are included in these f ig u re s , the 
decline in classic  passenger trave l has been marked. A ir  trave l has 
increased from 412,024 passengers in I960 to 1,118,198 passengers in 1970.
This market has shown some stagnation in recent years and did not grow 
between 1966 and 1968.
Total v i s i t s ,(947,000 in 1970), and to u r is t  expenditure both declined by 
approximately 8% compared with 1969. The fact tha t to ta l  passenger and 
car t r a f f i c  increased is due to two fac to rs . A la rger number of Northern 
Ire land residents taking a holidey in Great B r i ta in ,  and the fa c t  th a t  car 
fe rry  routes to Belfast and Larne are used by many motorists bound fo r
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holidays in the Republic o f  Ire land . Both these groups are included in the 
transport s t a t is t ic s ,  but not included in the estimates o f v is i to r  numbers 
and expenditure.
Table I I I  34 Car T r a f f ic  Between Great B rita in  and Northern Ire land . I960-1970
Year Total Carriage 
Both Ways
Index
1966=100
I960 32,525
1961 40,882
1962 49,896
1963 59,524
1964 68,627
1965 82,894
1966 89,077 100
1967 113,667 128
1968 144,100 162
1969 138,243 155
1970 148,154 166
Source : Northern Ire land Tourist Board, Annual Report, 1970.
Table I I I  35 shows the development o f  the passenger market to the Ir is h  
RepublicI96I to  1971, broken down by a i r  and sea carryings and subdivided 
by service in to  c lassic passengers and motorists. B r it ish  Rail and B. and 
I .  fe r ry  service s ta t is t ic s  are combined.
A ir  trave l has grown to capture h a l f  the market, although there was no 
growth in the period 1966 to 1968. The to ta l  market has grown much more 
slowly and was s ta t ic  in 1965/66, and again from 1969 to 1971. The slow 
growth in the to ta l market must be re3ated to the decline in c lass ic  sea 
passenger carriage, which had not been o ffs e t  by the very rapid expansion 
of the carriage of motorists. Motoring passengers only formed 5% of the to ta l  
sea trave l market in 1961 , but formed 43.3% of the market in 1971. Total 
motorist passenger carriage increased almost ten -fo ld  from 72,600 in 1961 
to 701,000 in .1971, although growth has stagnated since 1969. The number 
of cars carried has increased from 30,500 in 1961 to 240,600 in 1971.
Table I I I  35 Passenger Market to the Republic of Ire lan d , 1961 -1971.
(Thousands of Passengers or Veh ic les .)  (Total Carr iage .)
Mode of  
Transport
1961 1962 1963 1964 1965 1966 1967 1968 1969 1970 19 71
Ai r 855 900 1,018 1,165 1,245 1,431 1,396 1,448 1,497 1,649 1,781
Classic
Sea 1,326 1,237 1,186 1,273 1,265 1,008 1,127 1,203 1,210 1,037 920
Motorist
Sea 73 86 98 133 234 248 387 533 651 666 701
Cars 31 36 41 56 88 91 138 182 226 230 241
Total 2,253 2,223 2,302 2,570 2,744 2,687 2,909 3,184 3,358 3,352 3,402
( Index 1960=100 )
Ai r 118 124 140 160 171 197 192 199 206 227 245
Classi c
Sea 98 92 88 95 94 75 84 89 90 77 68
Motorist
Sea 123 146 166 226 398 421 657 905 1106 1131 1190
Total 106 105 108 121 129 126 136 149 158 157 160
Total Market % % % % % % % % % * %
Ai r 38 41 44 45 45 53 48 46 45 49 52
Sea 62 59 56 55 55 47 52 54 55 51 48
Sea Market
Cl assi cs 95 94 92 91 84 80 74 69 65 61 57
Motorists 5 6 8 9 16 20 26 31 35 39 43
Source: B rit ish  Rail Shipping and In ternationa l Services D iv is ion .
The growth o f motoring v is ito rs  is again linked to the introduction of new 
ro l l -o n  r o l l - o f f  capacity during the period 1964-1969. However, in a 
s itu a tion  of market in e r t i a ,  affected by social and p o l i t ic a l  unrest, the 
Heysham-Dun Laoghaire serv ice , introduced in 1970, made very l i t t l e  impact,
8.000 motorists were carried in 1970, and 6,800 in 1971, I t  also appears 
that the r e la t iv e ly  poor performance of the Holyhead-Dun Laoghaire route 
in 1970 and 1971, only increasing carriage o f motorists from 240,000 to 
245,000, may have been due to the reduction in capacity resu lt ing  from 
the transfer  ofone ship, three days a week, including Saturdays, to the 
Heysham-Dun Laoghaire service.
The e f fe c t  o f capacity changes on ferry -routes  is to produce uneven t r a f f i c  
growth ra tes , and th is  applies equally to the Continental services. In
1965 motoring t r a f f i c  on the Holyhead-Dun Laoghaire service increased
from 9,700 vehicles in 1964 to 32,400 vehicles in 1965. Again in the years
1966 to 1967 carriage expanded from 37,500 vehicles to 64,900 vehicles.
The impact on classic passenger carriage has been l im ited . During the period  
1964-1965» on the same route, c lassic  passenger carriage increased from
787.000 to only 797,000.
In order to go deeper in to  the factors influencing the modal d is tr ib u t io n  
of to u r is t  t r a v e l , the results from national household sample surveys 
and other travel surveys must be investigated. This often produces 
problems of s ta t is t ic a l  comparison when analysing t r a f f i c  trends.
The B rit ish  National Travel Survey(B .N .T .S .) ,  does not provide as accurate 
assessment of the scale of holiday travel by B rit ish  residents as the 
In ternational Passenger Survey, ( I . P . S . ) ,  The results are broadly comparable 
although the residents of Northern Ire land who took holidays abroad are 
not covered in the B.N .T.S .. During the period the B.N.T.S. has been 
conducted, holidays abroad have increased at a more rapid rate  than domestic 
holidays. In 1951 , 1.5 m il l ion  holidays were taken abroad, 3.5 m il l io n  in  
I960, 5 .0 m il l ion  in 1965, 5.5 m il l ion  in 1966 (5 .0 6 ) ,  5 .0  m il l io n  in 1967 
(5 .1 3 ) ,  5 .0  m il l ion  in 1968 (4 .9 7 ) ,  5.75 m il l io n  in 1969 (5 .3 5 ) ,  and
5.75 m ill ion  in 1970 ( 5 .6 ) .  The figures in the parenthesis are the I .P .S .  
estimates of holiday travel abroad. The B.N.T.S. figures were rounded to  
the nearest 500,000 between 195I and 1968, and to the nearest 250,000  
between 1969 and 1970.
-291-
The number o f holidays taken abroad is always greater than the number of 
holidaymakers. 4.6 m il l ion  holidaymakers were estimated by the B.N.T.S. 
to have tra v e lle d  abroad in 1970, generating over 5.0 m il l io n  holidays.
The general modal d is tr ib u tio n  fo r  holidays and hoiidaymakers does not 
vary s ig n if ic a n t ly .
The B.N.T.S. has estimated that 5,010,000 adult holidays were taken by 
B ritish  residents abroad in 1970. 16% of th is  to ta l were motoring holidays
to the Continent, and 4% motoring holidays to Ire lan d , where the car was 
transported abroad with the holiday party . Classic sea passengers to the 
Continent comprised 14% of the to ta l  market o f which 8% were on package 
holidays, a large proportion being organised by clubs and associations.
5% of a l l  holidays were taken by sea classic  passengers t ra v e l l in g  to 
Ire land. By fa r  the largest number of holidays were a i r  inc lus ive-tours  
to Europe and North A fr ic a ,  taking 44% o f the to ta l  market. Combined with 
a l l  travel by sea th is  formed 83% o f a l l  holiday trave l abroad. The 
remaining 17% was d is tribu ted  between a i r  travel to Ire lan d , the rest of  
the world, and independent a i r  travel w ith in  Europe. 57% of a l l  holidays 
were wholly or p a r t ly  package tour arrangements, including a very small 
proportion, 3%, on cruises.
The majority o f  a l l  holidays taken abroad are taken in what may be termed 
private  part ies . 12% were, however, taken by people t ra v e l l in g  with a club 
or association or in a school party. This type of large group trave l is  
p a r t ic u la r ly  important fo r  sea package holidays to the C ontinen t,(38%).
The ra t io  of motoring holidays to to ta l  holidays has shown a small 
percentage decline in recent years. From 20% o f a l l  holidays taken abroad 
in 1968, to 19% in 1970 and 18% in 1971. The s t a b i l i t y  in the proportion 
of travel by private  car must be set against the background of a s tead ily  
increasing demand fo r  holidays abroad, p a r t ic u la r ly  during the w in te r  and 
off-peak season. As a consequence, the number of motoring holidays is  
expanding during the summer season and taking a la rger  share of independent 
holidays and holidays by the sea. In 1968, motoring holidays accounted fo r  
39% of a l l  independent holidays and 43% o f  holidays by sea. The comparable 
f igures in 1970 were 43% and 50%.
D est ina t ions  and O r ig in s .
The B rit ish  National Travel Survey refers so le ly  to holiday travel and is 
the basic source of comparison with other market research transport and 
travel surveys. The 1970 survey iso lated  a to ta l  abroad holiday sample of  
2,047 respondents, o f which only 327 were id e n t i f ie d  as holiday motorists.
In re la t io n  to the estimated to ta l  number of B r it ish  cars t ra v e l l in g  to the 
Continent and Ire lan d , the sample size is very small. The B.N.T.S. data
therefore requires support. This is provided by the B rit ish  R a i l ,  Accompanied
35 •Car T r a f f ic  Survey, 1969, and the Survey of B rit ish  Motorists in France-
I. .  L . J . L , J J
1970, undertaken fo r  the French Government Tourist O ff ice . The former 
survey was based on a sample of 2,000 motorists, and the l a t t e r  on a sample 
of 6,738 motorists. These surveys included journeys fo r  other purposes, but 
because they were conducted during the peak summer travel period, are 
essen tia lly  holiday motoring surveys.
In 1970 Spain was again the most popular destination fo r  foreign holidays.
Just under a th ird  of a l l  B r it ish  holidays abroad included a stay of a t  
leas t four nights in Spain or Majorca. The countries which seem to have 
suffered a s l ig h t  decline in popularity among B rit ish  v is ito rs  in the la s t  
few years are France, I t a l y ,  West Germany, Belgium/Luxembourg, and 
Switzerland. This is because these countries do not a t t ra c t  charter holiday­
makers to th e ir  beaches, and i t  is th is  market which has expanded most 
rap id ly . The re la t iv e  decline of trave l to I t a ly  is the re s u lt  of the rapid  
expansion of Spanish tourism. Holidays to Spain o f fe r  b as ica lly  the same 
to u r is t  product and have proved cheaper in the long term.
Motoring holidaymakers are more l ik e ly  than other t ra v e l le rs  to spend 
holidays o f four or more nights in more than one country, and so be counted 
more than once. The percentage d is tr ib u tio n  of motoring holidays to 
European destinations is therefore in excess o f 100. (Table I I I  36). The 
impact o f tourism by private  car can only be accurately assessed by 
determining the number of nights spent in each country v is i te d ,  in re la t io n  
to the type of accommodation used. The proportion of motoring holidays 
to to ta l holidays in Table I I I  37 therefore tends to overemphasise the impact 
of holiday travel by p rivate  car, p a r t ic u la r ly  among those countries  
where motorists are mainly touring.
The d is tr ib u tio n  of main travel destinations is reported in the B r it ish  Rail
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Accompanied Car T r a f f ic  Survey. 21.2% tra v e lle d  to France, 18.5% to 
I t a l y ,  17.4% to Spain and Portugal, 8.3% to A u str ia ,  9.8% to West Germany, 
and 6.2% to Switzerland. Belgium/Luxembourg and Holland a ttrac ted  
approximately 4.0% each o f t r a f f i c .  Under 3.0% tra v e lle d  to Scandinavia, 
but th is  f igure  w i l l  be an underestimate because o f the exclusion from the 
survey of the d irec t  fe rry  services to Scandinavia.
8% of motorists t ra ve lled  less than 500 miles, 23% from 500-I ,000 m iles , ........
20% from 1,001-1,500 miles, 35% from 1,501-2,500 miles, and 10% from 2,501-  
3,500 miles, and 3% more than 3,500 miles. Therefore, more than h a l f  of 
motorists t ra v e lle d  over 1,500 miles.
The s p l i t  between package tours and independent holidays in d i f fe re n t  
countries varies enormously. At one extreme are Austria and Yugoslavia 
where as many as 80% and 78% respective ly  of holidays taken by B rit ish  
people are packaged. Only 9% and 8% respectively to the Ir is h  Republic 
and Northern Ire land are packaged. The proportion of motoring holidays 
to to ta l  holidays is highest where the proportion of independent holidays 
is greatest. Holidays by private  car dominate the independent holiday  
travel market to Austria and Switzerland, but take only 40% of th is  market to 
Yugoslavia. Both Austria and Switzerland l i e  on cross-routes of in te rn a tiona l  
motoring in Western Europe.
Table I I I  36 Countries in Which Holidays o f Four Nights or More Were Spent 
by G.B. Residents in 1970.
Destination Motoring Holidays 
Excl. Travel to Ire land
%
A ir  Package, Europe 
and N. A fr ica
%
Austria 7 10
Belg./Lux./Holland 9 2
France 40 2
W. Germany 12 2
I ta ly 14 12
Scandinavia 7 I
Spain ( in c l .  Majorca.) 21 54
Switzerland 8 3
Yugoslavia 2 4
Total I I  Countries 120 90
Source : B r it ish  Tourist A u thority , B r it ish  National Travel Survey, 1970.
Table I I I  37 Overseas Holidays by Adult  Residents of  Great B r i t a i n .
Destinations, Travel Arrangements and Mode of Transport.
A ll Travel Arrangements Motoring Motoring All
Holidays Packaged Independent Holidays Holidays Taking/
Whole or Car % of a l l Usi ng
Part. Brought 
From G.B
Travel
to
Car
Destination No. % % Of/o Destination %
Austria 380,000 9.7 80 19 57,000 15 16
Belg/Lux/
Holland 230,000 5.9 40 58 66,700 29 36
France 550,000 14 .1 19 81 302,500 55 61
W. Germany 260,000 6.6 26 72 93,600 36 49
I ta ly 500,000 12.8 61 37 105,000 21 28
Scandinavi a 110,000 2.8 22 73 40,700 37 49
Spain I ,112,000 28.4 77 21 155,680 14 17
Swi tzerland 190,000 4.9 53 46 66,500 35 36
Yugoslavia 110,000 2 .8 78 20 8,800 8 14
Others 468,000 12.0
Europe and
N. A frica  3,910,000 i—
i
o o 65 35 742,90Q+ 19 26
Ir ish  
Republi c 420,000 9 90 163,800 39 66
N.Ire land 170,000 8 92 40,800 24 55
Total A ll  
Holidays ^ ,010,000 57 43 990,000 19 32
Source : B rit ish  Tourist Authority , B r it ish  National Travel Survey, 1970
Note : The to ta l  o f  a l l  holidays abroad includes holidays in both N .Ire lan d
and the I r is h  Republic, taken by the adult pop u la t ion ,(16+). The 
to ta l estimate of a l l  holidays abroad including children is
5.75 m il l io n .
+ The number o f motoring holidays in Europe and N .A fr ica  is
s ig n if ic a n t ly  less than the sum of motoring holidays a llocated  to 
each major destination.
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The d is tr ib u t io n  of the regions o f residence of B rit ish  holidaymakers is  
more read ily  determined than the d is tr ib u tio n  o f countries v is i te d .  This is  
i l lu s t r a te d  in Table I I I  38 which also shows the spread o f population 
and car ownership.
I t  can be seen that both the population, and to a greater degree, the 
numbers of registered cars, are n ^ if  heavily concentrated in London and the 
South East. The ra t io  of cars per 1,000 o f the adult population, however, 
indicates that the level of ownership in the South East, is matched in the 
South West and East Anglia. The level of car ownership in London is also 
exceeded in the East and West Midlandsand Wales. 63% of households in the 
South East own one or more cars, compared with 50% of households in London.
The d is tr ib u tio n  o f a l l  holidaymakers follow almost iden tica l patterns , with  
above average proportions of t ra v e l le rs  to to ta l population and the adult  
population from London and the South East. There are below average 
proportions from Wales, Scotland, the North and North West, the East Midlands 
and East Anglia. The d is tr ib u tio n  of holiday motorists in the B.N.T.S. 
is even more heavily concentrated in the South East, and also the South West 
and West Midlands. In contrast, the d is tr ib u t io n  of holiday motorists to 
Ire lan d , shows an under-representation of motorists from the South East, and 
a greatly  increased response from the East Midlands and Scotland.
The regional concentration o f catchment areas of t r a f f i c  to the Continent 
is  much more strongly emphasised in the B rit ish  Rail Accompanied Car T r a f f ic  
Survey. This did not include services to Scandinavia, but is  representative  
of over 90% of c a r - fe r ry  carriage. London and the South East have some 
36% of to ta l  B r it ish  car re g is tra t io n s , but provide over 50% of fe r ry  t r a f f i c  
to the Continent. The Survey o f B rit ish  Motorists in France, 1970 indicates  
a s im ila r  concentration, although the data is  not exactly comparable, as 
i t  is based on independent te lev is ion  viewing areas. 50% of drivers l ived  
in the London/Southern I .T .V .  area, 20% in the Midlands and East Anglia ,  
and only 17% came from the rest o f  Great B r i ta in .
The B rit ish  Rail Accompanied Car T r a f f ic  Survey also considered the d is tr ib u t io n  
of the origins of t r a f f i c  by fe rry  port of departure. (Table I I I  39).
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Ex-Dover services are dominated by t r a f f i c  from London and the South 
East. T r a f f ic  from the Southern area is p a r t ic u la r ly  a ttrac ted  to the 
Southampton serv ices ,while from Harwich,the proportion from the Southern 
region is small,and is replaced in importance by motorists from the North- 
West. These motorists avoid t ra v e l l in g  across the London conurbation, and 
substitute a longer fe rry  cross ing ,for the extra  time and costs of motoring 
to the Kentish ports. The a t tra c t io n  o f p a r t ic u la r  c a r - fe r ry  routes also 
depends on the choice o f destination , but the origins of t r a f f i c  on the 
Immingham-Amsterdam service emphasises the importance o f proximity to the 
ports o f  departure.
Table I I I  39 Examples of Areas o f  Origin o f  Motorists to the Continent  
by Port of Departure,I969.
Route North 
%
Yorks
-Humb
%
N.W.
%
Midi
ands
%
East
Ang
%
Lond
%
S.E.
%
South S.W.
%
Wales
%
Scot
%
Tot
al
%
Dover-
Boulogne 3 4 I ! 13 4 36 14 4 5 2 5 100
Soton-
Cherbourg 3 7 9 17 2 18 7 19 8 7 3 100
Dover-
Ostend 6 7 5 12 3 27 14 I I 7 3 6 100
Harwich-
Hook 5 4 15 I I 7 24 18 3 5 I 7 100
Immingham-
Amsterdam 10 34 24 13 2 0 0 0 0 0 17 100
Source: B rit ish  Rail Shipping and International Sevices D iv is ion , Accompanied
Car T r a f f ic  Survey, 1969.
The importance of the location of fe r ry  services in re la t io n  to the o r ig in  of
37 fo rt r a f f i c  is  supported by the reasons given in the B rit ish  Rail survey 
choosing p a r t ic u la r  fe r ry  routes. The reasons mentioned most often were the
location of home and the destination , time, and cost savings. Cost savings
were mentioned less than time and trave l savings. In a l a te r  survey o f  the
38attitudes of holiday motorists i t  was discovered that the choice o f route 
was determined mainly by the shortest domestic trave l d istance, fo r  driving  
on the Continent was considered fa r  eas ier than driv ing in  Great B r i ta in .
39The Northern Ire land Tourist Board survey of motoring v is ito rs  in summer
1965 even more strongly emphasised the importance of regional proximity fo r
the generation of t r a f f i c .  An estimated 87% of cars carried  on the sea routes
between Northern Ire land and Great B r i ta in ,  during the survey period, belonged
to v is ito rs  to Ire lan d , and 92% of these were B r i t is h .  Almost 38% o f  a l l
B rit ish  v is ito rs  came from Scotland, 17% from the North and North East, and
13% from the North West. Only a small proportion of v is i to rs  had orig inated
15from the London area. In contrast, a jo in t  to u r is t  board survey in the 
same year found tha t one quarter of motoring v is ito rs  entering the Republic 
had tra v e lle d  from the London region, while motorists from Scotland, Northern 
and North East England, only accounted fo r 6% of a l l  motoring v is i to rs .
C lea r ly ,  the sea routes to Northern Ire land and the Republic serve d is t in c t  
markets. In add ition , there is l i t t l e  route switching. Only 6% o f  a l l  
motoring v is ito rs  entering the Republic l e f t  by ports in Northern Ire lan d .
This is  consistent with the close re lationsh ip  between region of residence 
and choice of fe rry  route. The B rit ish  R a i l ,  Accompanied Car T r a f f ic  Survey, 
1969, o f  travel to the Continent discovered that 75% o f outward t ra v e l le rs  
intended to return by the same fe rry  route.
The more equable d is tr ib u tio n  o f  holiday motoring travel to Ire land in re la t io n
to the population d is tr ib u tio n  is revealed in Table I I I  38. There are no
major variations from the overa ll d is tr ib u tio n  of the population, except
the low proportion o f  v is ito rs  from Wales. There are above average
proportions of holiday motorists to regional car ownership levels  from a l l
regions except the South East, South West, and Wales. The B.N.T.S. data,
however, obscures the contrasting regions of orig in  o f the tra ve l markets to
40the Republic and Northern Ire lan d . The jo in t  to u r is t  board survey
revealed that 73.4% o f motoring v is i to rs  to the Republic came from Great B r ita i
and 19.2% from abroad. 27% o f  v is ito rs  were from London and the South East,
19% from the Midlands and East Anglia , 8% from the North West and 7% from the 
South West. France and West Germany supplied 6% each o f foreign motoring 
v is i to rs ,  and the extension o f d ire c t  Continental fe r ry  services should 
develop th is  market.
5% of motoring v is ito rs  tra ve lled  from Wales, and although th is  is in proportion  
to the population of the region i t  contrasts with the general re la tionsh ip  
between regional proximity and above average levels of carr iage . Two of the
main ports of departure are Fishguard and Swansea. This can, however, be 
p a rt ly  explained by the e th ic  composition of the Ir ish  market. The jo in t  
to u r is t  board survey found that 24% of a l l  motorists to Eire are of pure 
Ir ish  stock, of which the m ajority v i s i t  re la t iv e s ,  and an estimated additional  
20% are second or th ird  generation Ir is h  people l iv in g  in the U .K ., v is i t in g  
friends and re la t iv e s .
These s ta t is t ic s  have important implications fo r  the car fe r ry  operators.
B.and I .  fe r ry  services concentrates on marketing ethnic t r a f f i c ,  and claims 
this forms 80% of th e ir  t r a f f i c .  In 1970, to ta l accompanied car t r a f f i c  between 
the Republic and the United Kingdom was 230,000. B.and I .  carried  82,000 
cars and B rit ish  Rail 148,000 cars. The loss of t r a f f i c  carryings due to 
the p o l i t ic a l /s o c ia l  unrest in Ire land as a whole, is therefore l ik e ly  
to f a l l  more heavily on B rit ish  R a i l ,  as th e i r  share of the market is more 
heavily composed of holidaymakers t ra v e l l in g  to the Republic.
In Chapter I I I  v i i i  the theory o f the modelling of o rig in  and destination  
relationships was outlined . No attempt has been made to produce any 
results of the application o f these techniques. Although the B .N .T .S .,  the 
B.T.A. Survey of Private Motoring Vehicles Brought into  Great B r ita in  by 
Overseas V is i to rs ,  1967, and the B rit ish  Rail surveys, contain information  
on the regional origins and destinations of motoring holidaymakers, the 
small scale o f these surveys, and l im ited  volume of t ra v e l ,  do not recommend 
deta iled  analysis. E ither domestic trave l patterns, or West German trave l  
patterns, should form the data base fo r  these techniques.
The relevance of the data in Table I I I  38 fo r  forecasting future levels  
of accompanied car t r a f f i c  from Great B r ita in  is discussed fu rth e r  in  
Chapters VI and V I I .
Length of Holiday, Season and Time o f T rave l.
The number of nights spent abroad by motorists t ra v e l l in g  to the Continent 
compared to holiday travel by other modes of transport and trave l arrangement 
is i l lu s t r a te d  in Table I I I  40. Comparing the three motoring surveys, the 
average number of nights spent by motorists are very s im ila r ,  but the 
d is tr ibu tio n  o f nights shows marked v a r ia t io n ,  p a r t ic u la r ly  in the ranges 
I I - 14 nights and 15-21 nights. Motoring holidays are on average longer
than a l l  holidays abroad and a i r  package holidays to Europe and North A fr ic a .  
Among the l a t t e r  there is  a very marked concentration of holidays between 
I I  to 14 nights duration. The average number o f nights spent abroad by 
classic sea passengers is  comparable to the f igure  fo r  holiday m otorists, 
but the d is tr ib u tio n  of nights is  more evenly spread, and includes 21% of 
holidays o f over 28 nights. The comparable figure fo r  motoring holidays 
is estimated between 7% and 9%.
Motoring holidays to Ire land were almost e n t i re ly  grouped onto three time 
categories. 18%, 8-10 n ights, 37% I I - 14 n ights, and 34% 15-21 nights.
The average number of holiday nights was 15.3 compared to 13.3 among c lassic  
sea passengers. Holiday nights of the l a t t e r  group were more evenly 
d istributed .
Table I I I  40 Number of Nights Spent Abroad by B rit ish  Holidaymakers in 1970.
Length of M otorists: Europe All Ai r Independent
Stay Holidays Package Sea Classic
I
%
2
%
3
% %
Europe+ 
N.Afri ca
%
Passengers
%
Less than
/
7 nights 6 5 6 12 12 20
8-10 nights 8 5 7 I I 8 14
11-14 nights 28 41 21 43 60 25
15-21 nights 39 37 44 23 20 13
22-28 nights n 9+ 10 4 0 7
Over 28 
nights 7
*
3 9 6 0 21
Average No. 
of Nights 16.9 16.0 16.6 14.5 12.9 16.4
Source : B r i t i s t  Tourist A uthority , B r it ish  National Travel Survey, 1970.
1 : B r it ish  Tourist Authority , B r it ish  National Travel Survey, 1970.
2 : Ogilvy and Mather L td . ,  Survey of B r it ish  Motorists in France, 1970,
French Govermant Tourist O ff ice .
3 : B rit ish  Rail Shipping and In ternationa l Services D iv is ion ,
Accompanied Car T r a f f ic  Survey, 1969.
Note : +. 22-30 nights. *  Over 30 nights.
The B r it ish  Rail Accompanied Car T r a f f ic  Survey emphasised th a t  below average 
numbers of nights were spent by motorists t ra v e l l in g  to the nearer destinations  
served d ire c t ly  by fe r r ie s .  The average number of nights spent in Holland 
was 10.5 and in Belgium/Luxembourg 12.4.
The B rit ish  Tourist A uthority , Survey of Overseas Motorists to B r i t a in ,1969, 
discovered that the average number of Registrar General's Regions stayed in 
fo r  one night or more was only, on average, 2 .2 . B r it ish  Rail Surveys,
41however, found that French motorists had stayed on average in 5 regions.
42Belgian motorists had stayed in 3 regions. The wider d is tr ib u t io n  o f trave l  
by French motorists can be re lated  to th e i r  longer length of stay (16 nights)  
compared with the average of 10 nights fo r  Belgian motorists. Belgian 
motorists remained predominantly in the Southern h a l f  o f the country but 25% 
of French motorists stayed 10 nights outside London, the South East, and 
South West, and 42% spent a t  leas t h a l f  th e ir  time in England outside London 
and the South East. The areal d is tr ib u t io n  of t r a f f i c  is therefore re lated  
to the length o f  stay and the B.T.A. Survey found that on short t r ip s  or 
second holidays very few motorists spent any nights outside London and 
the South East. This concentration o f  t r a f f i c  appeared, however, to decine 
as the number of previous v is i ts  to B rita in  increased.
The greater mileage in Great B rita in  was covered by motorists a r r iv in g  via  
the longer sea routes to Southampton or the East Coast ports , (average of
1,300 miles compared to under 1,000 miles fo r  Dover t r a f f i c ) .  Scandinavian 
and French motorists (1,000 miles +) therefore covered s l ig h t ly  greater  
distances than v is ito rs  from West Germany and Belgium,(950 m ile s ) ,  and 
from the rest o f  Western Europe (830 m iles). The expansion of fe r ry  services 
away from the South East corridor has therefore improved the regional 
d is tr ib u tio n  of motoring v is ito rs  to Great B r i ta in .  The greater time and 
money costs of the longer fe r ry  routes, however, l im its  th e i r  use fo r  
second and shorter motoring holidays which w i l l  remain concentrated in the 
London and South Eastern Region.
I t  is important to note that the B.T.A. survey discovered th a t ,  i f  motorists  
did travel to more remote regions, th e i r  average length o f stay was high. 
This did not vary greatly  between the countries o f o r ig in .  The average 
length of stay in Scotland was 9 .5  n ights , and in Wales 5.9 n igh ts , compared 
to 6 .4  nights in Greater London, and 7 .3  nights in Southern England.
Since 1965, there has been l i t t l e  change in the proportion of holidays 
taken abroad which s ta r t  in the two peak months o f July and August. 51% 
in 1965, compared with 47% in 1970. Even i f  the d is tribu tions have 
remained exactly S im ila r ,  however, off-season t r a f f i c  would have increased 
at the same rate as a l l  holidays abroad, and th is  has produced an appreciable  
spread. The le v e l l in g  o f the monthly d is tr ib u tio n  of overseas holidays 
has been aided by the expansion of w inter and off-season, sun and w in ter  
sports,package holidays. Nevertheless holiday travel abroad remains highly  
concentrated in to  the peak season from May to September, ( Fig. 4 ) .
60% of motoring holidays to Western Europe and 70% of motoring holidays to 
Ire land were taken during July and August alone.
Not only are motoring holidays concentrated in July and August, but in a 
addition there is a very marked concentration of travel in the middle of 
th is  period. 17% of a l l  motoring holidays were started in the la s t  week 
of July in 1970. 51% of a l l  motoring holidays to Ire land were started
between the 15th . of July and the I4 th . o f August. These figures correspond 
very closely to the beginning of the school holidays, and the decline in 
motoring holidays in September must be re lated  to the return to school.
In addition to the seasonal concentration o f t r a f f i c ,  car fe r ry  operators 
are also faced with a concentration of trave l a t  the weekends. The B r it ish  
Rail Accompanied Car T r a f f ic  Survey discovered that only 6% o f drivers  
t ra ve lled  on a Monday, 9% on a Tuesday, and 10% on a Thursday, with a 
mid-week peak o f 18% on Wednesday. 16% tra v e lle d  on a Friday, 26% on Saturday, 
and 15% on Sunday. Fares are generally higher a t  week-ends and a t peak 
s a i l in g  times during the day, but during the July-August period may apply 
to a l l  da ily  travel from early  morning to early  evening.
The implications o f this seasonal concentration o f  accompanied car t r a f f i c ,  
fo r  the fe r ry  operators, are discussed fu r th e r  in Chapter V I ,  where i t  
is emphasised tha t the growth of Continental accompanied car carriage  
has had l i t t l e  e f fe c t  on the seasonal concentration of travel demand.
The 1970 B r it ish  National Travel Survey revealed that 30% o f a i r  package 
holidays to Europe and North A fr ica  commenced between Monday and Thursday 
and a very high proportion, 24%, began on a Sunday. Package tours are 
geared to the two week main holiday period and cater fo r  a mass market 
where length o f holiday is determined by the average paid holiday  
expectation of the population.
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Motoring holidaymakers had s l ig h t ly  longer paid holiday entitlements than 
a i r  package holidaymakers. 38% had four weeks or more paid annual leave 
in contrast to 29% of a i r  package holidaymakers, and 17% of the adult 
population. There is no d ire c t  evidence to suggest, however, that as annual 
leave entitlements increase, that the length o f main holidays abroad increases. 
Indeed the B.N.T.S. fugures suggests that the average number o f  nights spent 
abroad on holidays has remained s t a t ic ,  or even declined.In  1968 the average was
17.8 nights fo r  motoring holidays to Europe and 13.0 nights fo r  a i r  package 
holidays. The impact o f longer paid holiday entitlements on the demand 
for main holidays abroad is therefore l ik e ly  to be small. The more 
important influence on overall holiday travel demand w i l l  be increasing holiday  
f l e x i b i l i t y  which w i l l  permit an additional holiday outside the main 
travel season.
Additional Transport.
F in a l ly ,  i t  should be noted tha t the use o f  a car fo r  holiday trave l is  not 
simply l im ited  to those holidaymakers who arr ive  on the Continent, or in the 
United Kingdom, with th e i r  own vehicles. A number of holidays include the 
use o f p r iv a te ly  owned, hired cars, or ta x is ,  from the port of a r r iv a l  or 
at the destination.
There is  a marked contrast in the type of transport used by people on 
independent holidays, and those on package tours, and even between the 
proportions of people on these two types of holiday who use any form of  
transport once they have reached th e ir  destination . In 1970 only two thirds  
of those on packaged tours t ra v e l le d  around once they had reached th e i r  
destination. Among independent holidaymakers nearly 90% used some form 
of transport to get around once they had reached th e i r  des tina tion . 75% 
used a car, o f which 41% had been brought from Great B r i ta in .
Cars were used fo r  local travel a t  the destination on 41% o f  a l l  holidays.
Just under one h a lf  were brought from Great B r i ta in ,  about a quarter were 
hired abroad, and a quarter were p rivate  cars belonging to friends or 
re la t ives  l iv in g  abroad. The main form of transport used on holidays abroad
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between the port o f a rr iv a l.an d  the f in a l  destination was a coach, e i th e r  
specia lly  organised or a regular serv ice , (42%), followed by a car used on 
32% of a l l  holidays. Independent a i r  t ra v e l le rs  to Europe and North A fr ica  
were more l ik e ly  to trave l from the port o f  a r r i v a l ,(40%), and at the 
destination , (56%) , by private  car. The respective proportions of package 
holidaymakers t ra v e l l in g  by p rivate  car were 3% and 14%,. Over 70% of 
th e i r  trave l to the destination , and a t the destination , was by coach.
The highest proportion o f cars used on holidays abroad, which were not 
brought from Great B r i ta in ,  were in the Ir is h  Republic, Northern Ire lan d ,
West Germany, and Scandinavia. But in each the majority o f these vehicles 
belonged to friends and re la t iv e s .  Three-quarters of hired cars were booked 
a f te r  leaving Great B r i ta in ,  p a r t ic u la r ly  among people taking package holidays 
in Europe and North A fr ic a ,  and independent holidays outside Europe.
There is at present very l i t t l e  information on the additional transport  
requirements o f holidaymakers t ra v e l l in g  to Great B r ita in  from Western Europe.
F ly -drive  holidays to Europe have been marketed successfully by a i r l in e s  
such as B .E .A ., and I .A .T .A . have recognised car h ire  on top of a scheduled 
a i r  t ic k e t  as a holiday package. The main conditions o f the scheme are 
that there should be at least two adult passengers and the h ire  period 
must be a minimum o f  seven successive days in the peak period.
Car-hire firms have organised the supply o f vehicles at a irp o r ts ,  fe r ry  
and r a i l  term inals, but the price o f these services appears high because 
they are a f u l l  cover of the costs o f motoring and may be accentuated by 
the peak demand o f  holidaymakers during the summer season. But as car 
ownership becomes more expensive, p a r t ic u la r ly  fo r  residents of c i ty  centres, 
the supply of vehicles may become greater and average h ire  costs less. This 
would help to encourage greater d is tr ib u tio n  of foreign touris ts  from 
London. Acceptance of private  car h ire  as normal practice fo r  non-business 
travel w i l l  be aided by the increasing recognition of the true costs 'o f  
motoring, including depreciation and social costs.
I l l  v i . I n te rn a t io n a l  Holiday Travel in Western Europe.
In th is  section of the study, the importance o f the private car as a main 
mode of Continental holiday travel is established. Data sources are 
national household holiday trave l surveys, and in almost a l l  cases the 
s ta t is t ic s  are based on the in te rn a tio n a lly  accepted d e f in it io n  o f holiday  
travel : a stay away from home, of four or more n ights, fo r  holiday  
purposes. Analysis is complicated because surveys are not always conducted 
annually, may include v is i ts  to friends and re la t iv e s ,  and may f a i l  to 
distinguish between the to ta l  holiday population and the adult holiday  
population. Surveys are also often only based on the summer season.
The modal d is tr ib u tio n  and re lated  factors are discussed fo r  each of the 
main hoiiday generators. A summary of the to ta l  demand, and origins and 
destinations o f holiday motoring, concludes the section.
West Germany.
Sample surveys have been conducted by the main West German s t a t is t ic a l  
service in 1962, 1966, 1969, 1970, and 1971 and surveys have also been 
conducted by market research organisations, and the In s t i t u t  fuer  
Fremdenverkehr an der U n ivers ita t  Muenchen.
In 1971 the West German population was estimated to be 61 m i l l io n ,  o f which 
25.7 m i l l io n , (42.-2%),. took a holiday of four or more nights. The number of 
holiday v is i ts  generated is always greater than the to ta l  number o f holiday­
makers. Total v is i ts  were 31.2 m il l io n ,  of which 16.9 m il l io n  were domestic 
holidays and 14.3 m il l ion  holidays abroad. 12.5 % of the population took 
more than one holiday. Family holidays to ta l le d  16.7 m il l io n  of which 7.4  
m illion  were taken abroad.
West German holidaymakers and holiday motorists dominate in te rn a tiona l  
holiday trave l in Western Europe. The re la t iv e  ease and low cost of  
motoring from West Germany, the l im ited  number o f coastal reso rts , and th e i r  
unfavourable climate in comparison to Mediterranean resorts , are the main 
geographical factors influencing th is  massive scale of West German holiday  
motoring abroad.
During the 1960‘ s the main trends in passenger transport fo r  West German 
holiday trave l followed the patterns noted e a r l ie r  in th is  Chapter. In 
p a r t ic u la r  the increasing use o f the private car a t  the expense o f r a i l  
t ra v e l ,  especia lly  fo r  travel abroad. In a survey conducted in 1961-62 
49% of domestic holiday travel was by r a i l  and 31% by car. For foreign  
holiday trave l these proportions were reversed.
The number of foreign holidays has doubled during the decade, but the 
proportion of trave l abroad by r a i l  has fa l le n  by one h a l f ,  (Table I I I  41). 
Travel by private  car has increased ra p id ly ,  but has now s ta b i l is e d ,  
and a i r  travel has taken an increasing share of the market.
The growth rate of holiday motoring has now fa l le n  below the growth o f a l l  
holidays abroad despite increasing car ownership le v e ls ,  (Table I I I  42 ) .
This must be re lated  to the expansion o f a i r  t ra v e l ,  although there are no 
positive indications that holiday motorists are switching to a i r  trave l  
in great numbers. I t  is  s ig n if ic a n t  to note that almost one h a l f  of a l l  
West German holidays are now taken abroad.
The domestic holiday travel market is  now s ta t ic  and the modal d is tr ib u t io n  
is dominated by the private car and the railway. The d ifference between 
the d is tr ib u tio n  of private  and public transport fo r  domestic and 
in te rnationa l holiday trave l is now less than i t  was a t the beginning of 
the decade. Indeed i f  present trends continue there may soon be no d iffe rence .  
A ir  travel is the main growth component o f  public transport fo r  both domestic 
and in te rnationa l holiday t ra v e l ,  but in terms of both passengers carried  
and t r a f f i c  growth, a i r  travel abroad is vastly more important.
The d is t inc tion  between independent and organised travel was not f u l ly  
developed in the S tatis tiches Bundesamt surveys. Inc lusive-tours  are 
not separated from holidays organised by trave l agents or other th ird  
parties . There has, however, been a rapid increase in organised t r a v e l ,
(Table I I I  4 3 ) ,  compared to independent t ra v e l .  Almost 50% of the 
organised trave l market tra ve lled  abroad by a i r ,  (Table I I I  4 4 ) ,  and 81% 
of independent travel was by private car.
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Table I I I  41 Modal D is tr ibu tion  of Domestic and In te rn a tiona l Holiday 
Travel by West German Holidaymakers. 1969-1971.
Year Total 
Hoiiday 
' 000 %
Rai 1 
'000 %
Bus/ 
Coach 
1000 %
Boat 
*000 %
Ai r  
'000 %
T  ‘ ......... .. ’
Pri vate
Car
■ 000 %
Other
:
'000 %
Domestic Holidays
.
1969 15,729 60 5,711 36.3 1,120 7.1 - 111 1.7 8,519 54.2 91 0.6
1970 16,375 57 6,033 36.8!1,181 7.2 - - 292 1.8 8,768 53.5 94 0.6
1971 16,882 54 5,940 35.2 1,077 6 .4 - 298 1.8 9,442 55.9 109 0.6
. .
In ternational Holidays
.
.
1969 10,362 40 1,630 15.7 678 6.6 103 1.0 1,305 12.6r 6,625 63.9 -
1970 12,122 43 1,984 16.4 774 6.4 150 1.2 1,787 14.7 7,381 60.9 -
1971 14,274 46 2,029 14.2 847 5.9
1
166 r .2 2,577 is .  tI
t
8,592 60.2 63 0.4
A ll Holidays
1
! i
1969 26,091 100 7,341 28.1 1,798 6.9i 120 0.5! 1,576 6 .0  j 15,144 58.1! 112 0.4
1970 28,497 100 8,017 28.1 1,955 6.9j 157 0.5; 2,079 7. 3 !16,149 56.7! 140 0.5
1971 31,156 100 7,969 25.6 1,924 6.2!; 182 0.6; 2,875 9 .2 !!18,034 57.9: 172 0.5
Source : S tatis tisches Bundesamt, Urlaubs und Erholungsreisen, Reihe 8 ,
Wiesbaden, 19 71.
Table I I I  42 Growth o f  Holiday Travel by Mode of Transport, 
1962-1969, and 1969-1971.
Year Rail
%
Bus/
Coach
%
Boat
%
Ai r
%
Pri vate 
Car
*
Other
%
Domestic
1962-1969 
Total 
+61 +61 +27 +15 +352 +110 -45
International +66 +66 -7 +23 +846 +79
A ll Holidays +63 +63 +17 +18 +696 +95 -53
■ 1
Domestic j
I9 6 9 - I9 7 I
Total
+7 +4 -4 +10 + n + 1—
l
ID
In ternational ] +38 +25 +25 +61 +98 +30 -
A ll Holidays ; +19 +9 +7 +52 +82 +19 +54
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Table I I I  42.
Source : Statastiches Bundesamt, Urlaubs and Erholungsreisen, Reihe,8
Table I I I  43 Organisation of West German Holiday Trave l, 1970-1971.
Year Total
International  
Holidays 
'000 %
Independen' 
Travel
' 000 %
Organised
Travel
'000 %
Travel fo r  
Medi cal 
Purposes 
' 000 %
V is its  to 
Friends and 
Relati ves 
' 000 %
1970
1971
12,122 100 
14,274 100
8,885 73.3  
9,322 65.3
2 , 394 19 .7  
3,566 25.0
81 0.7  
83 0.6
762 6 .3  
1,303 9.1
Source : Statistaches Bundesamt, Urlaubs und Erholungsreisen,
Reihe 8, Wiesbaden, 1971.
Table I I I  44 Organisation and Mode of West German Holiday T rave l,  1971.
Organisation Total
International  
Holidays 
'000 %
Rail
%
Bus/
Coach
%
Ai r
%
Pri vate 
Car
%
Independent
Travel 9,322 100 10 I 7 81
Organised
Travel 3,566 100 18 20 48 12
V is its  to 
Friends and 1,303 100 29 20 49
Relati ves
Source : S ta tis tiches Bundesamt, Urlaubs und Erholungsreisen, Reihe 8,
Wiesbaden, 1971.
In 1970, 74% of West German holidays abroad were independent holidays. 
The following year th is  proportion had fa l le n  dram atically to 65% and 
orgainised travel had increased from 20% to 25% of the market. Just 
under 20% of a l l  foreign holidays were inc lusive-tours  and other forms 
of group holiday t r a v e l .
Comparing the d is tr ib u t io n  of holiday destinations during the 1960's, a 
number of well established trends can be observed. Areas of rapid growth 
coincide closely with the main destinations of a i r  in c lu s iv e -to u r  t ra v e l .
The number of West German holidays to Spain and Greece increased f iv e - fo ld  
in the period 1962-1971, and by seven times to Yugoslavia.
E.C.A.C. a i r  inc lusive -  tour s ta t is t ic s  of Western Europe do not ind icate
the rapid increase in travel to Yugoslavia, and destinations in North
44Africa and outside Europe, but O.E.C.D. figures for departures in 1969 
emphasise that th is forms a considerable market.
The proportion of West German holidays to Spain increased between 1962 
and 1971 from 5.6% to 12.2%, in Yugoslavia from 1.7% to 5.5% and in Greece 
from 0.6% to 1.9%. This has la rge ly  been at the expense of trave l to 
Austria which decreased from 38% to 31% and travel to I t a ly  which decreased 
from 27% to 21% of the holiday travel market.
The main destinations o f holiday motorists have generally declined or 
maintained a stable share of the to ta l  travel market. Nevertheless over 
50% of a l l  West German holidays are s t i l l  taken in Austria and I t a l y ,  the 
m ajority of holidaymakers t ra v e l l in g  by private  car, (Table I I I  45).
To destinations not dominated by a i r  in c lu s iv e -to u r  trave l the modal 
d is tr ib u tio n  of holidays has only sh if ted  marginally in favour of a i r  
transport. But fo r  travel to Spain, the changes have been rapid. In 1969,
981,000 holidays were taken in Spain, 33% by private  car and 58% by a i r .  By 
1971 holiday v is i ts  had grown to I .75 m il l io n ,  28% by private  car and 65% 
by a i r .  But the number of motoring holidays had expanded by 49%. In the 
same period the number of motoring holiday v is i ts  to France increased by 
20%, by 33% to Switzerland and by 18% to I t a ly .  In c lu s ive -to u r trave l to 
Spain has therefore not depressed holiday motoring, and indeed trave l  
promotion may have had an important influence on stim ulating demand fo r  
independent t ra v e l .
The marked seasonality of holiday motoring, noted in the survey o f to u r is t  
a rr iv a l  s ta t is t ic s  is re-emphasised by the monthly d is tr ib u t io n  of West 
German holiday travel (F ig . 5 ) .  Use o f  the private  car predominates in 
the peak summer holiday period, and as a resu lt  approximately seven m il l io n  
West German motoring holidays were taken in Western Europe between June 
and September 1971.
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Fig. 5
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W est German Holidays Abroad, 1970 - 1971
Proportion of Traffic June to September Inclusive
80.2  % 
75. 6% 
75. 9%
72.6% 
84. 0% 
82.2% 
77. 5%
Total 
Rail 
Bus 
Air 
Car 
Independent 
Organised
Private Car
J F M A M J J A 
Month of Commencing Holiday
Source: Statistiches Bundesamt, Wiesbaden
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Table I I I  45 West German Holidays Abroad. Country of Destination and 
Mode of Transport.
Country of | Number of Rai 1 Bus/ Ai r Pri vate
Destination j Holidays Coach Car
j 000 %
|
% % % 000 %
Scandinavia !• 663 4.6
,
~ - - 518 78.1
Belg/Lux/U.K. 1 300 2.1 - - 17.0 157 52.3
Netherlands | 686 4 .8 10.6 7.4 - 546 79.6
France I 560 3.9 15.9 12.0 I I .  8 327 58.4
Switzerland | 805 5.6 22.7 - - 563 69.9
Austri a ■ 4375 30.7 19.4 8.3 1.6 3083 70.5
Spain | 1747 12.2 5.2 ■ - 64.6 483 27.6
I ta ly j 2870 20.1 14.5 5.5 7.9 2062 71.8
Yugoslavi a j 784 5.5 9.2 - 23.6 483 61.6
2
S. Europe * ! 646 4.5 13.2 48.0 214 33.1
Others 838 5.9 9 .3 - 60.6 156 18.6
Total i 14274 100 14.2 5.9 1 8 .1 8592 60.2
Source: S ta tis t!ches Bundesamt, Urlaubs und Erholungsreisen, Reihe 8,
Wiesbaden, 1971.
Note: I Denmark,Norway,and Sweden.
2 Greece,Hungary,Bulgaria,and Rumania.
Two main factors -lim it the freedom of choice of the timing o f holidays: 
occupation and school holidays. Family hoiidays fo r  trave l abroad are
dominantly by p rivate  car, but domestic family holidays are divided between
r a i l  and private  motoring, (Table I I I  46). A ir  travel takes a la rg er  
proportion o f  family holidays abroad than r a i l  t ra v e l .
The la rger the fam ily s iz e ,  the greater is  the tendency fo r  holidays abroad
to be concentrated in to  the summer peak trave l period. Among one person
travel households 741 o f holidays abroad were taken between the months o f  
June to September inc lus ive . For two person households the proportion was 
75% and fo r  three person households 87%. Among family groups holidaying  
abroad, with four or more members, 78% o f  holidays were taken during July  
and August .
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Table I I I  46 Modal D i s t r ib u t io n  o f  West German Family H ol idays ,1971.
Mode of Transport Domestic Holidays 
000 %
Holidays Abroad 
000 %
Rai 1 3970 42.6 1245 16.7
Bus 788 8.5 589 7.9
Boat - - 109 1.5
Ai r 217 2.3 1592 21.4
Private Car 4245 45.6 3845 51.7
Other 78 0.8 55 0.7
Total 9304 100.0 7435 100.0
Source: S ta tis tiches  Bundesamt, Urlaubs und Erholungsreisen, Reihe 8,
Wiesbaden,19 71. . . .
The marked seasonality corresponds very closely to the monthly d is tr ib u t io n  
of B rit ish  holidays i l lu s t r a te d  in Fig. 4. 84% of West German motoring
holidays commenced between June and September, compared with 82% of  
motoring holidays from Great B r i ta in .  In the same period, approximately 
72% of holidays by a i r  were commenced from each country. The factors  
influencing the monthly d is tr ib u tio n  of holiday travel must therefore  
be quite s im ila r  in both countries, and not affected by location fac to rs ,  
on the scale o f t r a v e l .
A ir  travel is less seasonally peaked than holiday motoring. But while  
helping to spread the holiday season, the development of a i r  t ra v e l ,  and 
in p a r t ic u la r  package holidays, has encouraged greater standardisation  
of the length of holidays. Two to three weeks is now the norm, (Table I I I  47). 
Very few holidays organised by tour operators or travel agents la s t  fo r  
more than three weeks. One quarter o f holidays by bus la s t  fo r  less than one 
week, but fo r  the other modes o f transport, the d is tr ib u tio n  o f  length of  
holiday is now very s im ila r .  Holidays abroad fo r less than one week have 
increased in importance, but there has been a decline in the proportion of  
longer holidays. This must re f le c t  a decline in the proportion of motoring 
holidays of three weeks or more.
Table II  47 The Duration of West German Holidays Abroad,1971.
Mode of Transport Less than: More than Total
& Travel Organ- I Week 2 Weeks 3 Weeks 4 Weeks 4 Weeks
isation  000 % 000 % 000 % 000 % 000 % %
Rail 124 6.1 759 37.4 764 37.7 294 14.5 88 4 .3 100
Bus/Coach 216 25.5 379 44.7 209 24.7 - - - - 100
Ai r 75 2.9 861 33.4 1193 46.3 285 I I . I 163 6 .3 100
Private Car 801 9.3 3036 35.3 3400 39.6 1089 12.7 266 3.1 100
Independent 784 8.4 3259 35.0 3759 40.3 1210 13.0 330 3.5 100
Organised 295 8.3 1448 40.6 1553 43.6 232 6.5 - - 100
Total 8.6 35.7 39.7 12.2 3.8 100
Total (1962) 3.1 23.8 38.9 22.2 12.0 100
S tatis tiches Bundesamt, Urlaubs und Erholungreisen, Reihe 8, Wiesbaden,1971.
The e f fe c t  of extending the length of holiday is to reduce the proportion  
of transport to to ta l holiday costs, but only fo r  independent trave l can th is  
be calculated accurately.
Table I I I  48 indicates the contrasting patterns of holiday expenditure  
between the main modes of transport. Family and indiv idual holiday  
expenditure is greatest by a i r  and lowest by bus fo r  both domestic and 
foreign holidays. Average expenditure per holiday abroad is higher fo r  travel  
by r a i l  than private car, but th is pattern is reversed fo r  fam ily  holidays.
The d ifference between average fam ily holiday expenditure and average 
expenditure per holiday t r ip  is most marked fo r  motoring holidays. This 
must re f le c t  the larger average size o f the party t ra v e l l in g  by car.
Holidays abroad among fam ilies with three or more members only accounted 
for a l i t t l e  over 13% of a l l  family holidays by r a i l  and a i r ,  6% by bus, 
but 35% of motoring holidays. Average expenditure per holiday increases 
with the length o f the holiday most rap id ly  fo r  travel by p rivate  car. 
Comparisons between length of holiday and average expenditure are therefore  
problematic because of the family basis of holiday motoring. Nevertheless 
average travelexpenditure is noticably lower by private  car fo r  holidays 
abroad o f less than one week, two weeks, and three weeks.
Table I I I  48 Average Expenditure per Holiday by Mode o f Transport 
and Length of Holiday, 1971.
Mode of 
Transport
Expendi­
ture per 
Family 
Hoii day 
D.M.
Expenditure per 
Total Less Than 
I Week
D.M. D.M.
Holiday 
2 Weeks 
D.M.
Tri p.
3 Weeks 
D.M.
4 Weeks 
D.M.
More Than 
4 Weeks
D.M.
Rai 1
Domesti c 512 342 152 282 415 458 435
Abroad 909 558 280 460 631 685 435
Bus
Domesti c 436 319 221 311 357 307 -
Abroad 635 442 265 451 561 - -
A ir
Domesti c 763 555 270 391 661 851 -  .
Abroad 1,465 907 558 791 945 1,030 1,184
Private Car 
Domestic 728 327 141 281 414 520 488
Abroad 1,048 469 235 390 516 623 829
Total
Domesti c 608 335 152 284 413 488 470
Abroad 1,086 565 265 476 631 707 941
Source : S tatis tiches Bundesamt, Urlaubs und Erholungsreisen,
Reihe 8 , Wiesbaden, 1971.
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Switzerland  and A u s t r i a .
Switzerland and Austria also occupy a central position in Western Europe, 
but th e ir  populations are considerably smaller than West Germany, and 
consequently so is th e i r  impact on in te rnationa l holiday t ra v e l .
S ta t is t ic s  on Swiss holiday trave l are produced by the I n s t i t u t  fuer
45
Fremdenverkehr und Verkehrswirtschaft, St. Gallen, and fo r  Austria by
46the Central S ta t is t ic a l  O ffice . Swiss data refers to trave l in 1970 
and Austrian data to travel in 1969.
The Swiss population generated 5 .8  m il l ion  holiday v is i ts  in 1970, o f which 
41% or 2,379,000 were taken abroad. The modal d is tr ib u t io n  o f holiday v is i ts  
includes journeys where more than one mode o f transport was u t i l is e d ,  but 
nevertheless the overall importance o f in te rnationa l trave l by p rivate  car 
is obvious. 68% tra v e lle d  by car, 28% by r a i l ,  7% by bus or coach, 4% by 
boat, and 2% used other modes.
The d is tr ib u t io n  o f destinations by mode o f transportation was not a v a ila b le ,  
but from West German trends, travel to I t a l y ,  France, Austria and Germany 
w i l l  be overwhelmingly by private  car, and r a i l ,  and trave l to Spain s p l i t  
between a i r  and motoring. E.C.A.C. reported 106,000 Swiss v is i to rs  to Spain 
on a i r  inclusive-tours in 1970.
36% o f  Swiss holidays abroad were taken in I t a l y ,  14% in France, 11% in 
A ustria ,  10% in Spain and 9% in West Germany. 3.7% or 89,000 holidays were 
taken in the United Kingdom. ■.
In 1969, the Austrian population was estimated to be 7.2 m il l io n .  A l i t t l e  
less than 2 m il l ion  o f the population took a holiday in tha t  year. This 
was equivalent to 27.5% of the population. A rate of departure comparable 
to that o f the West German population in 1962. 36% of the German population
took a holiday in 1969.
The to ta l  number o f Austrian holidays abroad in 1969 was 1,015,900. This 
was equivalent to 45% o f a l l  holidays. The tendency to take holidays abroad 
was therefore even more marked in Austria than in Germany, and s im i la r ly  
the trend to organised t ra v e l .  23% o f  a l l  in te rn ationa l holidays were 
organised by a th ird  party in 1969.
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Once again the proportion o f  trave l by pr iva te  car was greater fo r  holidays 
abroad. Over 600,000 holiday motoring v is i ts  were taken by the Austrian  
population in 1969, (Table I I I  49). The majority of in te rnationa l holidays 
were taken in Western Europe, and as in the case of Germany two destinations,  
I t a ly  and Yugoslavia, domin . ,*d the market a t tra c t in g  39% and 27% o f  a l l  
holidays respective ly . 10% of ! olidays abroad were taken in West Germany 
and 5% in Switzerland. The United k . - d•'m attrac ted  11,000 holiday v is i ts .
Table I I I  49 Modal D is tr ibu tion  o f  Domestic a- ' In ternationa l Holiday 
Travel of Austrian Holidaymakers, 1969.
Mode of  
Transport
Domestic
Holidays
, '000 %
International  
Holidays 
'000 %
Private Car 737,900 59.6 637,200 62.7
Rail 376,800 30.3 178,000 17.5
Bus 110,500 8.9 116,200 I I . 4
A ir 700 0.1 77,300 7.6
Boat - - 4,500 0.5
Other 13,900 1.1 2,700 0.3
Total 1,241,800 100.0 1,015,900 100.0
Source : Edelmann, K.M. F., Les Voyages de Vacances des Autrichiens en
1969, Espaces No. 8 . ,  May/June 1972.
In 1970, 19,900 passengers on a i r  in c lu s iv e -to u r  f l ig h ts  were carried  to  
Spain, and 7,300 to Greece. The to ta l  number o f holiday t r ip s  to these 
two destinations were 30,000 and 14,000 respective ly  in 1969.
I t  is arguable that the d is tr ib u tio n  of modal chgice in Austria in 1969 
is so s im ila r  to tha t in West Germany in the same year, tha t trave l trends 
w il l  follow an iden tica l course. This w i l l ,  however, depend upon the 
expansion o f a i r  in c lu s ive -to u r holiday travel in each country.
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France and I t a l y .
Two countries in Western Europe, France and I t a l y ,  with large populations 
and high levels of car ownership and G.N.P. per cap ita , generate 
comparatively l i t t l e  in te rnationa l holiday t r a f f i c .  A survey of the French 
population by the I .N .S .E .E . ^  between the 1st. of June and the 30th. of 
September revealed that 21,4 m il l io n  holidays were taken in France, and 4.1 
m ill ion  holidays abroad. Even more s t r ik in g ,  is  the d ifference between 
I t a l ia n  domestic and foreign holidays. A survey in 1968 revealed tha t over 
14 m ill ion  holidays were taken in I t a l y ,  but only 634,000 abroad.
In France the growth rate o f  departures abroad has s ta b i l is e d .  The only data 
found to be ava ilab le  on the modal d is tr ib u tio n  of holiday travel refers  
to 1964. 64.6% of holidays were by private  car, 25.5% by t r a in ,  and 3.6%
by a i r .  Taking a l l  holidays, the s itu a tion  a lte red  dram atically  during the 
1950's and early  1960's. In 1951 60% of holidays were by r a i l  and 24% by 
private  car. By 1964, these proportions had been reversed. A ir  inc lus ive -  
tour charter t r a f f i c  has expanded slowly and has had no marked creative  
e f fe c t  on holiday demand. Once again i t  is d i f f i c u l t  to separate those 
passengers residing in France. E.C.A.C. figures fo r  1970 ind icate that  
among a to ta l o f 360,000 embarking passengers, 187,800 t ra v e l le d  to Spain, 
22,700 to I t a l y ,  16,200 to Greece, and 13,900 to Turkey. The m ajority  o f  
these four main t r a f f i c  flows w i l l  be French holidaymakers t ra v e l l in g  abroad.
S ta t is t ic s  o f French holiday travel therefore contrast with in te rn ationa l
to u r is t  s t a t is t ic s .  The large number of French touris ts  t ra v e l l in g ,
p a r t ic u la r ly  to Spain, are mainly excursionists and short stay v is i to rs  who
have l i t t l e  impact on to u r is t  services. This conclusion is also supported
48in the Economist In te ll igence  Unit report on Spain, . The o f f i c ia l  estimate
of excursion t r a f f i c  is 40% o f to ta l  to u r is t  a rr iv a ls  and the m ajority  of
these w i l l  be motoring v is i to rs .  The E . I .U .  estimate tha t the true f igure
fo r  French holidays in Spain in 1970 was 2.1 m il l io n ,  s l ig h t ly  less than the
49to ta l of U.K. holidays. This is  broadly confirmed by the O.E.C.D. 
estimate th a t ,  in 1968, approximately 1.5 m il l ion  holiday tr ip s  were taken 
by the French in Spain in contrast to the Spanish estimate o f 7.7 m il l io n  
French touris ts  entering Spain.
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Table I I I  50 Modal D is t r ib u t io n  of  I t a l i a n  Holidays,  1968.
Mode of 
Transport In
'000
1968
I ta ly
%
Abroad 
'000 %
Index 1965 
In I t a ly
= 100 
Abroad
Car 8,525 59.3 301 47.5 151 130
Train 3,805 26.4 193 30.4 105 123
Ai r 55 0.4 59 9.3 167 211
Bus 1,761 12.2 36 5.7 109 150
Sea 126 0.9 42 6.6 126 124
Other 113 0.8 3 0.5 70 60
Total 14,383 100.0 634 100.0 129 132
Source : In s t i tu to  di S ta t is t ic a ,  Indagine Sped ale Sulle Vacanze Degli
I t a l i a n i  Net, 1968 Roma, 1969.
The modal d is tr ib u tio n  of I t a l ia n  holiday trave l is indicated in Table I I I  50. 
In contrast to the s itua tion  in West Germany the proportion o f  trave l by 
private car is very much sm aller, and is most important fo r  domestic holidays. 
A ir  travel is again the main growth component, but the transport d is tr ib u t io n  
fo r  holidays abroad has remained very s tab le . In 1965,48.3% of I t a l i a n  
holidays abroad were by private  car, 32.7% by r a i l ,  and 5.8% by a i r .
Several reasons can be put forward to explain the low levels of in te rn a tio n a l  
holiday travel from France and I t a l y ,  but these cannot be re la ted  to 
l im ita t ions  o f household income and car ownership. Both France and I t a ly  
enjoy a Mediterranean climate and have well developed summer coastal and 
inland w inter resorts. In add ition , p a r t ic u la r ly  in France as in Scandinavia 
ownership o f second, holiday, homes w ith in  the country, encourages domestic 
holidays. Only about 3% of households in Great B rita in  and West Germany 
own a second home. France has 16%, the th ird  highest in Europe, behind 
Sweden with 22%, and Norway with 17%. High incomes and the changing pattern
of farming have enabled c ity -dw elle rs  to buy disused farmhouses and cottages
1 50,51.in rural areas.
Scandinavia.
I t  is almost impossible to assess accurately the scale and modal d is tr ib u t io n  
of in ternationa l holiday travel among the countries o f  Scandinavia.
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Sample surveys have been conducted in Norway, Sweden and Denmark, but 
have not been developed to estimate the number of holidays taken abroad.
52A survey conducted by the S ta t is t !k  Sentralbyra of Norway in 1969/70 
indicated that 55% of a sample of 2,681 respondents took one summer holiday  
of at leas t four nights duration. Of th is  t o t a l ,  88% remained in Norway,
7% v is ite d  other Scandinavian countries and 5% tra v e lle d  to non-Scandinavian 
countries. In 1970 the to ta l  population of Norway was 3.88 m il l io n .  55% 
of th is  to ta l  would be a l i t t l e  over two m ill ion  inhab itan ts , o f which
256,000 can be. estimated to have tra ve lled  abroad, generating somewhere 
in the region o f 300,000 foreign holidays. Very few Norwegians on th e ir  
main summer holiday went on a package tour, (5%), but 21% of main holidays 
abroad were package tours. For a l l  summer holidays in Norway and abroad, 
the private car was the dominate means of transport, but,as Table I I I  51 
ind icates , use of the car declined rapid ly  in favour of a i r  trave l as 
distance increased, and in c lu s ive -to u r travel becomes more important.
In summer 1970 E.C.A.C. reported 54,000 a i r  in c lu s ive -to u r holidaymakers 
departing from Norway; 30,600 tra v e lle d  to Spain, and 8,100 to I t a ly .
This figure  compares well with the estimate o f the proportion o f package 
holidays to to ta l  foreign holidays. Part-charters and other group trave l  
would increase the to ta l  number of a i r  package hoiidaymakers carr ied .
Table I I I  51 Modal D is tr ibu tion  of In ternational Holiday Travel 
from Norway in Summer, 1970.
Destination
Pri vate 
Car
%
Bus
%
Rai 1
%
Ship
%
A ir
%
Other
%
Total
%
No. of 
Respon­
dents
Other Scandinavian 
Countries . 69 2 9 8 7 5
o
 
o
 
1—
1 105
Other North and 
Central European 48 10 6 15 21 . _ 100 52
Countries.
S. Europe and 
Countries Outside 15 15 4 8 58 100 26
Europe .
Total Domestic + 
In tern .Travel • 68 6 10 9 5 2 1—1
 
o
 
o 1,470
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Table I I I  51 Modal D is tr ibu tion  of In ternationa l Holiday Travel 
From Norway in Summer, 1970.
Source : Central Bureau of S ta t is t ic s ,  Holiday Survey, 1970, Oslo, 1971.
Data on holiday travel abroad by the Finnish population is not ava ilab le .
In 1970 the to ta l population was 4.7 m il l io n .  135,000 p rivate  cars were 
recorded leaving the country and E.C.A.C. reported 81,600 passengers 
embarking on a i r  inclusive-tours o f  which 54,300 tra v e lle d  to Spain.
The importance of ai r  in c lu s iv e -to u r  trave l from Sweden has already been
53commented upon. A sample survey o f persons aged between 15 and 69 years 
in 1970 estimated that 18% spent th e ir  main holidays abroad. Total holidays 
abroad in the same year have been estimated by the O.E.C.D. at 1.5 m il l ion  
of which over 500,000 tra v e lle d  by a i r  charter f l ig h ts '  to non-Scandinavian 
destinations.
Unfortunately in the Swedish travel survey, the modal d is tr ib u t io n  o f transport  
on main and secondary holidays abroad, (Table I I I  5 2 ) ,  only refers to s ta t ic  
holidays. 20% o f a l l  Swedish holidays were touring holidays, o f which 
approximately 40% were spent abroad, predominantly using the p rivate  car.
Table I I I  52 Modal D is tr ibu tion  o f S ta t ic  In ternationa l Holiday 
Travel from Sweden.
Holiday Private
Car
Bus Train Ai r Sea Other Total
Main 39 6 5 40 9 I 100
Secondary 28 7 9 51 2 2 100
Source : Semester Och Langre Ledighet A t t i ty d e r  Och Vanor, 1970,
A .B .,  Allmanna Forlaget, 1972.
I t  is  probably therefore not e n t i re ly  accurate to indicate that the proportion  
of main holiday travel abroad by private  car and a i r  are o f  equal importance. 
As in the case o f  Norway the car w i l l  dominate travel to other Scandinavian 
and Northern European destinations. 73% of domestic holiday tra ve l is 
by private  car.
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The Swedish to u r is t  board commented in 1969 upon the decline in Swedish 
holidays abroad, but since that date, the number of a i r  charter holidays 
has expanded rap id ly  and is the main growth component of the in te rn ationa l  
travel market.
In Denmark the only ava ilab le  data is on a sample survey o f the holiday  
travel patterns of wage earning households in 1966. This included holidays  
of less than four days, but these only amounted to two per cent o f holidays 
abroad.
36% o f a l l  Danish wage earning households took a holiday abroad in 1966.
53% took a holiday in Denmark, and 11% did not take a holiday at a l l . 41%
of households t ra v e l l in g  abroad, t ra v e l le d  on a package holiday. The modal 
d is tr ib u tio n  of holiday travel was dominantly by private  car fo r  domestic 
holidays but s p l i t  between motoring and a i r  trave l fo r holidays abroad, 31% 
of households holidaying abroad tra v e l le d  by a i r ,  39% by pr iva te  car, 12% 
by r a i l ,  9% by bus, and 5% by ship. By basing the survey on household t ra v e l ,  
the proportion of holidaymakers t ra v e l l in g  by private  car may be underestimated, 
because household size has been found to influence the decision to trave l  
by pri vate car.
In 1970, the Danish population was 4.92 m ill ion  in contrast to 8.05 m il l io n  
in Sweden. E.C.A.C. reported, however, a la rger number of in c lu s iv e -to u r  
passengers departing from Denmark in 1970, although a sustan tia l proportion  
of the to ta l  of 498,000 embarking passengers could have been Swedes f ly in g  
to Copenhagen. 293,000 Danes tra v e l le d  on a i r  package tours to Spain, and
107,300 to I t a ly .  In contrast to Norway and Sweden a much smaller proportion,  
(17%), of Danish holidays were spent in other Scandinavian countries. 23% 
of holidays were spent in West Germany, 19% in I t a l y ,  13% in Spain, 9% in  
A ustria , 4% in France, and 3% in both Greece and Switzerland. The m ajority  
of holiday travel to West Germany would be by private  car.
I t  seems probable that Denmark generated in the region o f one m il l io n  holidays 
abroad in 1970 ,.and,therefore the to ta l  holiday trave l from Scandinavia 
was approximately three m ill ion  v is i ts .  Over 600,000 holidays were a i r  
inc lusive-tours  to Spain, and a fu r th e r  200,000 a i r  package holidays were 
taken in I ta ly .
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Netherlands and Belgium.
F in a lly  in th is  section on Western European trave l the holiday trave l
d is tribu tions o f  the Belgian and Dutch population can be discussed together.
55The Netherlands has conducted a series o f surveys between 1954 and 1971 * 
but in Belgium only one major survey, in 1967, has been undertaken.
The holiday travel p art ic ip a tio n  of the Dutch population has increased 
from 40.8% in 1966 to 45.7% in 1970. In 1971 approximately 6 .4  m il l io n  
residents of the Netherlands, (almost 50% of the home population), took
7.8 m il l io n  holiday t r ip s .  7.1 m il l io n  holiday tr ip s  were taken in the 
summer period between the 1st. of May and the 30th. of September. Winter 
holidays were spent almost e n t i re ly  abroad, and the average length of stay 
of holidays abroad was 16.6 days.
The modal d is tr ib u tio n  o f trave l abroad, (Table I I I  5 3 ) ,  is almost id en tic a l  
to that in West Germany. The proportion o f holidays abroad by pr iva te  car 
was i n i t i a l l y  greater than fo r  domestic holidays, but th is  has been o ffs e t  
by a considerable decline in domestic r a i l  t ra v e l .  For foreign trave l  
there has been a marked expansion of a i r  transport and a corresponding 
decline of public land transport.
The number of summer holidays taken abroad by private road transport  
has more than doubled, since I960, to ju s t  over two m il l io n  holiday  
journeys. Land public transport only increased during the same period  
from 500,000 to 540,000 holiday journeys. A ir  travel has shown the most 
dramatic growth, from 1.4 m il l ion  holiday journeys in I960 to a l i t t l e  over
3.0 m il l ion  holiday journeys in 1971.
These developments have had a varied e f fe c t  on the growth of holiday trave l to 
destinations abroad. The number o f holidays to Spain and Portugal, the main 
a i r  in c lu s ive -to u r destinations more than doubled between 1966 and 1970, 
increasing from 9.4% (207 ,000), to 14.3%, (415 ,000), of to ta l  holidays 
abroad. E.C.A.C. s ta t is t ic s  fo r  a i r  in c lu s iv e -to u r  travel from the Netherlands 
indicate a to ta l  o f 400,000 departures in the summer o f 1970 o f  which 269,000 
were to Spain.
In contrast fo r  trave l to other well established des tina t io ns , the percentage
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increase in t r a f f i c  has been re la t iv e ly  small. Travel to Belgium/Luxembourg 
increased by 33%, to West Germany by 45%, to France by 12%, to I t a ly  by 4%, 
to Switzerland by 63% and to Austria by 72%. In these s ix  countries over 
70% of Dutch holidays abroad are taken. Only 3.0% or 87,000 were taken 
in the United Kingdom.
Table I I I  53 Modal D is tr ibu tion  of Summer Holidays Taken by the 
Netherlands Population, 1954, I960, 1966, 1971.
Mode o f [ 
Transport J
In
1954
the Netherlands 
I960 1966
% '
1971 1954
Abroad % 
I960 1966 1971
i
Private Car J 
Scooter. j 
Bicycle 1
20 39 59 \
\ 83
38 56 63
63
Motorcycle. j 17 16 10 7 4 2
/
R a il .  ; 58 38 27 9 35 20 14 10
Bus. ! 2 4 2 n.a. 16 16 I I 7
Boat. | 3 3 I n.a. 2 2 4 n.a.
A ir  . | 
Other. j
\
£ 1 0
0
0
n.a.
8
: 2
I
0
7
0
15
5
Total Holidays!
(M il l io n s )  j 4 .0 4.5 3.4 3.9 0.9 1.4 2.2 3.2
Source : Central Bureau of S ta t is t ic s  of the Netherlands, Survey in to
Summer Holidays, (May-September) ,  of Dutch Residents, The Hague, 
n.a. not ava ilab le
Note : The term "holiday" used in the 1954, I960, and 1966 surveys was
defined as : " a period o f  two days or more, with a minimum of two
nights spent away from the place of residence fo r  recreational
purposes." In the case where a weekend is involved the minimum 
number of nights spent away from residence has to be four. 1969, 
1970 and 1971 surveys re la te  to holiday t r ip ’s of f iv e  or more days 
and exclude v is i ts  to friends and re la t iv e s .  Holidays abroad
are normally in excess of four days and therefore the data are
broadly comparable with other National Travel Surveys.
The destination o f the summer holidays o f the Dutch population are well 
d is tr ibu ted  among a number of countries. In 1966 only West Germany (18.7%)
and I t a ly  (16.2%) had a major share o f the trave l market. By 1970 West 
Germany had increased i t s  share o f the trave l market to 20.5% but I t a ly  
had declined to 12.8%. This was largely  a resu lt  o f the expansion of travel  
to Spain, which in 1970 claimed 14.3% o f a l l  holidays abroad.
In 1967, 1,423,000 adults took holiday tr ip s  from Belgium. Including
children, the to ta l  number o f t r ip s  was 1,655,000. The to ta l  number of
domestic holiday tr ip s  was only s l ig h t ly  higher at 1,890,000. O f f ic ia l
estimates of holidays in la te r  years have been based on the 1967 survey.
56Dr. N. Vanhove has estimated that in 1972 to ta l  adult holidays w i l l  have 
increased to 1,784,000 and in 1977 2,233,000.
The pattern of destinations is more concentrated than trave l from the 
Netherlands. 36% of a l l  holidays abroad in 1967 were taken in France, 11% 
in I t a l y ,  10% in Spain and West Germany, and 8% in Switzerland. 40,000
Belgium holidays, or 2.4%, were taken in the United Kingdom. A development
of trends comparable to tha t from the Netherlands w i l l  have seen an increase 
in travel to Spain, la rge ly  at the expense of trave l to I ta ly .
The private  car has dominated the modal d is tr ib u tio n  of hoiiday t r a v e l , but 
with a lower i n i t i a l  dependence on r a i l  t rave l the car was more important 
(70%), fo r  domestic holiday travel than foreign holiday t r a v e l ,(60.1% ).
Almost the same proportion o f domestic and foreign holidays were by r a i l  
(21.3%), and bus ,(7.3%), but a i r  trave l was only used to any degree fo r  
holidays abroad, (10.7%).
For a l l  holiday t ra v e l ,  cars were owned by 44% o f those taking holidays 
and 76.5% of a l l  holidaymakers who owned cars tra v e l le d  by. car. In add it ion ,  
31% of holidaymakers who did not own a car t ra v e l le d  by car. Vanhove 
concluded from these figures that ownership o f a car has a major influence  
on the choice of mode of holiday transport. The continued expansion of 
a i r  in c lu s ive -to u r holidays has undobtedly affected tfie v a l id i ty  o f th is  
statement fo r  trave l abroad. E.C.A.C. reported 127,000 embarkations on 
a i r  inc lusive-tours  from Belgium in I970,58p00 to Spain and 16,300 to I t a ly .  
The e f fe c t  on the modal d is tr ib u tio n  o f trave l to Spain in contrast to  
other Western European holiday destinations is i l lu s t r a te d  in Table I I I  54.
A
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Table I I I  54 Modal D i s t r i b u t io n  o f  Belgium Holiday Travel to France,
Spa in , Germany, and Sw i tze r lan d ,1967.
Country o f Destination Rai 1 Pri vate Bus Ai r Car& Other
Car Other Combd.
% % % %
Mode
%
Modes
%
France 16.4 66.8 7.1 1.3 3.2 5.2
Spain 6.5 54.6 4.6 17.6 6.5 10.2
West Germany 10.3 63.6 13 .1 0.9 2 .8 9 .3
Switzerland 25.8 55.1 5.6 1.1 3.3 9.1
Source: Commissariat General au Tourisme-Brussels. A sample survey under­
taken by the Economic Research Centre o f West Flanders of Belgium 
resident c itizens aged 15 years or more.
The e f fe c t  o f  the development o f organised travel has thus been to modify 
distance and cost relationships fo r  holiday trave l in Western Europe. West 
German holiday trave l s ta t is t ic s  fo r  1965 indicate tha t trave l by private  
car and public land transport is confined to round t r ip  distances o f less 
thanI200 kms.
The cumulative percentage d is tr ib u tio n  of holiday travel by round t r ip  
distance should determine the primary market areas fo r  holiday t r a f f i c  
fo r  each mode o f transport. But West German data w i l l  not have equal 
v a l id i ty  fo r  the modal d is tr ib u tio n  o ftrave l from a l l  countries of Western 
Europe. Natural barriers  and fro n tie rs  a f fe c t  the s itu a t io n .  The smallest 
cumulative percentage increase in Belgium holiday trave l occurs fo r  example 
in the distance range 300-600kms. At th is  distance the holidaymaker is  
faced with the choice o f a holiday in Belgium,or abroad a t  some considerably 
greater distance.
D istributions o f holiday travel by round-trip  distance, however, only provide 
ind ication  of national travel trends at a p a r t ic u la r  moment in  time. The 
development o f package tour holidays has both increased demand and widened 
the scope o f  a i r  t r a v e l ,  by reducing the to ta l  costs o f the holiday. Distance 
relationships are not s t a t ic ,  but are constantly being modified as the 
re la t iv e  costs o f travel by each mode of transport vary.
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I t  is therefore v i ta l  to move away from the simple description of the scale 
and d is tr ib u tio n  o f  holiday trave l in order to recognise the p a r t ic u la r  
influences which a f fe c t  the choice of holiday transport from each to u r is t  
generator. In the next chapter o f the study the socio-economic and a t t i tu d in a l  
influences on holiday motoring from the United Kingdom are discussed, and 
comparisons made with survey data o f West German holiday trave l by private  
car.
Summary
I t  is obvious from the s ta t is t ic s  avaiTable, that i t  is extremely d i f f i c u l t  
to assessthe scale and d is tr ib u tio n  of holiday travel and transport in 
Western Europe. Table I I I  55 brings together ava ilab le  data,and estimates 
have been made to f i l l  the lacunae. Holiday motoring data are represented 
schematically in Figure 6 .
Only the main holiday travel generators have been included in the analysis.
Over 50% of holiday travel from these countries is by private  car and 
approximately 23% by a i r .  On the Continental mainland over 60% of holiday  
travel is by private  car.
From the analysis of the destinations of holiday t r a v e l , f iv e  major t r a f f i c  
flows o f  motoring holidays can be determined for 1970.
1. West Germany to A u s tr ia -3 m il l ion  holidays.
2. West Germany,Switzerland,and Austria to I t a ly - 3  m il l ion  holidays.
3. France to Spain-1.5 m il l io n  holidays.
4. North west Europe (including Scandinavia) to West Germany-1.5 m il l io n  
holidays
5. United Ki ngdom,Bel gi urn,Netherlands to France-I m il l io n  holidays.
Any attempt to produce a detailed  o r ig in -des tina t io n  a llo cation  o f motoring 
holidays is frustra ted  by the m obility  o f holiday m otorists ,who generate 
more holiday a rr iv a ls  of four or more nights per t r ip  than any other 
mode of transport. Research emphasis must be placed on the generation 
of bed nights as a measurseof holiday travel demand. The type o f survey 
required to produce this data is i l lu s t r a te d  in the la s t  part o f th is  
Chapter.
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Table I I I  56 Ownership of  P r iva te  Cars and Motoring Holidays Abroad,1970.
Country Motoring Holidays Cars Owned 
Abroad per 1,000 per 1,000 
Population Population
Proportion of Motoring 
Holidays to Cars Owned
%
W. Germany 124 227 54.6
Swi tzerland 235 220 106.7
Austria (1969) 86 161 53.3
France 48 242 18.8
Netherlands 141 192 73.4
Belgium (1967) 104 174 59.8
Scandinavi a 63 223 28.2
Gt. B r ita in 20 213 9.6
I ta ly  (1968) 6 155 3.9
Source: National Travel Surveys
United Nations S ta t is t ic a l  Yearbook, U .N ., New York,1971. 
In ternational Road Federation, World Road S t a t is t ic s ,1966-1970 
I . R . F . ,Washington, 1971.
I f  an average car occupancy o f  three persons per vehicle is postulated, then 
the to ta l number of private  car holiday journeys abroad in 1970 was 
approximately 5.7 m il l io n .  In the absence o f r e l ia b le  accompanied car t r a f f i  
survey data estimates o f  actual vehicle numbers are d i f f i c u l t  to gauge.
The proportion o f vehicles owned to motoring holidays abroad varies g rea t ly  
and although no great accuracy can be attached to the figures in Table I I I  56 
i t  is obvious that car ownership has the most marked influence on holiday  
motoring abroad from: Switzerland, the Netherlands, Belgium, West Germany, 
and Austria . These are the main Continental to u r is t  travel generators.
In contrast to other Continental countries, France and I t a ly  must be 
c la s s if ie d  with Great B rita in  because o f the lack o f any marked re la tionsh ip  
between levels of car ownership and holiday trave l abroad by priva te  car.
In I t a ly  in 1968, the totalnumber o f registered private cars was in excess 
of 8 .0  m il l io n ,  a ra t io  of 155 cars per thousand population, but only 300,000 
holidays by private car were taken abroad. In contrast, the number of  
domestic motoring holidays was 8.5 m il l io n ,  giving a ra t io  o f 159 motoring
holidays per thousand population. In West Germany the ra t io  of domestic 
motoring holidays to population was 147, in Austria 99, in Belgium 138, and 
in Great B rita in  421.
In Table I I I  57 both domestic and foreign motoring holidays are combined 
and re lated  to population and car ownership. In each of the countries 
analysed the proportion o f a l l  motoring holidays to to ta l  holidays is very 
s im ila r ,  approximately 60%. The re la tionsh ip  between a l l  motoring holidays  
and levels of car ownership is much stronger, and in each country, the number 
of motoring holidays taken is greater than the number of vehicles owned.
This is  most marked in Great B r i ta in .
Table I I I  57 Ownership of Private Cars and A ll Motoring Holidays in 1970.
Country Total Total Motoring Motoring Cars Owned Proportion
Motoring Holidays Holidays Holidays/ / I 000 Popn. o f Motoring
Holidays % o f  Total 1000 Popn. Holidays to
Holidays Cars Owned.
%
West Germany 16,149 28,497 56.6 271 227 119.4
Austria (1969) 1,375 2,258 60.9 187 161 116 .1
I ta ly  (1968) 8,826 15,017 58.8 167 155 107.7
Netherlands 4,146 6,000 69.1 318 192 165.6
Belgium(I967) 2,308 3,546 65.1 241 174 138.5
Gt. B r ita in 24,553 40,250 61.0 441 213 211.0
Source: National Travel Surveys,
United N a tio n s ,S ta t is t ica l  Yearbook,U.N.,New Y o rk ,I97 I .
In ternational Road Federation, World Road S t a t is t ic s ,1966-1970,
I .R .F . ,  Washington, 1971.
Analysis o f trends in the rate o f u t i l is a t io n  of private  cars fo r  trave l  
abroad, (cars carried divided by to ta l  re g is t ra t io n s ) ,  is the basis o f  the 
forecast methodology employed in th is  report. This is an obvious 
sim plication of a complex in te ra c t io n ,  in each Country, between car ownership 
and holiday motoring on the one hand, and trends in the supply and price  
of other holiday products, on the other. In p a r t ic u la r  the expansion o f  
in c lu s iv e -to u r  travel by a i r .
I l l  v i i . Survey Requirements.  Origin - Dest ina t ion  Stud ies .
57The Survey o f B rit ish  Motorists in France - 1970 is an example o f the 
type o f d is tr ib u tio n  survey required to f u l l y  analyse the patterns of  
motoring in Western Europe. B rit ish  motorists were handed questionnaires 
while waiting to embark with th e i r  cars at French ports , during the peak 
holiday season o f  mid-June to mid-September. The purpose of the survey 
was to discover the socio-economic characteris tics  of d r ivers , the size  
and composition o f  the trave l party , the length of v i s i t ,  areas v is ite d  
inside and outside France, the main destinations, types of accommodation, 
sources o f information and booking, and a t t i tu d in a l  data. A to ta l  o f 6,738  
completed questionnaires were received, and weighted according to the to ta l  
number of cars carried on each fe rry  service. No attempt was made, 
however, to determine drivers main journey purpose.
Comparable surveys fo r  countries with non-port fro n tie rs  are complicated 
by the d i f f i c u l t y  of sampling and weighting t r a f f i c  flows.
In assessing the results of the survey o f B rit ish  motorists i t  must be 
remembered that the sample did not include B r it ish  motorists t ra v e l l in g  
from Dunkirk to Dover, or those t ra v e l l in g  by a i r .  The sample also 
includes some motorists from the Republic of E ire . This small group, (3% 
o f the t o t a l ) ,  mainly used the Le Havre-Rosslare service. I t  must also be 
noted that the survey could not take account of the holiday period spent in  
France by B rit ish  motorists a rr iv in g  a t  French ports but departing from 
ports in other countries.
Drivers were asked how many nights they spent in France and each of e igh t  
specified countries, including nights spent t ra v e l l in g .  Trave llers  were 
divided in to  those who spent a l l  or nearly a l l  th e i r  holiday in France,those 
who spent very l i t t l e  of th e ir  holiday in  France, or were in  t r a n s i t ,  
intermediate groups, and those who gave in s u f f ic ie n t  deta il  fo r  c la s s i f ic a t io n .  
Intermediate groups include motorists who, because of a protracted vacation  
period, spent the same number o f nights in France as those who spent a l l  
or nearly a l l  th e i r  holidays in France.
The basis o f the questionnaire weighting was the number o f cars carried  
from France on each service between the 1st. of July and the 31st. of 
August 1970. The figures supplied by the local port au thorit ies  indicated
a to ta l  of 189,000 B r i t is h  cars embarking from France. The average occupancy 
per vehicle was 3,3 and therefore the to ta l  number of departing motorists 
from France was approximately 625,000.
The socio-economic information provided by respondents is analysed in greater  
deta il  in Chapter IV , but i t  s'rould be noted nowthat the usefulness of the 
information provided is l im ited  by a number of factors. Many cars w i l l  
probably have had more than one d r ive r .  This d r iv e r ,  whoever i t  was, was 
essen tia lly  one of a group, and he or she need not be the dominating person 
in determining the holiday a c t iv i t ie s  o f the group. Therefore, the d r iver  
characteris tics  may be ir re v e la n t  in considering the holiday a c t iv i t ie s .  
Despite these l im ita t io n s ,  the report consultants f e l t  th a t  i t  was reasonable 
to assume that most parties would consist of family groups or f r ie n d s ,  
reasonably homogenous in terms o f  areas of orig in  and th e i r  socio-economic 
class. The results o f the survey la rge ly  supported th is  contention:72% of  
the parties consisted o f family members only, 15% of friends only, and 11% 
o f both family and friends.
The survey examined in p a r t ic u la r  the o r ig in s , the destinations, and fe rry  
routes of holiday motorists. Drivers were heavily biased towards those 
l iv in g  in the London/Southern I .T .V .  area, (52% of drivers l iv in g  in Great 
B r ita in ,  compared to 32% o f the adult population). 66% o f drivers used 
fe r r ie s  to Dover, 13% the fe rry  from Dieppe to Newhaven, 17% crossed from 
Le Havre to Cherbourg and a to ta l  o f  12% went by Hovercraft.
The service used p a r t ly  depended on where the drivers l ive d . For example, 
the two services to Southampton carried an above average proportion o f  
drivers from Wales/West, and a below average proportion of drivers fron  
London and the South. B u tit  was linked even more strongly withwhere the 
driver went on holiday, and the proportion of the holiday spent in France.
These results would probably have varied had the survey been conducted at  
the ports o f embarkation in the United Kingdom.
The average number of nights spent on the Continent was sixteen. Drivers  
who spent d i f fe re n t  periods of time on the Continent tended to display  
d if fe re n t  patterns of : places v is i te d ;  accommodation used; and the 
proportion of the holiday spent in France. On average, the drivers who 
spent a l l  or nearly a l l  th e i r  holidays in France spent a s l ig h t ly  shorter
time on the Continent  than did o th e r  d r iv e r s .
In general, the difference in the holiday patterns of drivers using d i f fe re n t  
channel services, and according to the length of time spent abroad, were 
as great,  or g reater, than differences between drivers grouped by other 
ch a ra c te r is t ics .
37% o f  the drivers spent "a l l  or nearly a l l"  th e i r  holidays in France,
( i . e .  none spent more than four days outside France). 46% spent "very 
l i t t l e "  of th e i r  holiday in France, and 17% f e l l  in to  the intermediate  
category. Only 6% of drivers reported not having spent one night in France. 
The longer the time spent on the Continent the lower the proportion of  
drivers who spent a l l  or nearly a l l  th e ir  holidays in France, and less 
markedly the higher the proportion who spent l i t t l e  of th e i r  holiday in 
France, (Table I I I  58).
Table I I I  58 Length o f  B rit ish  Motoring Holidays to Western Europe in 1970.
A ll  Drivers ,
Nights % 
I  -  7 8 - 1 4 15 -  21 22 or more
Spent a l1 /nearly  
holiday in France. 62 41 33 24
Spent l i t t l e  o f  
holiday in France/ 27 46 49 45
only in t ra n s i t .  
"Other" I I 13 18 31
Source : Ogilvy and Mather L td . ,  Survey of B r it ish  Motorists in France,1970, 
French Government Tourist O ff ic e ,  London, 1971.
The proportion o f holidays spent in France was higher among parties  which 
included children under 16 years than among parties of adults only. But 
parties with children were more l ik e ly  to spend an above average proportion  
of time on the Continent. Conversely drivers with parties spending I -7  
nights on the Continent were less l ik e ly  than average to include ch ildren .  
Therefore, the stronger the family basis o f holiday motoring, the greater  
may be the res tr ic t io n s  on to ta l  distance t ra v e l le d ,  but not on the length 
of the holiday. The encouragement o f additional and short -  stay
motoring holidays is therefore best directed a t adult groups. These groups 
were also more l ik e ly  to use hotel/pension accommodation, than s e lf -c a te r in g  
accommodation, and also more l ik e ly  to stay with friends or re la t iv e s .
Table I I I  59 Nights Spent by B rit ish  Motorists Embarking from France in 1970.
Country % of Drivers Av. No. of No. of % of Dri ver
V is ited Spending at Nights per Driver Nights
Least One Night V is i to r Nights '000
I 2 3 4
France 94 8 1,424 46.6
Spain 22 12 509 16.6
I ta ly 21 10 403 13.2
Switzerland 26 5 251 8.2
West Germany 20 4 153 5.0
Be 1 gi urn 12 2 47 1.5
Portugal I 12 30 1.0.
Holland 3 3 17 0.6
Total 100 16 2,734 100.0
Source : Ogilvy and Mather L td . , Survey of B rit ish Motorists in France, 1970,
French Government Tourist O ff ic e ,  London, 19 71.
66% of drivers reported having spent a t  leas t  one night o f  th e i r  journey 
in a country other than France. 53% o f to ta l  d r iver  nights were taken outside 
France, (Table I I I  59) and 94% o f the drivers reported having spent a t  leas t  
one night of th e i r  holiday in an area o f France. The average number of nights 
recorded as spent in France was eight among a l l  drivers. Total d r ive r  
nights are calculated by divid ing the to ta l  vehicle carriage during the survey 
period, by column I ,  and m ultip ly ing by the average number o f nights per 
v is i to r ,  in column 2.
Important differences were discovered between the countries and the areas 
of France stayed in ,  and the lengths o f stay. The most important influences  
were the length of time spent on the Continent, the proportion o f  the holiday  
spent in France, and the cross-channel service used. There were also
differences between drivers o f d i f fe re n t  social class groups, drivers  
l iv in g  in d i f fe re n t  I .T .V .  areas, and parties  without children under 16, 
but these tended to be smaller.
The average number of nights per v is i to r  tended to be higher the greater the 
distance to the holiday destination , (Table I I I  60). In Spain and I t a ly  
most v is ito rs  spent between 4-21 nights; in Portugal 2-14 nights; in 
Switzerland I - 14 nights; in Germany and Holland 1-7 nights; and in Belgium 
1-3 nights. In France, most v is ito rs  spent e i th e r  2-7 n ights , or I I - 21 
nights. The average to ta l number of nights recorded as spent in countries 
outside France was 9 nights among a l l  drivers. Except fo r  destinations in 
Belgium and Holland, the longer a d river spent on the Continent, the longer 
the average stay in a country.
Table I I I  60 D is tr ibu tion  of Nights Spent in Belgium and I t a l y ,  1970.
Percentage of Number o f Nights %
Drivers Staying In I -  7 8 -  14 15 -  21 22+
Belgium 26 13 10 12
I ta ly 5 15 26 35
Source : Ogilvy and Mather L td . , Survey of B r it ish  Motorists in France,1970,
French Government Tourist O ff ic e ,  London, 1971.
The d is tr ib u tio n  of areas stayed in France and countries v is i te d ,  re la ted  
to driver n ights ,ind icates the re la t iv e  popularity  of the area, and by 
length o f  s tay, i t s  a ttrac tio n  as a holiday destination . I t  is possible 
that one area may have a large number of v is ito rs  who stay a short time, 
such as Central France, while others may have a smaller number of v is i to rs  
but they stay a longer time, such as Brittany . The net e f fe c t  is tha t  
the two areas account fo r  a s im ila r  number of holiday nights spent by the 
holiday group. S im ila r ly  Switzerland, which was stayed in by a higher 
percentage of drivers than e i th e r  Spain or I t a l y ,  accounted fo r  f a r  fewer 
"driver  nights" because o f the much lower average length o f stay.
National to u r is t  o ffices  can use th is  data to determine patterns of holiday  
demand, combinations o f areas v is i te d ,  and the scope fo r  a t tra c t in g  longer 
stay by t ra n s i t  t ra v e l le rs .  Ferry operators are in terested in the origins  
and the destinations of t r a f f i c  re lated  to fe rry  routes, and the extent
of holidaymaking in the stageing areas near to the ports. Obviously, the 
more important the stageing areas as holiday zones, the eas ier i t  is  to 
a t t ra c t  shorter-stay holiday v is i ts .  There were large differences between 
the choice o f cross-channel route and the areas "stayed in" in France, 
and the countries v is ite d . This also has important im plication fo r  the 
fe rry  operators, should the patterns o f preference fo r  destinations begin 
to a l t e r .  Few of the drivers using the Cherborg/Southampton Dieppe/Newhaven 
services stayed in countries other than France or Spain.
In view of the projected impact o f the Channel Tunnel on levels  of
in ternationa l motoring, a comparable study in the United Kingdom would
seem worthy o f consideration. In addition to the French Government Tourist
O ffice study, experience of th is  type o f analysis has also been gained in  
TfiIre land. Motoring v is ito rs  were asked to name the places in  which they 
stayed, and to state how long was spent in each location , in order that  
this information could be re lated  to ports o f  entry and e x i t .  The standard 
of accuracy in completing the mapped questionnaires, however, varied greatly .  
In add ition , the large numbers o f respondents t ra v e l l in g  to Ire land to 
v i s i t  friends and re la t ives  tends to bias the analysis o f destinations,  
and the extent of touring.
The summary of household holiday survey data and other s ta t is t ic a l  sources
has revealed a number o f  deficiences in the co llection  of information.
Recommendations fo r  the co-ordination o f survey data fo r  the analysis
of travel and transport.
(1) Surveys should define the journey purpose, and re la te  a l l  s ta t is t ic s  
to that purpose. Holidays and v is i ts  to friends and re la t iv e s  should 
be assessed separately.
(2) Surveys should be conducted to permit accurate assessment o f the 
holiday trave l demand of the to ta l  population.
(3) Surveys should be based on interview  with adu lts , but take account 
of children present in the party.
(4) Surveys should be conducted annually and cover holiday trave l  
throughout the year.
(5) Main modes of transport should be c le a r ly  defined, and re la ted  to  
main and subsiduary destinations, and the deta iled  grouping o f the 
number of nights spent in each country.
(6) The nature of organised travel should be c lea r ly  defined and related  
to the mode of transport, and the holiday destination.
For the assessment o f  trave l to and from Great B r i ta in ,  greater reliance
59should be placed on the In ternationa l Passenger Survey. The B rit ish0Q— " * " T " ' " ~ —
National Travel Survey is too l im ited  fo r  the accurate representation  
of the scale of holiday motoring, the characteris tics  o f motoring holiday­
makers and the results o f th e i r  trave l demand.
In Chapter IV and V fu rth e r  information from household sample surveys is 
presented and detailed  research requirements are emphasised.
I l l  v i i i  Conclusion.
P rior to the development of package holiday t r a v e l ,  choice of transport  
re flec ted  the supply o f services, and the re la t iv e  costs o f each mode of  
transport. Now, in countries with a developed in c lu s iv e -to u r  industry ,  
the supply o f trave l products has been expanded, and the choice of holidays 
is e f fe c t iv e ly  between independent and organised t ra v e l .
The private car dominates the independent travel market from the United 
Kingdom and Scandinavia, and therefore the future of in te rn a tio n a l holiday  
motoring is ess en tia l ly  the future o f independent t ra v e l .  In c lu s ive -to u r  
travel has not been read ily  adapted to the private  car, where valuation of 
the mode is re la ted  to i t s  family basis, f l e x i b i l i t y ,  and touring function.
I t  is no accident that packaged travel has captured the largest share o f  
the holiday market from the United Kingdom and Scandinavia; with the longest 
distances and greatest cost barriers  to European tra v e l .  Car ownership 
extends the choice of transport but is  also important as an in d ica to r  of  
levels of personal disposable income required to stimulate trave l demand.
Use o f the car is  determined p art ly  by: demographic, s o c ia l ,  economic and 
a t t i tu d in a l  fac to rs , but is  also influenced by the supply and price of 
c a r - fe rry  services.
T r a f f ic  surveys have revealed tha t holiday motoring between the United 
Kingdom and Western Europe has expanded, in recent years , almost as rap id ly  
as the growth of inc lus ive -tour t ra v e l .  The "classic-sea" passenger market 
has suffered the greatest re la t iv e  decline. Both growth areas have 
resulted from the s tim ulation , rather than the r e -d is t r ib u t io n , of demand.
Package holidays have stimulated demand by exp lo it ing  the high degree o f  
price e la s t ic i t y  in the market. Holiday motoring has developed with 
increasing car ownership but more p a r t ic u la r ly  as a resu lt  o f  the expansion 
of the ro l l-o n  r o l l - o f f  car fe r ry  services. In both cases the extension o f  
the supply o f travel services has greatly  influenced the scale of demand.
On the Continent, in c lu s ive -to u r  trave l has developed more s low ly , and the 
private  car is the dominant mode o f holiday travel although i ts  share of  
of holiday travel has now s ta b i l is e d .  I t  is probable that in  West Germany
in c lu s iv e -to u r  holidays w i l l  not be able to generate comparable levels of  
demand, because o f the re la t iv e  ease of in ternationa l t r a v e l ,  but an increasing  
supply of tours may resu lt  in a modal re -d is tr ib u t io n  of demand. This has 
not been apparent y e t ,  but i f  th is  occurs, i t  may have important consequences 
fo r  holiday destinations. Package tours canalise t r a f f i c  flows to Spain,
I ta ly  and other Mediterranean countries, and to p a r t ic u la r  resorts , and may 
reduce the expansion of holiday and t ra n s i t  t r a f f i c  in countries such as 
Switzerland and Austria.
Holiday motoring has been found to be noticeably peaked in summer, but i t  
does permit a more even d is tr ib u t io n  o f holidaymakers and expenditure through 
a region.
The holiday travel market in Western Europe can , there fo re , be divided  
into three regional groups:
1) The United Kingdom and Scandinavia. The developed in c lu s iv e -to u r  market.
2) The main to u r is t  generators of Continental Europe. The private  car 
continues to dominate the modal d is tr ib u t io n  of holiday travel abroad, 
but in c lu s ive -to u r trave l is growing rap id ly .
3) The main holiday reception countries. Only a very small demand fo r  
in ternationa l t ra v e l ,  and with the exception of I t a l y ,  low levels  of 
car ownership.
Where car ownership and use is well developed the characteris t ics  of 
in ternationa l holidaymakers are ess en t ia l ly  those of the holiday m otorist.
In contrast, the characteris tics  o f holidaymakers from the United Kingdom 
and Scandinavia have become dominated by those of the package holidaymaker. 
Comparison of these two markets is obviously important, in the l ig h t  of  
present trends. But only when s t a b l i l i t y  is achieved in the supply of tra ve l  
services w i l l  i t  be possible to accurately pred ic t the future d is tr ib u t io n  
and scale o f trave l and transport in Western Europe.
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P r o f i l e  Data of B r i t i s h  and Western European Motoring Holidaymakers
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IV v. Overseas Motoring V is ito rs  to Great B rita in
IV v i . Chronological Studies
IV v i i .  A tt itu d in a l  and Motivational Data
IVi In t roduc t ion
For the m ajority  o f journey purposes the modal d is tr ib u t io n  of 
travel demand is re lated to the a v a i la b i l i t y  o f transport ser­
vices and therefore also the level o f car ownership per head of  
the population. The discussion in Chapter I I I  has emphasised, 
however, tha t  th is  generalisation is not read ily  applicable to 
holiday travel abroad, p a r t ic u la r ly  among those countries where 
the supply of package tours has influenced demand.
A high level o f car ownership merely permits a high level of use, 
the scale of which is determined by: geographical and locational
fac to rs , the supply of travel services, and the level of demand 
fo r holidays abroad. Within the to ta l ava ilab le  supply o f holiday  
transport and t ra v e l ,  modal choice is determined by a complex 
varie ty  of factors: demographic, socio-economic, a t t i tu d in a l  and
m otivational.
Overseas holiday motorists form a small but s ig n if ic a n t  proportion  
of the to ta l holiday travel market to and from Great B r i ta in .  As 
a re s u lt ,  the socio-economic characteris t ics  o f  th is segment of the 
travel market do not conform closely to the patterns o f the to ta l  
overseas holiday market. This is in marked contrast to the travel  
s itu a tion  w ith in  Great B r ita in  and on the Continent. In both cases, 
the dominant mode of holiday travel is by private  car. Comparison 
and contrasts with holiday travel in Great B r i ta in  and West Germany 
w il l  be included in the analysis whenever appropriate. These may 
provide important indicators of fu ture trends as levels  of cross- 
Channel t r a f f i c  expand.
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IVii The Overseas Holiday Travel Market
Figure7 i l lu s t ra te s th e  levels  of holiday-taking of single people, 
married people between the ages of 16-34, and a l l  adults aged 
35-54, and 55 plus. These groups are sub-divided by social class 
and the presence or absence o f children in the household. Only 
5% of the over 55 age group lived  in households with ch ildren .
These divisions correspond to the B r it ish  Tourist Authority  
d e f in it io n  o f l i f e -c y c le  groups. Levels of holiday-taking are 
also sub-divided separately by age and social class.
Only 11% of the population of Great B r ita in  aged 16 and over 
t rave lled  abroad (including Ire land) on holiday in 1970, 12% of  
a l l  holidays were taken abroad, including 2% to Ire land . One h a lf  
of the adult B r it ish  population had taken a holiday in Great B r ita in  
during the same period.
Comparing the percentage d is tr ibu tio ns  of the socio-economic 
characteris t ics  of to ta l population and the holiday population the 
most obvious feature is the close re la tionsh ip  between holiday­
makers taking domestic holidays and the to ta l adu lt population.
In contrast, the percentage d is tr ib u t io n  of overseas hoiidaymakers 
varies widely. Above average proportions t ra v e l l in g  abroad are to 
be found a t  the extremes o f the l i f e  cycle groupings. Among the 
16-34 and the 35-54 age groups, holidaying without ch ild ren , and 
the over 55 age group. In each case the ABCI social class group 
was most important, p a r t ic u la r ly  among the over 55 age group.
Below average overseas holiday travel groups are to be found among 
fam ilies  c la s s if ie d  C2DE, with ch ildren . These contrasts between 
domestic and international holidaymakers are also apparent in the 
comparison o f the population d is tr ib u tio n s  separately by age and 
social c lass. I t  is p a r t ic u la r ly  s ig n if ic a n t  to note the impor­
tance of the AB social class fo r  holiday travel abroad.
Levels o f holidaymaking are, however, also d ire c t ly  determined by 
economic factors . The more marked contrasts in holidaymaking abroad 
by social class w ithin demographic groups must r e f le c t  income d i f ­
ferences.
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The number of children in the household also influences disposable income. 
This varies as l i f e -c y c le  stage progresses. In addition levels o f  holiday  
making w il l  r e f le c t  the varying costs of holidays fo r  groups and 
indiv iduals by d i f fe re n t  modes o f transport and travel arrangement.
In the absence o f deta iled  and accurate data on the income d is t r ib u ­
t ion of holidaymakers the analysis of l i f e -c y c le  groups and th e ir  
h is to r ica l purchasing patterns is used to assess the character is t ics  
and varying levels of demand of d i f fe r e n t  groups of overseas holiday­
makers.
The B.N.T.S. data on income d is tr ib u t io n  is unre liab le  because in  
1970 40% of a l l  main abroad holidaymakers did not know, or were 
unwilling to divulge th is  information. Although the proportion of  
non-respondents did not vary s ig n if ic a n t ly  according to the method of  
transport and travel arrangement, the results  o f  the survey are 
biased and the re levant d is tr ibu tio ns  must be treated with caution,
(Table IV I ) . All abroad main holidaymakers tend to be concentrated 
in the higher fam ily income groups. The classic  passenger market 
is notably less w e l l -o f f  than the motoring and a i r  travel market, and 
the income data reinforces the conclusions to be drawn la te r  from the 
d istributions o f travel choice re lated  to social class (Table IV4).
I f  the f u l l  income d is tr ib u t io n  used in the B.N .T.S . is  considered, 
then a plateau e f fe c t  can be noted, with the incidence of holiday- 
making abroad increasing most rap id ly  among fam ilies  with incomes of  
£1200 p .a . or more. This is also borne out by studying the d is t r ib u ­
t ion of incomes from the^British Rail Accompanied Car T r a f f ic  Survey,
1969.  ^ A very large proportion of holidaymakers taking th e ir  cars 
abroad come from the highest income groups, but as in the case of 
car ownership, a high level o f income does not guarantee that a motor­
ing holiday w il l  be taken.
The most va lid  conclusion that can be drawn, is that a high income 
removes some re s tr ic t io n s  from the holidaymaker and increases his 
range of choice o f  holidays. The motivation fo r  taking p a r t ic u la r  
types of holiday must be sought among socio-economic data. As w il l  
be i l lu s t ra te d  l a t e r ,  the single most important p re d ic to r  of over­
seas holiday motoring is previous experience. There are therefore
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dangers in assuming that the holiday patterns o f a given fam ily  
changes as i t  gets r ic h er .
Income e la s t ic i t ie s  fo r  travel tend to be higher than one, but as 
income r is e s ,  so the l i f e -c y c le  stage o f the fam ily advances, and 
influences the choice of transport and travel arrangements. In 
add ition , as noted in Chapter I l lthedem and fo r  in ternationa l holiday  
travel produced by increasing real incomes is strongly influenced  
by the supply o f transport and travel services.
Ta
bl
e 
IV
! 
To
ta
l 
Fa
m
ily
 
In
co
me
 
Be
fo
re
 
D
ed
uc
tio
ns
, 
Ab
ro
ad
 
Ho
lid
ay
m
ak
er
s 
19
70
Y
-350-
OS
o o•r- Ol
00 CM ins- a) LO CM CM 1--- 00 r— o •1—
4- *a CO r— 1— 1— i— r— CM o *-a 4—
<C E
• t—i
1 M—as
z z t- 1—
+ S-
as aS
CL CD cn 00 h- cn CO CM 00 CSS CO o O
O CD o 1— (—■ i— 1— I—- o CO
i- S- -V CM I— 1 lS
•r~ ~3 Q- as
.c UJ sz
as
CM 1 LO 00 r — OS ■— «a- Q.
s- -a r— r — i— CM r— E
CD OS o
XT o - • o
4-> S- 
O  -Q 00 n-. 00 r^ - 00 CM i— o
o
<c
<3: t"- 1 CO CM or—
CO r\
c
4-> O
to -a
c
OS 00 o CO CO 00 CM CO r^ » o o
•r~
00 
•i—
o 1“ r — 1— CM «— o *3 - >
4->
O
CD
S-
r— •<— 
a
s : 1—1
-a
c
■ t/s
as
a
•r—
os o to in CM r^. CO CO co o CO
>
s-
CD CM ’
r—- r— CM t— o CO as
s- •— CO
1—1
: as
CL c
as
OS
CD
•o 00 CO OS r— CO 00 oo o 00
o
•r—
OO c CM r— r — n— t—  r— o «-a
•—*
<]
‘ asc:
s-
to
o
‘ r— a)
. as
4->
c
to CD 00 LO r^ - CM oo r>. 1—■ r— O o o *
to CO r— CM r— r— o LO o
OS CL r_ e'­en *acz
o
|
«s
>s
as
OS
c
*o
03
O
£-
X)
>>
OS
*o
•i—
o
as
>
S-
13
OO
•r—
CL
Cl
•I—
x :
co
•a: rc to o o 00 O CM o CO os in o o I—
s- CO r— r— i— r— r— r— o *=a as < ■
,__. C CD 1— > •r—' ,__ • r  JiC rt3 as
c OS OS
s : b
c: 
o•r— ■
S_
s—
as
c
o
a ;
JZ  
. CO
•r—
+->
•r-1_ +J CM o CO ca­ i— 00 o OS o CO •r— i-
rO OS co CO 1— r­ r— 1— o CO 4-> 03
4-> ^5 o 1— as
O rs *a- Z
h- CL
O
Q_
_C
t/)
•r—
+->
CM
os
co
OSi—
•r— OOos
S- • —■
O
to
o
0Q t—
O
c . ZL
1—1 o
o L-
«a:
CQ
as
>
o O 1— s-
+ ess OS OS cn OS • * rs
•r* CO o CD "53" Os «=a OS CSS O 3: CQ i— CO
E E LO OS CO os O o
OJ O • cr» r— r— r— r— CM co in c=
Ll_ C
c
CL
o
n
0-1
IH
1 1
O-l
r
tH
1
O-l CO 
1 O-l
Ld *0 
CD as
j _ OS CL u 1 O o o o o r— +J to o * •
(O • (D o O in o in O  £- <0 - zs S- as
4-> s_ +-> -o LO CM <=a- r-- OS in  cd +-> SZ M— o +->
o CD to c cr> i—- r— r— r— CM > o o as o o
+- CL UJ =3 0-1 O-l 0-1 t*i o-l O t— Q DC oo
-351-
I V i i i  Demographic and Socio-Economic Data
The composition of the t ra v e l l in g  party and the party paid fo r  is  
i l lu s t ra te d  in Table IV2. In both cases the average party size was 
substan tia lly  higher fo r  motoring holidays, than fo r  holidays by 
other modes of transport and travel arrangement. The B.N.T.S. estimate of  
the size o f the travel party , was id e n t ic a l , ( 3 . 5 ) ,  fo r  motoring holidays 
in Europe and Ire land , and s l ig h t ly  lo w e r,( 3 .4 ) ,  fo r  motoring 
holidays in Great B r i ta in .  Only a very small proportion of motorists  
trave lled  alone, although travel expenses were assessed singly fo r  
one quarter of motoring holidays, recorded in the B.N.T.S. This 
f ra c tio n  contrasts markedly with the high proportion of non-motoring 
holidays by sea, taken and paid fo r  s ing ly , and emphasises the fam ily  
basis of holiday motoring.
2The 1970 Survey of B r it ish  Motorists in France found that 72% of 
parties consisted of fam ily members only, 15% friends only, 11% com­
bined groups, and 2% drivers only. These findings compare precisely
3
with the results  of the B r it ish  Rail Accompanied Car T r a f f ic  Survey;
72% of car t ra v e l le rs  belonged to the same household.
The t ra v e l l in g  party size varies between the three surveys, but the 
results  are broadly comparable. E ither two people or four people 
were the most common number in the party , and again the d is tr ib u tio n s  
varied l i t t l e  by destination . Two person parties predominate fo r  a l l  
other modes o f t ra v e l ,  p a r t ic u la r ly  a i r  package holidays to Europe 
and North A fr ica  (52%).
4The Survey of B r it ish  Motorists in France found that groups with 
above average car occupancy had tra ve lled  the fu r th es t to the fe r ry  
ports (from Scotland and Northern England), and included drivers  
categorised among the lower social classes (C2DE). In both cases, the 
larger the travel party , the lower the cost o f travel per person.
Seventeen per cent of holiday parties paid fo r  included three or more 
adults , in contrast to only 5% of a i r  package holidays. The average 
party size o f overseas motoring v is i to rs  to Great B r ita in  (2 .9 )  is  
smaller than the average fo r  travel to the Continent, and is the 
re s u lt  of the inclusion of fewer children in the travel party.
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The proportion o f children in the travel party showed the greatest  
varia t io n  between the modes of transport and travel arrangements. I f  
the percentages in the B.N.T.S. are re-calcu lated  against the base 
f igu res , then i t  can be noted that whereas 20% of a l l  holidays abroad 
were taken by car, approximately 40% of a l l  holidays including c h i l ­
dren were motoring holidays. For travel to Europe and North A fr ica  
approximately 41% of holidays with children were motoring holidays 
and 46% a i r  package holidays. In re la t io n  to the to ta l numbers of  
holidays by each mode of transport, however, the importance of 
holidays with children is very much greater fo r  travel by p rivate  car.
Unfortunately, the B.N.T.S. data on the proportion of parties  with  
children fo r  continental travel (overall 32%) are not consistent with  
the results  from the other motoring surveys. These suggest a much 
higher f igu re  o f 41%. Greater re liance should be placed on the larger  
sample surveys although the d ifference may r e f le c t  the fa c t  that the 
B.N.T.S. data refers  to children in the party paid fo r  and not the 
travel party.
Very few of the parties motoring to the Continent contained very 
young ch ildren , although th is  proportion was much higher fo r  trave l to 
Ire land . Undoubtedly th is  re f lec ts  the greater tendency fo r  travel  
to v i s i t  friends and re la t iv e s .  The most important age group fo r  
children t ra v e l l in g  is up to secondary school age. From the B.N.T.S. 
12% of parties included one child  between the age of 3 -11, and 7% 
of parties included two children in th is  age range. A fu r th e r  12% 
of parties included one child  in the 12-15 age group. The Survey o f  
B rit ish  Motorists in France, discovered that 21% of parties included 
young adults between the ages of 16 and 20. Groups of drivers  whose 
parties were leas t  l ik e ly  to include children were those who spent a 
short period o f time on the Continent (1-7 nights -  35%) or who 
trave lled  fu r th e r  a f ie ld ,  spending very l i t t l e  of th e ir  holiday in  
France (36%).
The presence of young children in the fam ily  u n it  should not, however, 
be seen as the major deterrent to fam ily motoring holidays. In part  
i t  is a re f le c t io n  of the l i f e -c y c le  stage of respondents, and 
therefore also factors of age and levels  of disposable income.
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I t  must be emphasised that o f a l l  holidays abroad in 1970 id e n t i ­
f ied  by the B .N .T .S .,  70% were taken by households without ch ildren.
The car fe r ry  operators have recognised the importance of the fam ily  
basis of holiday motoring and there are reduced fares fo r  children  
under 14, and to encourage young fa m il ie s ,  children under four travel  
f re e .  The c h i ld 's  fare  is normally h a l f  the adu lt fa re .  The inde­
pendent Hoverlloyd c a r r ie r  only charges fo r  the carriage o f the 
vehicle and therefore the fare  structure appeals p a r t ic u la r ly  to the 
largest travel p art ies .
The S tatis tiches Bundesamt in th e ir  holiday travel surveys of the 
West German population also c o l le c t  information on the modal d i s t r i ­
bution of travel by households of varying s ize . In 1969 the West 
German population took 14.6 m il l io n  household holiday journeys of  
which 61.5% were domestic holidays and 38.5% were holidays abroad.
In 1971, 16.7 m il l io n  household holidays were taken, 55.5% in West 
Germany and 44.5% abroad. The d is tr ib u t io n  of travel abroad by 
household size has not a ltered s ig n if ic a n t ly .  Forty -s ix  per cent of 
holidays are taken by single member households, 30% by two member 
households, 13% by three member households and 11% by households 
with four or more members. (Table IV3).
The numbers of independent holidays abroad, re lated  to s ize of house­
hold have a l l  increased, but most p a r t ic u la r ly  among the la rger house­
holds. Organised holidays travel by a l l  groups has expanded rap id ly  
but the market is dominated by one member (67.3%) and two member 
(24.7%) households. Between 1969 and 1971 independent holidays 
increased by only 10% and 3% among one member and two member house­
holds, but by 44% and 96% respective ly  on organised holidays. The 
d is tr ib u t io n  o f travel has moved in favour of organised travel as 
the a v a i la b i l i t y  of package tours has increased. However, over 70% 
of three member households and almost 80% of four member households 
continue to travel independently.
These changes can be re lated  to changes in the d is tr ib u t io n  of trans­
port choice.
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For a l l  modes except the bus, the proportion of holidays abroad 
increased among households with three members and four 
or more members. Less than 5% of households with three or more 
members took a holiday abroad by bus in 1971. Among single member 
households the proportion t ra v e l l in g  by private  car (39%) did not 
a l te r  s ig n if ic a n t ly  between 1969 and 1971, but there was a 
marked decline in the proportion o f holiday travel by public land 
transport (not an absolute decline in the case o f r a i l  t r a v e l ) ,  and 
a sharp increase in the use o f a i r  transport, from 20.3% to 27.4%. 
This can be re lated  to the development o f a i r  package holidays.
Among two member households, there was a small decline in the propor­
t ion of holidays by private  car,  from 59.4% to 54.9%, and by r a i l ,  
from 18.5% to 16.2%. Neither was an absolute decline in contrast to 
bus t ra v e l ,  by th is  group. A ir  travel increased from 14.2% to 21.4%, 
but i ts  share of the market f a l l s  as the size of the household on 
holiday increases. The private  car dominates the market fo r  a l l  
household holidays fo r each group s iz e ,  but p a r t ic u la r ly  fo r  house­
holds t ra v e l l in g  together with three members (75%) and four or more 
members (82%). This dominance has, however, receded. Between 1969 
and 1971, the railways and more especia lly  the a i r l in e s  have captured 
a large share o f the market fo r  household group t ra v e l .  In 1971 a i r ­
l ines carried 15% compared with 8% in 1969, of households on holiday  
with three or more members, and 9% compared with 5% of households on 
holiday with four or more members.
The strength of the a i r l in e s  l ie s  in th e ir  carriage of single member 
and two member households. These two groups t ra v e l l in g  by a i r  con­
s t itu ted  87% of the household carriage by th is  mode and 17% of a l l  
household carriage abroad. In contrast, fo r  holiday motoring these 
two groups comprised 65% of household carr iage , by private  car, but 
such is the dominance o f the private  motoring travel market, tha t  
th is  formed 34% of a l l  household carriage fo r  holidays abroad.
The most obvious contrast with the t r a f f i c  s itu a tion  from Great 
B rita in  is the large number of motorists who travel abroad s ingly  or 
among households of only two members. F ifty -tw o  per cent of West 
German holidays abroad by private  car are fam ily holidays in compari­
son to 72% of B r it ish  motoring holidays taken overseas. The r e la t iv e
ease and lower costs o f driv ing abroad from West Germany does not 
necessitate that the car be f i l l e d  in order to reduce average t r a ­
ve l l in g  costs to the minimum.
Cross references of transport and travel arrangements by age, social -  
class and l i f e -c y c le  stage, hav been abstracted from the tabulations  
in the B.N.T.S. (Table IV4). Unfortunately, the cross references 
cannot be established with d i re c t ly  competitive services. Motoring 
holidays to the Continent and Ireland are best compared with a i r  
package holidays to Europe and North A fr ic a .  The major problem of  
the analysis is to reconcile the percentage d is tr ib u tio n s  with the 
base f ig u res , in order to accurately assess the scale o f travel of  
each of the socio-economic groups.
The d is tr ibu tio ns  re fe r  to a l l  holidays abroad in contrast to the 
p ro f i le  of hoiidaymakers in Table IV5. The most committed holiday  
motorists were the middle-aged group 25-54. Twenty-five per cent of  
holidays taken by respondents in th is  group were motoring holidays, 
and 66% of a l l  motoring holidays were taken by th is  group. Increasing  
age is an e f fe c t iv e  deterrent to motoring holidays and independent 
travel in general, and coach tours take a large share o f the holiday
travel market of the over 55 age group.
Among holidays grouped according to the social class of respondents, 
the proportion of motoring holidays was notably higher among the AB 
social groups, of whom one quarter took motoring holidays. S ix ty -  
nine per cent of motoring holidays were taken by ABCls in contrast 
to 61% of a l l  holidays abroad, but 43% of motoring holidays were 
taken by ABs in contrast to only 33% of a l l  holidays abroad. Only 
one tenth of a l l  holidays taken by the lowest social class were motor­
ing holidays, but 12% were coach package tours. The proportion of  
motoring holidays taken by the Cl and C2 social groups were id e n t i ­
c a l ,  but the lower rated group, took a s l ig h t ly  higher proportion  
of package holidays. In to ta l 14% of a l l  holidays were taken by
ABCls with th e ir  cars and 6% by C2DEs.
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In re la t io n  to the l i f e - c y c le  groupings a s ig n if ic a n t ly  la rger  
proportion of motoring holidays in comparison with a l l  holidays 
abroad were taken by the 16-34 and 35-54 age groups, ABCl's, 
holidaying with ch ildren. The taking o f children on hoiiday appears 
to be a more important element in the decision to travel by private  
car, than e ith e r  age or social class. Indeed, the 16-34 and 35-54 
age groups, C2DE's, holidaying witn ch ild ren , formed a higher prop­
ortion  o f the to ta l demand fo r motoring holidays than fo r  a l l  
holidays, taken abroad.
The most important groups taking motoring holidays were: single
people 16-34, ABC!, (14% of motoring holidays) and the 35-54 age 
group, ABC1, holidaying without ch ild ren , (16% of motoring holidays) 
and with children (15% of motoring holidays). Thirteen percent of  
a l l  holidays abroad were taken by the over 55 age group, ABC!, but 
only 9% of a l l  motoring holidays.
Holiday motoring from Great B r ita in  has already been noted to be more 
strongly based on fam ily t r a v e l , than transport by other modes. I t  
w il l  therefore be affected by changes in the fam ily and age group 
composition o f the population, trends in the holidaymaking o f  c h i l ­
dren and young adu lts , and the comparative costs of d i f fe r e n t  forms 
of fam ily holiday t r a v e l . These factors and th e ir  influence on 
t r a f f i c  are discussed in Chapter VI and Chapter V I I .
The B r it ish  Rail and French Government Tourist O ffice  Motoring
Surveys were based on interviews with the drivers of cars. In
Table IV5 the p ro f i le  of a l l  hoiidaymakers, respondents to the
B .N .T .S ., is de ta iled . Unfortunately there is no guarantee that
the respondent was the d r iver  on the motoring holiday. In a d d it io n ,
even i f  the age of the d r iver  is  accurately recorded, i ts  relevance
to the a c t iv i t ie s  of the party as a whole is doubtful. The Survey
g
of B r it is h  Motorists in France therefore sought to discover whether 
there were people in the car in any of six specified age groups 
(including the d r iv e r ) .  In addition to the figures given e a r l ie r  
fo r  the inclusion of children and young adu lts , nearly three-quarters  
of the parties  included a t  leas t  one member aged 21-44 years, and
40% included a t  leas t  one member aged 45-64 years. Only 4% included 
member(s) aged 65 or over.
The age d is tr ib u t io n  of respondents to the B.N.T.S. and B r it is h  Rail 
Survey produce co n fl ic t in g  resu lts .  The former refers to adults  
holidaymaking by car and the l a t t e r  to drivers interviewed. Only 11% 
of drivers in the B.R. Survey were in the age jrange 17-24 in contrast  
to 27% of holiday motoring respondents to the B.N.T.S. T h ir ty  per 
cent of drivers were in the age range 35-44, in contrast to 23% of  
holiday motoring respondents, and 35% of drivers in the 45 to 64 age 
range in contrast to 30% o f holiday motoring respondents. The d is ­
tr ibutions by social class are , however, almost exactly comparable, 
because the B.N.T.S. data is based on the head o f  the household, who 
in the m ajority  o f cases must have been the d r iver  interviewed.
Despite these problems, both the B r it ish  Rail and B.N.T.S. age d i s t r i ­
butions of holiday motorists reveal tha t only a small proportion of 
adults over 55 were drivers or trave lled  on holiday by car. Only 3% 
of holiday motorists were aged 65 and over. The B r it ish  Rail Survey 
found that only 2% of drivers were over 65. The comparable figures  
fo r  a i r  package holidaymakers and classic sea passengers t ra v e l l in g  
to the Continent were 7% and 12% respective ly . Seventeen per cent 
of a i r  package holidaymakers were aged 55 to 64 in contrast to 8% 
of holiday motorists.
The Survey of B r it ish  Motorists in  France^  found that 68% of drivers  
could be rated ABC1, and 23% C2DE. The large "no t-c lass if ied"  group 
(9%) makes i t  d i f f i c u l t  to compare the social class d is tr ib u t io n  of 
drivers with the population as a whole. But i f  i t  is assumed that  
the non-respondents were evenly d is tr ib u te d , then 75% of drivers  
could be defined as middle-class, compared to the average of the 
G.B. population of 32%.
The higher the social class the more l ik e ly  people are to holiday  
abroad and to travel by private  car. Thus the AB social class group 
represents 14% of the G.B. adult population, ye t  i t  accounts fo r  31% 
of abroad holidaymakers, and 46% of holiday motorists t ra v e l l in g  to 
the Continent.
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Among those taking motoring holidays in Great B r i ta in ,  
social class d is tr ib u t io n  is very s im ila r  to that o f the population 
as a whole. Only 25% of a i r  inclusive tour hoiidaymakers are 
c la s s if ie d  AB in the B.N.T.S.
Just as the proportion of motoring holidays including children is very 
high, so is the d is tr ib u t io n  of households with children taking th e ir  
cars abroad. ; ■
A ll ie d  to the high social class status o f motoring holidaymakers is  
the markedly longer period spent in f u l l  time, p a r t ic u la r ly  post­
secondary, education. S ix ty -th ree  per cent of motoring holidaymakers 
were educated beyond the age of 16, in contrast to 43% of a i r  package 
holidaymakers, and 26% of the to ta l adu lt population. This produces 
by fa r  the greatest divergence from the socio-economic p r o f i le  of the 
to ta l population. Motoring hoiidaymakers t ra v e l l in g  w ith in  the 
United Kingdom and Eire fo llow  much more closely the leve ls  of educa­
tion of the to ta l population. The most highly educated group of  
hoiidaymakers are, however, the independent sea c lassic  passengers. 
These include a very high proportion o f young adu lts , s t i l l  a t  school, 
or in higher education. Trends in education, must also be accounted 
fo r  in the forecast o f future levels  o f holiday motoring, together 
with the paid annual leave of heads o f households, the influence of  
which was discussed e a r l ie r  in Chapter I I I v .
Unfortunately, i t  is not possible to accurately compare the B.N.T.S. 
data with the demographic and socio-economic d is tr ib u tio n s  of West 
German holidaymakers t ra v e l l in g  abroad. The German s ta t is t ic s  
cross-referenced against the modal d is tr ib u tio n s  are aggregated fo r  
both domestic and in ternational t ra v e l .
Although the proportions o f holiday by private  car are very s im ila r  
for domestic and in ternational holidays i t  cannot be guaranteed tha t  
the demographic and socio-economic characteris t ics  of a l l  West 
Germans taking motoring holidays are s im ila r  to the cha ra c te r is t ics  
of those only taking motoring holidays abroad. Certain general con­
clusions can, however, be drawn, and the data are taken from two
studies; one by the Divo I n s t i t u t ^  (1968) and the other, prepared
12by the In s t i t u t  Fuer Fremdenverkerhr an der U n ive rs ita t  Muenchen 
(1969).
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The private  car is the dominant mode o f holiday travel fo r  a l l  age 
groups under 60, increasing from 60% of the under 21 age group to 
over 70% of the 40-50 age group, but declining to 53% of the 50-60 
age group and 40% of the 60-70 age group. Among the l a t t e r  age group 
49% of holiday travel was by r a i l .  The d is tr ib u t io n  o f motoring -  . 
holidaymakers by age group is bv>oadly s im ila r  to the d is tr ib u t io n  in  
the B.N.T.S. travel survey. T h ir ty -th ree  per cent of West German 
holiday motorists were aged 14-29.
A fa r  la rger proportion o f the households whose members tra v e l le d  by 
car included children. S ixty-n ine per cent of West German motoring 
holidaymakers' households, compared to 45% of B r it ish  motoring 
holidaymakers' households. Unfortunately, l i f e  cycle groupings are 
not read ily  comparable. The West German data are based on d is t r ib u ­
tions of adult holidaymakers and not holidays, over s l ig h t ly  d i f ­
fe ren t age ranges. Younger adults are aged 14-35 and older adults  
over 50. Nevertheless some broad comparisons can be drawn.
Young fam ilies  with children took 11% of B r it ish  motoring holidays 
abroad and 19% of domestic motoring holidays. F ifteen  per cent of  
West German motoring holiday-makers were in th is  category. The most 
marked differences were in the proportions o f middle-aged fam ilies  
t ra v e l l in g  with ch ildren. This group constituted 34% of West German 
motoring hoiidaymakers in contrast to 21% of B r it ish  motoring h o l i ­
days abroad, and 22% of domestic motoring holidays. Older adults  
without children formed 13% of motoring hoiiday-makers and motoring 
holidays in both countries. A large proportion, 27% of West German 
motoring hoiidaymakers were t ra v e l l in g  in groups o f  three or more 
adults , and only a small proportion, 7% were young adults without 
children. Four per cent were 'o ther' motoring holidaymakers of  
which the most important group were single men.
The most important groups o f West German hoiidaymakers t ra v e l l in g  by 
r a i l  were three or more adults (35%) middle-aged fam ilies  with c h i l ­
dren (23%) and older adults without children (23%). Young adults  
without children formed 26% of the a i r l in e s  travel market and a . 
fu rther  27% were groups o f three or more, adu lts . Only 21% o f a i r  
holidaymakers were fam ily groups with ch ild ren , but th is  proportion
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was s u s tan tia l ly  higher than the figure fo r  B rit ish  holidays 
abroad by a i r  o f  12%.
The West German data therefore suggests tha t  B rit ish  family  
motoring holidays abroad might be expected to form a more 
important segment o f  the market as motoring holidays abroad,,-. 
expand.The experience o f holiday motoring by younger adults both: 
at home and abroad should ass ist this expansion.
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IViv The In fluence  o f  Car Ownership
The potential market fo r holiday motoring is l im ited  by the level  
of car ownership, but i t  has been noted that overseas motoring 
from Great B r ita in  is  determined pr im arily  by other fac to rs .  
Nevertheless, aspects of car ownership analysed in the 1970, 
B .N .T .S ., appear to exert p a r t ic u la r  influence on holiday travel  
abroad.
There are s ig n if ic a n t ly  higher proportions of multiple car owners
among motoring hoiidaymakers. S ix ty - f iv e  per cent o f motorists who
had used a car to travel to Europe in 1970, owned one car ,  and 29%
owned two or more cars. In comparison only 58% o f a i r  package
holidaymakers t ra v e l l in g  to Europe owned one car and 16% owned two
or more cars. The mid-year estimate o f  household car ownership in
13Great B r i ta in ,  made by the Department o f  the Environment, showed 
that in 1970 45% of households owned one car, and 8% owned two or 
more cars. At the beginning of the decade only 2% of households 
owned two or more cars.
Motoring holidaymakers t ra v e l l in g  abroad were more l i k e ly  to have 
obtained ownership o f a car e a r l ie r  than other overseas t ra v e l le r s .  
Seventy-nine per cent o f motoring holidaymakers to Ire la n d , and 81% 
of motorists t ra v e l l in g  elsewhere abroad had f i r s t  owned a car 
before 1967, in contrast to 58% of a i r  package holidaymakers to 
Europe.
Table IV6 indicates the re la tionsh ip  between l i f e -c y c le  stage and 
when use of a car was f i r s t  obtained. N a tu ra lly ,  e a r l ie r  access to 
a vehicle re f le c ts  the age o f respondents and th e i r  socio-economic 
grouping, although in the upper age group o f 55+ the proportion with  
no car is s ig n if ic a n t ly  higher than among the younger age groups. 
This re la tes  to the h istory o f the expansion of car-ownership in 
Great B r i ta in .  The more rapid the acceleration o f ownership le v e ls ,  
the smaller the proportion of the oldest age groups owning vehicles  
and with experience of use.
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The presence of children in the holiday household does not appear to set 
l im its  to car ownership nor the period of previous use. There are no 
s ig n if ic a n t  differences in car ownership and i n i t i a l  use across the middle 
age ranges and between s im ila r  socio-economic groups with children and without  
children. The modal choice decision fo r  holiday travel should not therefore  
be seriously influenced by contrasting levels of car ownership and experience 
of use among the socio-economic groups in the overseas trave l market.
As noted in the analysis in Chapter I I  i x ,  however, the basis o f the demand 
fo r  private  transport is a demand fo r  ownership o f a vehicle. Changes in the 
l i f e -c y c le  stage influence levels of disposable income, the age and condition  
of vehicles owned, and therefore the use o f cars fo r  holiday travel abroad. 
Thus although a household may possess a car continuously throughout the l i f e ­
cycle the members would not consider taking a motoring holiday abroad until  
they were able to afford a newer, safer and more re l ia b le  vehicle.
I t  is extremely d i f f i c u l t  to iso la te  the influences o f  income, l i f e -c y c le  
stage, and car ownership on holiday travel because they are so closely  
in te r - re la te d .  For example, among the group of holidaymakers t ra v e l l in g  
abroad on additional holidays in 1970, 301 owned two or more cars. Both 
the level o f car ownership and the tendency to take additional overseas 
holidays must r e f le c t  a high level o f disposable income. A strong commitment 
to holiday motor trave l i s ,  however, revealed by the s ta t is t ic s  o f  m ultip le  
car ownership and therefore may be taken as an important pred ic t of 
future levels o f  holiday motoring irrespective  o f changes in income leve ls .
Owing to the u n r e l ia b i l i ty  of responses to questions on personal income, i t  
may be of greater value to re la te  holiday trave l to indices o f consumers' 
w ell-be in g , such as car ownership. Questions on the ownership o f  te lev is ions  
are also included in the B.N.T.S. and other non-economic indices of wealth 
could be added as indicators of respondents disposable income. This could 
include the ownership o f  telephones, 1 f r id g e s , washing machines and vacuum 
cleaners. The Readers Digest Survey of Europe Today ^ c o n ta in e d  information  
on inter-country  prosperity using a s im p lif ied  consumer durables index and
TC TC
a number of recent a r t ic le s  9 have indicated the p o s s ib i l i t ie s  fo r  
sub-regional analysis o f economic w ell-being which could be developed to 
determine the market fo r  travel abroad on a more deta iled  social and 
economic basis.
IVv Overseas Motoring V is i to r s  to  Great B r i ta in
The B r it ish  Tourist Authority has conducted two major surveys of over­
seas motoring v is i to rs  to B r i ta in ,  in 1967^  and 1 96 9^ . The purpose
of th is  section o f the report is  not to repeat th e ir  findings but
19using these and additional B r it ish  Rail data to analyse the main
characteris t ics  of these v is i to rs  fo r  comparison with holidaymakers
motoring abroad from Great B r i ta in .  In addition data is  ava ilab le  
20from B.T.A. surveys of overseas v is i to r s ,  from Holland, France,
21Belgium and Switzerland in 1969, and most recently  a survey o f French 
motoring v is i to r s .  This ess en tia lly  repeated the B r it ish  Rail study.
The small scale of these national market surveys l im its  the degree of
22confidence which can be placed in th e ir  re s u lts .  The B.T.A. Survey 
was based on a sample o f 339 motorists interviewed between July and 
September 1972, and some of the results  c o n f l ic t  with the B r it is h  Rail 
f ind ings. This cannot simply be re lated  to the fa c t  that the B r it ish  
Rail research was conducted in 1970..
A to ta l of 50,000 French vehicles tra ve lled  to Great B r ita in  in 1970. 
The B r it ish  Rail survey discovered that o f  the 67% of motorists on 
holiday, fo r  55% th is  was th e ir  main holiday and 44% stated that i t  
was th e ir  second holiday. In addition 19% also stated that th e ir  
journey prim arily  included a v i s i t  to friends and re la t iv e s  and 83% 
of French motorists contacted a fr iend  or re la t io n  in  Great B r i ta in .
In the B.T.A. survey 72% of motorists stated tha t a holiday was the 
primary motive fo r  t ra v e l .
Among main holidaymakers 75% were staying over 21 days, and o f the 
additional holidaymakers 70% were staying from 10 to 15 days. The 
average number o f nights spent by French motorists was 16 (18 days) 
compared to the average fo r  a l l  French v is i to rs  in 1970 of 14 days.
The B.T.A. motoring survey found the average to be 14 nights in 1971.
French motorists were predominantly among the upper income groups.
Based on 1969 data, 27% earned more than 4000 N.F. per month (£300),
21% between 2500 and 3999 N.F. per month (£220) and 18% between 1750 
and 2499 N.F. per month (£190). Family allowances are higher in 
France, d ire c t  taxation is lower than in Great B r i ta in ,  and real
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incomes are r is in g  more rap id ly . In add it ion , the holiday entitlem ent  
of French workers is now universally  four or more weeks. The higher holiday  
entitlem ent of French people is re f lec ted  in the large number of  
motorists taking additional holidays.
The average t ra v e l l in g  party size o f 2.5 is much smaller than the 
average fo r  B r it ish  overseas holiday motorists o f 3 .5 .  Thirty-one per 
cent o f motorists tra ve lled  alone c h ie f ly  in the 20-25 age group and 
51% tra ve lled  with th e ir  wives. Nineteen per cent of parties included 
a child  between 0-12 years, 10% a ch ild  between 13-15 and 9% included 
young adults 16-20. Eighteen per cent o f  parties  took other re la t iv e s  
and 39% included fr iends.
As a re s u lt  of th is  d is tr ib u t io n  of party composition 32% of motorists  
were aged 20-24, 12% 25-29, 4% 30-34, 12% 35-39 and 16% 40-44. The 
age groups most l ik e ly  to include young children in the fam ily there­
fore showed a marked reluctance to t ra v e l .  Ten per cent of B r it ish  
motorists holidaying by car on the continent were in the 30-34 age 
group.
In contrast the 1971 B.T.A. survey found a much smaller proportion o f  
motorists t ra v e l l in g  alone, 12% only 21% were in the 20-24 age group 
and a sub stan tia l ly  higher proportion, 33% in the 25-34 age group.
The d is tr ib u tio n s  in the other age groups were almost id e n t ic a l . The 
proportion o f French motorists declined more rap id ly  with age then 
B rit ish  holiday motorists. Twenty-four per cent o f French motorists  
were aged 45 and over compared with 37% of B r it ish  motorists.
T h ir ty - fo u r  per cent of travel parties included children in the B.T.A. 
survey compared to 28 per cent in the B r it ish  Rail survey. Groups of  
friends under 35 formed 18% of parties and 20% were married couples 
t ra v e l l in g  alone. The age d is tr ib u t io n  of French motorists is  there ­
fore noticeably younger than th e ir  B r it is h  counterparts, but is con­
siderably older than the age d is tr ib u t io n  of a l l  French v is i to r s .
The B.T.A. survey o f French t ra v e l le rs  to Great B r i ta in ,  1969, 
revealed that 51% of a l l  adu lt v is i to rs  were under 24 and only 9% 
aged 25-34.
23The 1969 B r it ish  R a i l ,  Accompanied Car T r a f f ic  Survey estimated that  
41% of B r it ish  holiday motoring groups included children. The French 
family motorist therefore is much less inclined to travel to th is  
country, although there are more extensive fam ily and personal connec­
tions. This presumably must r e f le c t  the contrasting basis o f holiday  
tourism to Great B r i ta in ,  ess en tia l ly  the a t tra c t io n  of the cu lture  
and way o f l i f e  which appeal more to adu lt groups.
As a re s u lt  of the inclusion o f more younger adu lts , French motoring 
v is ito rs  tended to have remained even longer than th e ir  B r it is h  counter­
parts in fu l l - t im e  education. Twenty-six per cent had undertaken a 
fu l l  Un ivers ity  education, and only 16% had terminated th e ir  educa­
tion a t  age 16 or under.
I t  is  p a r t ic u la r ly  s ig n if ic a n t  to note tha t despite the younger aver­
age age o f French holiday motorists than B r it ish  holiday m otorists,
47% of French motorists had v is i te d  B r ita in  before. Of th is  group,
39% had v is i te d  Great B r ita in  one time, 18% tw ice, 12% three times, 
and 20% more than f iv e  times. The experience o f trave l is  therefore  
a prime motivator of fu r th e r  t ra v e l ,  and very few repeat v is i to rs  
(3%) had previously trave lled  by a i r .
Only 8% of French motorists chose an inclusive tour holiday in which 
a l l  the expenses were pre-paid . S ix ty - f iv e  per cent made no p r io r  
accommodation arrangements and 29% made no travel arrangements.. Only 
4% booked th e ir  fe r ry  crossing nine months or more before departure 
and the m ajo r ity ,  26%, made th e ir  travel booking w ith in  one to three  
months of the journey. This is therefore a market with very l i t t l e  
desire to be constrained by booking requirements and the fewer c h i l ­
dren in the travel parties permits the groups to be highly f le x ib le  
in th e ir  arrangements.
Belgian motoring v is i to rs  to Great B r i ta in  e x h ib it  broadly s im ila r  
patterns of educational standards and salary earnings, extensive 
personal contacts in Great B r i ta in ,  and l im ited  p r io r  travel arrange­
ments .
The average number of nights spent was 10 in contrast to the average
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length of stay fo r  a l l  Belgian v is i to rs  o f 7 days. Only 14% of  
Belgian motorists spent between 15-21 days in Great B r i ta in ,  a much 
lower f igure  than th e ir  French counterparts, 23% of whom spent 
15-21 nights. For 60% of holidaymakers i t  was th e ir  main holiday  
and 39% th e ir  second holiday. Seventy-one per cent of v is i to rs  
were on holiday, 14% v is i t in g  friends and r e la t iv e s ,  and only 6% 
on purely business t r ip s .
Very few Belgian motorists trave lled  alone (7%) and the average car occup­
ancy was 4.40 compared to 2.50 o f French motorists. Nevertheless 
74% of parties  did not include ch ildren , almost exactly the same 
proportion as French motoring groups. Of the 57% who trave lled  as 
husband and wife 15% had children between 0-12 with them, 8% with  
children between 4-15, and a high proportion, 17% included young 
adults 16-20 in the travel party. F in a l ly ,  46% were t ra v e l l in g  with  
friends and re la t iv e s .
Although the French and Belgium motorists compare in the normal exclu­
sion of children from the travel party , Belgium motorists are fa r  more 
gregarious than the French, and the age spread o f the Belgium motorist 
contrasts markedly with the French m otorist. Whereas 25% of Belgium 
motorists were found to be 25-34 and 15% 35-44, the comparable propor­
tions o f French motorists were 16% and 28%.
There are therefore both points of comparison and marked contrast  
between motoring holidaymakers t ra v e l l in g  to Great B r ita in  from the 
countries of Western Europe, which w i l l  a f fe c t  the demand fo r to u r is t  
services. Accurate estimates of average car occupancy are v i ta l  to 
assess the true impact of v is i to rs  from each country.
24In the summer o f 1971, B r it is h  Rail also conducted a survey o f  
German motoring v is i to rs  to Great B r i ta in .  Interviews were again con­
ducted with the head o f the travel party. Sixty-two per cent o f  
respondents had been to Univers ity and only 5% had completed th e ir  
education before the age of 16. This in part re f le c ts  the large  
proportion of students t ra v e l l in g  (19% of to ta l m otoris ts ). Once 
again high income groups predominated except among the student t r a ­
v e l le rs .  Despite the large numbers o f students only 15% of motorists
were aged 20-24. A high proportion were aged 25-29 (22%) and 30-34 
(18%). The age d is tr ib u t io n  is  comparable with that of Belgian 
motoring v is i to rs .  S im ila r ly  only 25% of parties included ch ild ren ,  
and 14% of respondents trave lled  alone, but 59% of those not t ra v e l ­
l ing  alone trave lled  in groups o f two members only and only 5% in 
groups of f iv e  or more members. The average party size was therefore  
much lower than fo r  Belgian motorists. The proportion of children in  
the party motoring to Great B r ita in  is sub stan tia l ly  lower than the 
proportion included fo r Continental t ra v e l .
F i f ty -n in e  per cent o f respondents had v is ited  B r ita in  previously,
but only 19% had made three or more v is i t s .  Consequently 33% of
motorists had made th e ir  previous v i s i t  in 1969 or l a t e r .  Eighty-
three per cent of respondents considered the journey a holiday, 39%
were also v is i t in g  friends and re la t iv e s ,  and 12% were t ra v e l l in g  on
business t r ip s .  In contrast to the Belgian and French m otorists,
among the holiday travel group, only 15% were taking a second holiday.
One would therefore expect West German motoring holidays to be longer
than Belgian holidays. Unfortunately the B r it ish  Rail Survey did not ;
question th is ,  but the B.T.A. Survey of Overseas Motorists to B r i ta in ,
25 — --------- -— *— :— — — :— —— — :---------  -
1969 discovered that West German motorists spent on average 17
nights in Great B r i ta in ,  higher than the average fo r  a l l  West German
v is ito rs  of 15 nights.
Less than 40% o f motorists booked any accommodation p r io r  to t ra v e l ­
l ing  from Germany and 25% did not book th e ir  sea crossing. Only 12% 
booked th e ir  travel more than three months in advance and 23% booked 
within  two weeks of t ra v e l l in g .  The average to ta l cost per party  was 
£150 which is comparable to the estimate made by respondents to the 
B.N.T.S. who took th e ir  cars abroad in 1970.
The analysis o f overseas motoring v is i to rs  from France, Belgium, and 
Germany emphasises that travel to Great B r ita in  is dominantly an adu lt  
travel market. Socio-economic and educational levels  are even higher 
than B r it ish  holiday motorists t ra v e l l in g  abroad. These conclusions 
are supported by the B.T.A. surveys o f Swiss, Belgium, Dutch, and 
French t ra v e l le rs .  This suggests the p o s s ib i l i ty  fo r  fu r th e r  reduc- 
tions in the seasonal concentration o f t r a f f i c  outside school ho iidays,
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especia lly  as the holiday is not motivated by c lim atic  fac tors .
Perhaps the most important cha ra c te r is t ic  of overseas motoring v i s i ­
tors is the strength of repeat t ra v e l .  The B.T.A. Survey o f Overseas_   — —
Motorists to B r ita in  indicated that during the previous ten years, 
between two to three v is i ts  to Great B r ita in  had been made by Euro­
pean holiday motorists, the highest numbers were among v is i to rs  from 
the nearer countries with d ire c t  sea routes to B r i ta in .  V is ito rs  
from Scandinavia had trave lled  less frequently , and th is  probably 
re f le c ts  the recent expansion o f North Sea fe r ry  services. The market 
fo r holiday motoring to Great B r i ta in ,  should therefore expand both 
from increasing penetration o f the market and frequency of t ra v e l .
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IVvi Chronological Data
In Chapter I I  v i i i  an ou tl ine  was given of the sequential analysis of
27holiday purchasing patterns made by P. Handley and R. Heape. The 
authors sought to analyse changes in the structure of the overseas 
holiday market from Great B r i ta in ,  and the in te rre la t io n s h ip  o f the 
various types of holiday chosen. The purpose of th e ir  study was to 
provide a more logical basis fo r  the analysis of behavioural patterns  
than holiday data collected in annual surveys, for separate, points in  
time.
There are three main areas of investigation:
(1) Purchasing frequency: by type of holiday, i t s  contribution to
market growth, and differences between the various segments of  
the sample population.
(2) Changes in the types o f holiday chosen. I t  has already been 
noted that holidays by d i f fe r e n t  modes o f transport and travel  
arrangement have expanded a t  varying ra tes . But l i t t l e  of the 
scale or nature of these changes is known fo r  hoiidaymakers 
already in the overseas trave l market. I t  is important to 
id e n t ify  where the population making up the present holiday  
market has come from, in terms of previous holidays chosen, 
and how these people are l ik e ly  to behave in the fu tu re .
(3) Penetration of purchasing amongst the population. In 1970 
approximately 10% of the adu lt population of Great B r ita in  
took a holiday abroad and about 2% tra ve lled  to Ire land .
But only about one h a lf  o f those who went abroad in 1969 
also trave lled  in 1970. Therefore, in any one year the pro­
f i l e s  o f d i f fe r e n t  groups of holidaymakers are s l ig h t ly  b lurred . 
To get over th is  d i f f i c u l t y ,  B r it ish  European Airways and the 
B rit ish  Tourist Authority designed a series of questions on 
past holiday behaviour fo r inclusion in the 1970 B.N.T.S. 
Respondents were grouped according to th e ir  holiday h istory  
over, not one, but f iv e  years from 1966 to 1970. Questions 
were asked about the mode of transport and travel arrangement 
and responses were combined with socio-economic data to form 
the basis o f the segmentation analysis .
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Previous experience of holiday history questions in the B.N.T.S. had 
revealed that the great m ajority  of people were able to remember the 
main points about holidays they had taken, a t  leas t  up to the pre­
ceding 5 years. Holidays are one of the few products in which exten­
sive reca ll  can be achieved probably because they are; expensive* 
in frequently  taken, and are valued highly. But once again i t  must 
be emphasised, tha t by dealing with subdivisions of the overseas 
holiday travel market, the sizes o f the response ce lls  in the B.N.T.S. 
become perilous ly  small. The basic sample of abroad holidaymakers is  
only ju s t  over 2000 respondents.
Each of the frequency ce l ls  (choice o f travel and transport) can be 
segmented by various demographic and behavioural measures in order to 
iso la te  factors which discriminate between groups, and to ind icate  
where and how frequency o f purchase might be increased.
Table IV7 Extent of Holidaying Abroad of the B r it ish  Population, 
1966-1970
Ever Spent a
Age
Tota l 16- 25- 35- 55- 65+
Social Class
DE
24 34 54 64
Holiday Abroad 34% 42% 41% 33% 30% 23% 70% 46% 27% 16%
Source: B.T.A. B r it ish National Travel Survey, 1970
Table IV7 indicates that the proportion of the B r it ish  population who 
have ever holidayed abroad is highest among the 16-34s and declines  
with age. Among the 16-24s some 3-4% are going abroad fo r  the f i r s t  
time in th e ir  l iv e s .  There are very marked differences in the propor­
tions who have ever holidayed abroad by social class and income. 
Seventy-three per cent of adults in fam ilies  with incomes o f over 
£3,500 plus per annum had been abroad compared with only 17% of those 
from fam ilies  with incomes of less than £950. London, the South East, 
and the South West have the highest proportion of adults who have a t  
some time hoiidayed abroad.
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Table IV8 is based on a re-working of data from Volume I I I  (Part 2) 
of the 1970 B.N.T.S. S im ilar data can be found in Volume I fo r  the 
period 1966 to 1969, fo r  the to ta l population of adults 16 and over 
isolated by the sample.
Previous patterns of transport and travel choice are re la ted  to the 
socio-economic characteris t ics  of the 1970 sample. The d is tr ib u t io n  
of independent, package, and motoring holidays has been re -ca lcu la ted  
as a proportion o f a l l  holidays taken abroad by the group, in each of  
the years 1966 to 1969.
The percentage of a l l  holidays taken abroad increases year by year 
fo r a l l  groups across the social and economic spectrum. The propor­
tion of package to independent holidays has s im ila r ly  expanded a l ­
though fo r  certa in  groups, with a high incidence of package holiday-  
making in 1966, the s itua tion  has not a lte red  appreciably. This 
applies to the over 55 age group, the C2 social class group, and to 
households without ch ildren. In contrast among the AB social class 
group and fo r  households with ch ildren , the i n i t i a l l y  high level of 
independent travel has been eroded by an expansion of package 
hoiiday t ra v e l .
In terms of the income d is tr ib u t io n  there appears to have been a 
decline in the taking of package holidays over the period by the 
lowest income group. More s ig n if ic a n t ,  however, is the increasing  
packaged travel of the upper income group. The travel choice d is ­
t r ib u t io n  was proportionally  equal in 1969, whereas in 1966, in 
contrast to the other income groups, there was a marked preference 
fo r independent t ra v e l .  There appears to be l i t t l e  s ig n if ic a n t  
varia t ion  in the d is tr ib u t io n  of types of holiday taken in previous 
years between the three groups in the middle of the income range;
£950 to £1949.
The proportions of overseas motoring holidays, taken by respondents 
to the 1970 B.N.T.S. has declined since 1966, but among a number 
groups has remained stable or even increased. Use of the fam ily  car 
increased notably in the 16-24 age group, and declined most markedly 
in the upper income.range and to a much lesser extent among house-
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holds with ch ildren . The l a t t e r  re f le c ts  a movement to package 
holidays among th is  group. Nevertheless, holiday use o f  private  
transport fo r  households with children remainsat almost double the 
level o f households with no ch ild ren , where the use of the private  
car has remained s ta t ic .  Increasing use with age amongst the 
youngest adu lt respondents emphasises the importance o f previous 
motoring experience.
Groups with consistently  above average use o f the car were in the 
25-54 age group, the AB social class group, among fam ilies  with  
incomes in excess of £1950 and in households with ch ildren . Groups 
with a high i n i t i a l  level o f independent t ra v e l ,  who had shifted  to 
package holidays during the period, did not display equal tendencies 
fo r motor t ra v e l .  Use of the fam ily car by the top income group 
declined markedly in l in e  with a s h i f t  from independent to package 
holidays, most probably as a re s u lt  of the expansion of long haul 
t ra v e l .  Use of the fam ily car by the AB social class group, however, 
remained p ra c t ic a l ly  in e r t ,  while fo r households with ch ild ren , there  
was a dec line , but by no means as marked as the movement from inde­
pendent to package holidays.
A th ird  of the adu lt population o f Great B r ita in  have a t  some time in  
th e ir  l ives  taken a holiday abroad. Each year about l%-2% of the 
adult population are going abroad fo r  the f i r s t  time. In 1970 16% of  
adults holidaying in Europe were taking th e ir  f i r s t  v i s i t  abroad.
There is s t i l l  potential fo r  growth merely by increasing the frequency 
of t ra v e l ,  but the market depends upon a r e la t iv e ly  small segment of  
hoiidaymakers. Those who took a foreign holiday in only one o f the 
years between 1966 and 1970 accounted fo r  nearly 50% of a l l  ind iv iduals  
going abroad during th is  period.
The re la tionsh ip  between increasing penetration of the market and f r e ­
quency of travel is  s t i l l  hampered by lack of data. The average annual exp­
ansion of adults who have ever holidayed abroad 1964-1970 (4%) com­
pared to the average yearly  ra te  o f increase of holiday v is its  abroad 
(6%) suggests th a t  fo r  Great B r ita in  increased penetration of the market 
has been an important fac tor in growth, but the importance o f th is  fa c to r  
varies between the segments o f  the t ra v e l market.
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T h ir ty -s ix  per cent of motorists holidaying abroad in 1970 in contrast 
to 25% of a i r  package hoiidaymakers had experienced a holiday abroad 
in 1960 or e a r l ie r .  The motoring segment o f the overseas travel mar­
ket is the most experienced. Only 27% of holiday motorists had f i r s t  
taken th e ir  holidays abroad in the f iv e  years preceding the survey in 
contrast to 31% of a l l  holidaymakers and 38% of a i r  package holiday­
makers. As noted in Table IV5 th is  cannot simply be explained in 
terms of the age d is tr ib u t io n  of the travel groups.
Table IV9 emphasises consistent d ifferences in the types o f holiday  
chosen between two groups with experience of holiday trave l abroad in  
the period 1966 to 1970. Those who have used a car on holiday abroad 
and those who have ever holidayed abroad. The former group is in c lu ­
ded in the s ta t is t ic s  of the l a t t e r .  The percentage d is tr ib u tio n s  
reveal that those hoiidaymakers who had used a car abroad have been 
more regu lar ly  in the holiday travel market year by year, and p a rt ic u ­
la r ly  the market fo r holiday travel abroad, than the group who had 
ever holidayed abroad. In add it ion , a greater proportion o f motoring 
hoiidaymakers had experienced th e ir  holidays abroad e a r l ie r .  Ninety 
per cent of holidaymakers who had taken a car abroad between 1966 and 
1970 had taken a t  leas t one holiday abroad between 1966 and 1969.
Only 56% of those who had ever holidayed abroad had taken a holiday  
abroad during the same period.
Year by year consistency is also revealed in the choice of the type of  
holiday taken abroad. The group that had used a car abroad preferred  
independent to package holidays in the ra t io  4 to 1. Among the group 
that had ever holidayed abroad, the s p l i t  was s l ig h t ly  in favour o f  
package holidays.
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Table IV I0 enables th is  analysis to be extended by describing the 
previous overseas holiday experience of holidaymakers t ra v e l l in g  
abroad whose choice of transport in 1970 is revealed in the top lines  
of the tab le . There is a tendency in each previous year fo r  a higher 
proportion of motoring holidaymakers to have trave lled  abroad than 
a i r  package and a l l  holidaymakers.
Hoiidaymakers t ra v e l l in g  by boat or hovercraft in 1970 (motoring 
holidaymakers formed approximately 50% of th is  market) and those 
t ra v e l l in g  to Ireland by car, were less l i k e ly ,  especia lly  in the 
l a t t e r  case, to have taken a holiday abroad in previous years.
The most s ig n if ic a n t  differences between these travel and transport  
groups arises from th e ir  choice o f type o f holiday. Motoring holiday­
makers t ra v e l l in g  to the Continent in 1970 consistently chose a high 
proportion of independent holidays, but th is  was not true fo r  motorists  
who holidayed in Ireland in 1970. A ir  package hoiidaymakers had con­
s is te n t ly  chosen a high proportion o f package holidays to independent 
holidays which increased from 3 to 1 to 5 to 1 as the level o f holiday­
ing abroad increased. The d is tr ib u t io n  o f travel choice by the base 
group of holidaymakers indicates a preference fo r  package travel which 
increased year by year as the proportion o f holidays taken abroad 
increased.
Constant travel choice is  also revealed in rep lies  to the question 
whether a car was used fo r travel abroad in previous years. Among the 
group t ra v e l l in g  on an a i r  package holiday to Europe and North A fr ica  
in 1970, the proportion that had used a car fo r  holiday travel abroad 
in the period 1966 to 1969 f e l l  from 11% of a l l  holidays taken abroad 
to 7%. Only a very small proportion of th is  group had therefore  
experienced holiday travel abroad by taking a motoring holiday f i r s t .
Among holidaymakers t ra v e l l in g  by 'car  to the Continent in 1970, the 
proportion of motoring holidays had increased year by year from 23% to  
36%. In contrast, motorists who had t ra v e l le d  by car to Ire land  in 1970 
showed a.marked decline in the proportion o f  th e ir  holidays by pr iva te  
car, and th e i r  demand for,ho lidays abroad has remained s t a t ic .
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28The B r it ish  R a i l ,  Accompanied Car T r a f f ic  Survey, discovered that  
75% of motorists t ra v e l l in g  abroad in 1969 had taken a car abroad 
previously, (Table IV11). In addition the proportion t ra v e l l in g  by 
car in each year since 1966 had not increased rap id ly . As a re s u l t ,  
as many as 18% of respondents had taken th e ir  cars abroad seven or 
more times. This supports the hypothesis tha t  the single most impor­
tant predictor o f overseas holiday motoring is previous experience. 
Frequency of p art ic ip a tio n  rather than penetration of the market is  
more important among th is  group of hoiidaymakers than among a l l  
other groups.
This p a r t ic u la r ly  applies to travel markets where a principal journey
purpose was to v i s i t  friends and re la t iv e s .  In a survey of motoring
29v is ito rs  to Northern Ire lan d , i t  was discovered that 61% had v is ite d  
Ire land before, and almost h a lf  of these had v is ited  Northern Ireland  
exclus ive ly . A very high proportion, 25%, had v is ited  Ireland on 
seven or more occasions.
Table IV11 When Car Last Taken to the Continent 1966-1968, and 
Number o f  Times Car Taken to the Continent
Year Car Taken Before
%
Number of Times Car
1 2-3
% %
Taken
4-6
°i°
to Continent
7+
% .
Total 7 5
1966 Yes 36 By Sea 12 23 17 18
No 36
1967 Yes . 40 By A ir 4 2 . 1 1
No 34
1968 Yes 41
No 33
Source: B r it ish  Rail Shipping and International Services D iv is ion ,
Accompanied Car T r a f f ic  Survey, 1969.
30Handley and Heape used the B.N.T.S. data to measure the extent to which 
respondents had taken a s im ila r  or d i f fe re n t  holiday, (or no holiday a t  a l l ) ,  
during the preceeding four years. By examining new recru its  to the 
market they found that the main switching in the abroad holiday market, 
had been between holidays in Great B r ita in  and holidays abroad, rather  
than between d i f fe re n t  types o f abroad holiday. This in part re f lec ts  
the r e la t iv e ly  low frequency of taking abroad holidays.
Handley and Heape discovered that only a small proportion of those1who 
took a package holiday abroad in 1967 had converted to independent holidays 
abroad. Over 50% of the new recru its  to independent holidays had come 
from people taking a holiday in Great B r ita in  in the previous three  
years. I t  was also found that while the a i r  package holidaymaker 
is l ik e ly  to stay in Great B r ita in  i f  he does not holiday abroad, the 
independent a i r  holidaymaker is more l ik e ly  to make other transport  
arrangements and go abroad. 45% of a i r  package holidaymakers t ra v e l l in g  to 
Europe and North A fr ica  in 1970 had not taken this type o f holiday in 
the previous two years, and only 2% of new recru its  were found to have 
come from surface independent holidaymakers t ra v e l l in g  abroad in  
1968 and 1969.
The analysis of the previous purchasing patterns of holidaymakers 
t ra v e l l in g  abroad in 1970 therefore suggests tha t promotional 
a c t iv i ty  to a t t ra c t  t ra v e l le rs  from other modes of transport and 
travel arrangements, would appear to be less e f fe c t iv e  than e f fo r ts  
designed to a t t ra c t  new business. In p a r t ic u la r  this applies to 
the holiday motorist t ra v e l l in g  abroad. New recru its  to this market 
w il l  undoubtedly arise from B rit ish  and foreign holidaymakers a t  
present experienced in domestic holiday motoring. The overseas holiday  
motoring travel market would therefore seem to be highly stable and 
purchasing patterns suggest tha t demand should continue to grow.
Increasing levels of car ow nership,particularly  m ultip le  household 
ownership,should encourage this trend,but equally important w i l l  be 
the longer experience of car ownership and holiday motoring among 
younger adu lts .
Chronological study can also be applied to the choice of holiday  
destination. I he survey of B rit ish  Motorists in France-1970 enquired
whether drivers had one or more destinations. I f  the d r iver  had one 
main destinationhe was asked how many times he had been there 
(including the present v i s i t ) .  61% of drivers stated that they had one 
main destination , although i t  is d i f f i c u l t  to know ju s t  how the drivers  
in terpreted the phrase "main destination". Half the drivers with a single  
main destination had ju s t  made th e i r  f i r s t  v is i t  to i t ,  and ju s t  
under h a l f  had been to th e i r  main destination at least once before.
For 19% i t  was th e ir  second v i s i t ,  fo r  15% th e ir  th ird  or fourth  
v i s i t ,  and for 13% at least th e ir  f i f t h  v i s i t .  There was l i t t l e  
difference in the frequency of v i s i t  by country o f destination.
In an e a r l ie r  survey in 1969 a l l  drivers were asked how many v is i ts  
they had made to th e ir  main destination. 60% of drivers said they 
had made more than one v i s i t ,  although i t  is not known how this  
question was answered by drivers touring or with more than one 
destination.
Despite these complications i t  is obvious that repeat v is i t in g  is  
a very important aspect of holiday motoring abroad. Not merely in 
terms of the rep e tit io n  of t r a v e l , but also o f  areas v is i te d .
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IV v i i  A t t i t u d in a l  and Motivational Data
I t  has been noted so fa r  tha t the choice o f transport and travel  
arrangements can be re lated  to hoiidaymakers social and economic 
c h a ra c te r is t ic s . In p a r t ic u la r ,  the l i f e -c y c le  stage and member­
ship of social groups. Social ecology has also been taken into  
account, through the study of the res identia l environment, the time, 
distance, and money costs of t ra v e l ,  and the supply of travel pro­
ducts . Ind iv iduals , however, also display marked preferences fo r  
modes of transport and travel arrangements. Their a tt itudes  and 
motivations are p rim arily  determined by the above factors re lated  
to the journey purpose. In the Introduction to th is  study and in  
Chapter I I  i i i  and v re lated sources of a t t i tu d e  research were 
studied. The object o f these studies was to determine d ire c t  and 
in d ire c t  influences on car-ownership and use. In p a r t ic u la r  the 
time, money and distance costs of travel by various modes o f trans­
port, the perception of the costs of holiday motoring, the a tt itudes  
of t ra v e l le rs  to t r ip s  by public and private  transport, and the 
stages in the decision process. In Chapter V, the costs of holiday  
motoring, actual and perceived, are discussed in re la t io n  to the costs 
of a i r  package holidays.
I t  is now necessary to review the information ava ilab le  on the a t t i ­
tudes and motivations o f holiday motorists and to suggest hypotheses 
to explain the behaviour o f d r ivers . The information is based on 
travel abroad from Great B r i ta in ,  and therefore the conclusions 
drawn are not read ily  applicable to holiday motoring between the 
countries o f Western Europe where in ternational travel is more eas ily  
f a c i l i t a te d .  Nevertheless, the problems that B r it ish  motorists face 
when taking th e ir  cars abroad are broadly comparable to the problems 
faced by Continental motorists t ra v e l l in g  to th is  country.
Study of the a ttitudes  and motivations of holiday motorists d i f fe r s  
greatly  from the research conducted by tour operators. They are 
prim arily  concerned with th e ir  product image, customer sa t is fa c t io n  
and degree of confidence in the travel organisation. The private  
car is already perceived to be valuable, and th is  is  la rg e ly  r e f le c ­
ted by the level of car ownership.
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For travel to and from Great B r i ta in ,  the c a r - fe r ry  operators are 
concerned with the re s tr ic t io n s  on the scale of the market. In 1970 
there were ju s t  over 11.5 m il l io n  private  cars in Great B r i ta in  and 
over 60 m il l io n  private  cars in Western Europe, but only approximately 
565,000 were carried from Great B r ita in  to Western Europe and 180,000 
from Western Europe to Great B r i ta in .  This section of the research, 
is devoted to the behavioural factors influencing the choice of 
holiday transport and travel arrangements, and the factors l im it in g  
the scale of demand. Using the same approach as the commercial tour 
operators study of consumer a t t i tu d e s ,  th is  w i l l  enable the factors  
favourable to increased demand to be stressed, the unfavourable 
features toned down, the information needs to be developed, and the 
vocabulary to be used in providing the inform ation,to  be determined.
Within the scope of the overall analysis a t t i tu d in a l  segments of the
32market can be delineated. In the B r it ish  Rail survey o f the a t t i ­
tudes of B r it ish  motorists towards taking a car on holiday the tables  
are subdivided according to hoiidaymakers region o f residence, age, 
sex, and the inclusion of children in the fam ily travel party . Using 
group discussions as a basis fo r  the questionnaire a national house­
hold survey was carried out. Of the households randomly selected  
81% were successfully contacted, but 44% did not own or have the 
regular use of a car. Within the remaining 37%, 5% had taken a car 
abroad w ithin the la s t  f iv e  years. Five-hundred-and-thirty-seven  
interviews were conducted with each person in the household who had 
a car but had not taken i t  abroad in the la s t  f iv e  years. The survey 
sought information on holidaying in Great B r i ta in ,  foreign travel  
experience, knowledge of shipping services and a ttitudes  towards 
taking a car abroad.
A superficially rational concept of modal choice would assume that the
destination would f i r s t  be selected and then the mode of transport
33
best suited to the intended journey. P. Goffe has suggested, how­
ever, that for holiday motoring the mode of transport is selected  
f i r s t ,  and is the primary consideration, in contrast to the inc lus ive -  
tour where the mode o f transport is determined by the type o f holiday  
and the destination.
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I t  has already been noted tha t the demand fo r  transport is derived
and that transport services are intermediate products. Yet a t  the
same time motoring fo r  pleasure has been found to be an important
recreational pastime in i t s e l f .  This d ire c t  valuation of the private
car is emphasised fo r  in ternational travel by the results  of the
34B rit ish  Rail Accompanied Car T ra f f ic  Survey and the additional use 
of cars a t  the destination noted in the B.N.T.S.
In the car t r a f f i c  survey 38% of motorists v is ite d  only one place, 9% 
two places, and 49% toured fo r  part or a l l  o f  the journey.
The freedom of route, and convenience o f door to door t ra v e l ,  are 
important determinants of holiday motoring. This is  fu r th e r  encouraged 
because the range of destinations and holidays offered by the commer­
c ia l tour operators do not include large areas of the Continent.
Hence the popularity of France, as a major destination of holiday  
motoring, a l l ie d  to i ts  proximity.
The B r it ish  Rail a t t i tu d e  survey found that 85% of m otorists, who had 
not been abroad with th e ir  cars, normally took th e ir  cars when on h o l i ­
day in Great B r i ta in .  The most common reason fo r  not taking th e ir  
car on holiday, given by 34% o f those who did not, was in fa c t  not 
taking a holiday a t  a l l ,  while 17% had acquired th e ir  car since taking 
th e ir  la s t  holiday in Great B r i ta in .  The d is tr ib u t io n  of reasons fo r  
taking the car on holiday compares closely with Table 119, based on 
American t r ip  data, which emphasised a v a i la b i l i t y  and price as the 
most important determinants o f holiday motoring.
Table IV12 Reasons fo r Taking a Car on Holiday in Great B r ita in
Reason %
Convenience 77
More Economical 44
East of Movement a t  Destination 36
Independence 27
Freedom to Stop on Route 23
Carry More Luggage 20
Enjoy Driving= 2
To Tow Caravan 2
Others 3
Source: B r it ish  Rail Shipping and In ternational Services D iv is ion ,
The A tt itude  of B r i t ish  Mo to r is ts  Towards Taking a Car on 
Hoiiday, 1971. '
Note: Percentages add up to more than 100 due to m ultip le  responses
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In a l l  areas of the country the convenience of having the car on 
holiday was the most important reason fo r  taking i t .  Families with  
children were more concerned with the economy (52%), than fami­
l ie s  without ch ildren. There was l i t t l e  var ia t ion  in the reasons 
given by age group.
In a l l ,  42% said that having a car with them on holiday was essen tia l,  
and a fu rthe r  33% regarded i t  as very important. This did not vary 
greatly  by age of respondents, but was considered essential by 
fam ilies  with children (45%), more strongly than by fam ilies  without 
children (40%).
For fam ily t ra v e l ,  the car acts as a second home, and forms a protec­
t ive  shell fo r  the travel group, and maintains family un ity . Many 
35studies of recreational motoring have indicated the reluctance of 
people to stray fa r  from th e ir  vehicles. Motorists holidaying with  
children emphasised that having time with th e ir  fam ilies  was an 
important part of th e ir  holiday.
F o rty - f iv e  per cent of respondents stated that they had given some 
thought to taking th e ir  cars abroad, but less than 35% of respond­
ents from the Midlands, the North East, and Scotland, and in the 
over 55 age group had considered the p o s s ib i l i ty .  The reasons fo r  
not taking or considering a holiday abroad are detailed  in Table 
IV13. Almost one th ird  o f those who had not considered having a 
motoring holiday abroad, ju s t  did not wish to go abroad. This 
proportion increased with age and was higher among fam ilies  
without children.
The most important of the reasons fo r  not taking a car abroad were 
expense and the burden of young ch ild ren , although fam ilies  with  
children had indicated a greater desire to travel abroad. Regionally, 
expense was re lated to distance from the Channel ports, and motorail 
services were unanimously labelled  too expensive. Both these 
factors were much less important among the oldest age group, but 
then the physical problems of long distance motoring were considered 
more of a problem. Half of respondents said nothing worried them 
about the prospect o f driv ing abroad. This proportion increased 
s l ig h t ly  with age but varied l i t t l e  fo r  fam ily groups with or w ithout  
children.
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Table IV 13. Reasons For Not Taking/Considering A Motoring Holiday Abroad.
Not Taking A Motoring Holiday Abroad %.
Reasons Total
17-34
Age
35-54 55+
Families 
Without With 
Child11* Child"*
Expense. 34 38 37 7 25 46
Young Children. 22 28 21 3 4 39
Prefer to stay in B r i t  *11 7 15 7 10 12
Travel Sickness. 8 - 10 27 6 9
Too much driv ing. 8 5 9 17 I I 5
Worried about breakdowns.7 
Prefer to f l y  and
10 6 7 10 5
u- 5 hire car. 5 6 7 7 4
Worried about accidents. 5 8 3 3 3 2
Business t ie s .  5 
Car o ld , or recently
5 6 3 5 5
4acquired.
Complicated booking
10 7 2
procedure. ^ 3 3 3 3 3
Family t ie s .  3 I 4 10 6 I
"Never got round to i t " .  3 3 I 10 5 I
Other* 20 13 22 33 23 17
Total Responses 138 136 143 137 130 151
Source : B r it ish  Rail Shipping and In ternational Services D iv is io n ,
The Attitudes of B rit ish  Motorists Towards Taking A Car on 
Holiday, 19 71.
Notes : I .  "Other" includes: Worries about language, insurance, accommodation, 
pets, p o l i t ic a l  unrest, foreign d r ivers , food and hygiene. 
D is a b i l i ty  and i l l  hea lth , too o ld , too lazy , unable to get 
booking, would never take car, sea crossing too long.
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Table IV 13. Reasons For Not Taking/Consider ing A Motoring Holiday Abroad.
Not Considering A Motoring Holiday Abroad %
Reasons Total Age Families
17-34 35-54 55+ Without With
Child"' Child"-
No wish to go abroad 33 26 30 52 41 25
Expense. 26 33 29 8 15 32
Too much driv ing. 26 27 27 22 27 24
Young chi 1dren. 15 25 15 - - 33
Worried about accidents . 8 7 8 8 10 6
Worried about breakdowns 7 
Prefer to f l y  and hire
6 9 3 6 9
car.
Prfer to see B rita in
5 6 3 8 10
f  i rs t . 5 5 6 3 6 4
Too fa r . 4 5 3 3 3 5
Travel sickness. 3 2 5 3 I 6
Insurance. 2 2 2 3 2 3
Family t ie s . 2 I 4 2 3 I
Language. 2 3 3 - 2 3
Too old or disabled. 
Worried about
2 I 8 8 4
Accommodation. 2 2 2 ■ -
- I
Other. * 12 8 16 10 10 12
Total responses 154 158 163 133 144 168
Source : B rit ish  Rail Shipping and In ternational Services D iv is io n ,
The Attitudes o f  B rit ish  Motorists Towards Taking A Car on 
Holiday, 19 71.
Notes : I .  "Other" includes: Food d is l ik e d ,  too much planning, pets ,  
business t ie s ,  inconvenient, would never take a car ,  s t i l l  
learning to d r ive , p re fer  cru is ing, t r a f f i c  congestion, driv ing  
worries generally , not thought of i t ,  hygiene, holidays f u l ly  
committed elsewhere.
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Expense i s ,  however, the most important de terren t,  and must presumably 
be conceived in terms of absolute cost and not in re la t ion  to the costs 
of other modes of travel and transport. Deta ils  of the aspects o f  
expense which most deterred holidaymakers were not, however, given, but 
when questioning the opinions o f the cost of t ra v e l l in g  by car f e r r y ,  
the general opinions o f the level of fe rry  charges were not favourable.
The B rit ish  overseas holiday motorist does not fear  accidents, but 
among foreign motoring v is i to r s ,  the problems of safety and adapting 
to the B rit ish  road conditions are considered a major problem, 
p a r t ic u la r ly  the change to le ft-hand  driv ing . I t  was s ig n if ic a n t  
to note in the B rit ish  Rail survey of Belgium motorists tha t 38% 
considered t r a f f i c  congestion a major problem.
There are almost 63 vehicles per mile in Great B r i ta in ,  compared 
with 39 vehicles per mile of road in Belgium. The promotion of 
motoring holidays and i t in e ra r ie s  must take account of seasonal and 
regional peak t r a f f i c  flows, fo r  the experience o f holiday motoring 
is fed back to other potentia l t ra v e l le rs .  As w i l l  be noted la te r  in 
this section, word-of-mouth communication is probably the most 
important source o f information fo r  this mode o f holiday t ra v e l .
As many as 36% of respondents from the Midlands said they would never 
take a car abroad. The average of a l l  respondents was 29% (Table 
IV 14), and this increased with age, and was notably higher among 
fam ilies without children. The presence of very young children in  
the family deterred a large proportion of fam ilies  with children.  
Improvements in income and reductions in costs were the ch ie f  
requirements before a motoring holiday would be taken abroad. This 
p a r t ic u la r ly  applied to the younger age groups and fam ilies without 
children. The r e l i a b i l i t y  of the car was an important consideration  
and 10% said they would go when arrangements could be made more e a s ily .
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Despite the concern with expense i t  was found during the group d is ­
cussions, p a r t ic u la r ly  among Scottish respondents, for whom distance  
to the Channel ports is a major constraint on t r a v e l , tha t the ideal 
way to travel abroad would be to f l y  and have a car on a r r iv a l .
Sampling the opinions of those who had taken th e ir  cars abroad, 
revealed that the main reasons fo r  so doing were that i t  was cheaper 
and more convenient, and that the inclusion of children in the travel 
party was no p a r t ic u la r  problem. Respondents, by th e ir  re p l ie s ,  
emphasised that as a group they were highly committed to motor t ra v e l .
In the main, the reasons drivers took th e ir  cars to the Continent 
were essen tia lly  opposite to the reasons which dissuaded people 
from taking th e ir  cars abroad, although th is  conclusion must be 
re lated to the a b i l i t y  of these motorists to assess the re la t iv e  
costs of th e ir  travel in contrast to other modes of holiday travel  
abroad.
Table IV I4 Circumstances in Which a Motoring Holiday Abroad Would 
• be Taken by G.B. M otorists
Reasons Total
%
17-34
%
Age
35-54
%
55+
%
Families  
Without With 
Chldn. Chldn.
% %
None 29 18 26 64 40 18
When children older 19 26 19 2 1 37
When more money ava ilab le 18 24 19 4 13 23
When such holidays 
become cheaper 14 19 15 4 11 18
When own a newer car 10. 16 9 - 7 12
When seen a l l  of B r ita in 8 10 8 4 7 9
When i t  is easier to travel 7 9 7 6 6 8
When present t ies  permit 4 5 4 6 5 4
I f  wanted to tour 2 - 4 1 3 1
Other 15 16 16 11 19 9
Don't know/No Answer 2 2 1 2 1 2
Total Responses 128 145 126 104 113 139
Source: B r it ish  Rail Shipping and In ternational Services D iv is ion ,
The Attitudes of B r it ish  Moto r is ts  Towards Taking a Car 
on Holiday, T971 ’ " “
-394-
Notes. "Other" includes: When business so demanded, others to share
the d r iv in g , i f  in a hurry to get there , i f  a car was essen­
t ia l  , i f  everything else was on s t r ik e ,  when Channel Tunnel 
is b u i l t ,  when had more driv ing experience, when able to take 
longer holidays, and i f  knew someone l iv in g  abroad.
One of the most marked contrasts between the perceived problems of
taking a car abroad and the actual practice adopted by holiday
motorists, is the extent of holiday planning. The B r it ish  Rail 
37Attitude Survey discovered that taking a car abroad was thought 
to require long term planning. Forty-one per cent of respondents 
considered that a booking should be made a t  leas t  six months in 
advance. This was more pronounced fo r  fam ilies  with children (45%) 
than fam ilies  without children (34%). At the other end of the 
scale, only 5% thought i t  possible to make a reservation up to 
three weeks before the departure date. Almost o n e - f i f th  of a l l  
respondents did not know when a booking should be made.
35Both the B.N.T.S. and the B r it ish  Rail Accompanied Car T r a f f ic  Survey 
discovered, however, that holiday motorists leave both the discussion 
and booking of th e ir  travel comparatively la te .  F ifty-seven per cent 
of motoring holidays to the Continent were discussed in the six  
months p rio r to the journey, compared to 42% of a i r  package holidays 
to Europe and North A fr ic a .  B r it ish  Rail also found that 15% of 
motorists f i r s t  decided to take a car on the Continent less than one 
month before leaving, and a fu rthe r  45% only decided to travel between 
one and six months p r io r  to the date of departure.
The comparative spontaneity of holiday motoring is even more marked 
in terms of the booking o f t ra v e l .  (Table IV15). According to 
B rit ish  R a il ,  70% of holiday motorists t ra v e l l in g  between June and 
September booked th e ir  fe r ry  crossing from April onwards. The 
B.N.T.S. found th is  proportion to be much lower, although the per­
centage of motorists not booking or not answering the question was 
s ig n if ic a n t ly  higher. The contrast with the pattern o f booking 
package holidays is very marked. I t  would be more helpful i f  the 
B.N.T.S. separated the "none booked" and "don't know" responses, as 
the former category is a negative rep ly , but with important planning 
consequences fo r the c a r - fe r ry  operators, whose services are so 
seasonally peaked.
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Table IV15 Date of Booking o f Travel or Package Holiday.
6.B. Holidays Abroad
When Booked All Abroad 
Hoiidays
Motorists  
Continent 
1 2
Ireland
Air  Package 
Europe and N. 
Africa
Previous Year 23 4 2 6 34
January 16 11 9 15 23
February 12 9 8 13 16
March 8 12 9 6 8
April-June 17 27 42 21 12
July-Sept. 9 11 25 15 4
None Booked D/K. 9 14 5 17 2
Source: B.T.A. B rit ish  National Travel Survey, 1970
1. B.N.T.S. 2. B.R. Accompanied Car T ra f f ic  Survey
In addition to the lim ited  travel planning, whereas the average
proportion o f holidays where no accommodation was booked was 31%,
fo r  motor travel to the Continent the equivalent f igure  was 69%.
The B.N.T.S. also found that only 21% of accommodation on motoring
holidays was paid fo r  in advance. These conclusions are supported
39by the Survey o f B r it ish  Motorists in France. Two-thirds of 
drivers booked none o f th e ir  accommodation in advance, and a t  the 
other extreme 6% booked a motoring package holiday. The remaining 
drivers booked some (13%) or a l l  (16%) th e ir  accommodation in 
advance.
40In contrast, the B.T.A. Survey of Overseas M otoris ts , 1969 found 
that 28% had booked a l l  of th e ir  accommodation before a r r iv a l  in 
Great B r i ta in .  This must be party re la ted  to the lower level of  
u t i l is a t io n  of s e lf -ca te r in g  accommodation p a r t ic u la r ly  camping and 
caravanning by motoring v is i to rs  to th is  country. But as noted 
e a r l ie r ,  overseas motorists are even less l ik e ly  to book th e ir  t ra v e l .  
Twenty-five per cent of German motorists did not book th e ir  car fe r ry  
crossing and only 12% booked th e ir  travel more than three months in 
advance.
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The importance of f l e x i b i l i t y  and freedom of travel by private  car,  
noted by Lansing and Blood, is therefore carried over into the use 
of re lated services, by holiday motorists. This obviously poses 
problems fo r  those operators attempting!to organise motoring package 
holidays.
In the B.N.T.S. only 10% of motoring holidaymakers t ra v e l l in g  abroad 
indicated that they had ever considered taking a package holiday. 
Motoring holidaymakers supplied the most reasons fo r  not t ra v e l l in g  
on inc lus ive-tours . By fa r  the most important fac to r  was a fee ling  
of being too organised followed by enjoyment of camping and a p re f­
erence fo r travel by private  car. The independence of holiday motor­
ing was by fa r  the greatest inducement to t ra v e l .  I t  is unfortunate  
that the desire fo r  f l e x i b i l i t y  and independence of travel is set 
against an extremely seasonally concentrated demand. The potential 
fo r the spreading of t r a f f i c  peaks is o f fs e t  fo r  travel from B r ita in  
by the valuation of the mode as a basis fo r  fam ily t ra v e l ,  and is 
therefore t ied  to school holidays.
i
One of the major opinions voiced in the group discussions conducted
41in the B r it ish  Rail A tt itude  survey was tha t among the organisa­
tional d i f f i c u l t i e s  of taking a car abroad, by fa r  the main obstacle  
was the perceived complications of fe r ry  booking. P a r t ic u la r ly  the 
need to act through th ird  part ies . The general fee ling  was that  
more people would motor abroad i f  they could drive s tra ig h t  to the 
fe r ry  port, and be certa in  of carriage.
Freedom of travel is therefore valued very h ighly. This places the 
fe r ry  operators in a very d i f f i c u l t  position . The very marked t r a f f i c  
peaks resulted in chaos around Dover over the main travel week-end 
during the summer of 1972 exacerbated by physical re s tr ic t io n s  on 
services. But the major problem was the number of motorists who had 
not booked th e ir  travel to the Continent.
The overwhelming requirement of an annual holiday noted by B r i t is h  
R a il ,  was re laxation . This desire can only seem to be achieved by 
taking a package holiday which requires a l i t t l e  organisational 
e f fo r t  p rior to departure, or independent t r a v e l , provided the
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organisational needs can be kept to the minimum, to o f fs e t  the 
stresses and strains of long-distance motoring.
I f  the Channel Tunnel can provide the frequency o f service a t  peak 
periods which can accommodate the travel demand,without waiting,then  
i t  should not only d iv e r t  a major share of the fe r ry  operators 
carriage, but also provide an added stimulus to t ra v e l .  This w i l l ,  
however, be a t  the expense of a continued seasonal concentration of  
t r a v e l .
In addition to frequency of service the price s e n s it iv i ty  of the h o l i ­
day motoring travel market w i l l  also determine the scale of t r a f f i c  
diversion from the fe r r ie s ,  and consequently the p r o f i t a b i l i t y  of  
the Tunnel. I f  the fe r ry  services seek to remain competitive by 
undercutting the Tunnel fare  then in an extremely price sensitive  
market, the time savings, and frequency of services offered by the 
Tunnel may not generate s u f f ic ie n t  t r a f f ic .w i t h o u t  a comparable fare  
reduction.
The fu rth e r  escalation of travel costs due to petrol price rises  
must increase the fare  s e n s i t iv i ty ,  and throw doubts on the a b i l i t y  
of the Tunnel to a t t r a c t  the predicted 75% of the overseas holiday 
motoring travel market. This discussion is developed in Chapter V I I .
Information
Travel surveys seeks to determine the sources of information used to
plan the holiday, and newspaper and magazine readership, in order to
plan advertis ing and promotion. The B.N.T.S. neglects, however, to
include in the sources of information, the factors considered most
43important in the Survey of B r it ish  Motorists in France. Personal 
experience (60%) was the most in f lu e n t ia l  source of inform ation, and 
th is  is consistent with the extensive 'repeat v is i t in g '  noted e a r l ie r .  
Sim ilar in nature to personal experience are two other sources - 
fr iends ' advice (33%) and an in v i ta t io n  from friends or re la t iv e s  (14%). 
Guide travel books (26%) were of some importance as were newspapers 
and magazines (10%). National Tourist Offices (12%) were mentioned by 
more drivers than were travel agents (7%), but together with press 
advertis ing (3%) and f i lm  or T.V. advertis ing (2%) were o f much less 
importance than personal experience and word of mouth. This is  to be
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expected as motoring holidays are only sold as an id e n t i f ia b le  
product on a small scale.
The B r it ish  Rail a t t i tu d e  survey found that one-third of a l l  
respondents had not discussed the idea of a motoring holiday  
abroad with anyone, nor had they read about i t .  However, 36% 
said they had discussed the idea, with fr ien d s , and 29% with 
re la t iv e s .  This was most common in the South East and re f le c ts  
the fa c t  that a very large proportion of those who have taken 
cars abroad l iv e  in th is  region. The decision to take a motoring 
holiday abroad, and the choice of routes and destinations, is 
therefore heavily influenced by the perceptions of previous 
experience, both d ire c t ly  and in d ire c t ly .
B rit ish  Rail discovered that the number and range of destinations  
ava ilab le  on car fe r r ie s  was conservatively estimated. By fa r  the 
greatest proportion of respondents could not make any estimate  
of the ava ilab le  number of routes, 15% thought there were only 
three routes, and as many as 10% thought there were only two routes. 
In p a rt ic u la r  there was very l i t t l e  knowledge of the longer distance  
routes, fo r  example from the east coast to Scandinavia and Germany. 
The level of knowledge also varied reg ionally  in re la t io n  to the 
ports of departure.. Twenty-three per cent of respondents had no 
idea of the number of routes to Ire lan d , but th is  proportion varied  
from 6% in Scotland to cne-th ird  o f the respondents l iv in g  in the 
Midlands.
The perceptions o f the possible range o f  departures and consequently 
destinations was therefore very low. Thus despite being in the 
holiday motoring travel market the level of knowledge of c a r - fe r ry  
services was very poor. Whether th is  can be improved dramaticalTy  
by advertis ing is problematic in view of the dependence on advice 
from friends or re la t iv e s .
The level of knowledge and appreciation of fe r ry  services w i l l  
obviously be of increasing concern to the car fe r ry  operators as the 
date fo r completion of the proposed Channel Tunnel draws near. The 
reaction of motorists to t ra v e l l in g  under the Channel cannot be
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accurately assessed but i t  seems certain that a s ig n if ic a n t  proportion
of motorists w i l l  continue to pre fer  the surface routes p a r t ic u la r ly
as fare levels are l ia b le  to be lower. This proportion may be as high
44as the 28% of respondents to the B r it ish  Rail Survey of German 
motoring v is ito rs  who considered the fe rry  crossing an enjoyable part  
of th e ir  journey.
Conclusion.
A tt itu d in a l and motivational data can therefore provide additional 
information to ass ist the forecasting o f  fu ture  t r a f f i c  demand, 
based on the extrapolation of h is to r ic  trends or econometric analysis.  
Behavioural data can be obtained by including a t t i tu d in a l  scales in  
questionnaires, and these can be processe in the same way as 
objective data. Conversely, the coe ff ic ien ts  of some econometric 
models may be in terp re ted  in behavioural or sociological terms. 
However, attempts to reduce the choice of a mode of transport to 
a process o f  ca lcu la t io n , the equivalent o f a cost-benefit  ana lys is ,  
made r a t io n a l ly ,  by the motorist is equally u n re a lis t ic .  Decisions 
are made in d iv id u a lly  and are very d i f f i c u l t  to sum c o l le c t iv e ly ,  
p a r t ic u la r ly  in view of the in d iv id u a l i ty  o f sources of information.
In add ition , decision making is not a single ac t ,  and in the case of  
the private  car is determined by the needs of the whole trave l party. 
The decisions on the nature o f the holiday are a complex process 
in which a number o f elementary choices are made, (or have been made 
in the past because the experience is being repeated). During th is  
process, the information ava ilab le  and the preferences o f the 
decision maker(s) may change a t each stage.
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Chapter V
The Impact o f Holiday Motoring
V i .  The Economics of Holiday Travel by Private  Car
V i i .  Holiday Motoring and Tourist Accommodation
V i .  The Economics o f  Holiday Travel by P r iv a te  Car
In th is  section, the trends in expenditure of motoring holidaymakers 
and a i r  package holidaymakers are examined, and the implications fo r  
the national economy and the growth of the travel market assessed 
in re la t io n  to in ternationa l economic trends.
Expenditure Trends
The B r it ish  National Travel Survey 1970^, revealed tha t average 
expenditure per head on a l l  holidays abroad rose sharply from £68 in 
1969 to £80 in 1970. The average expenditure per party increased 
from £139 to £161. Part o f th is  increase can be re la ted  to increases 
in prices but some of i t  was undoubtedly due to the easing of currency 
re s tr ic t io n s .
The average increase.in  r e ta i l  prices in 1969-70 was 6.4%. Expenditure 
on a i r  package holidays abroad increased from £145 to £167 (15.2%) per 
party , and from £71 to £88 (19.3%) per person. For motoring holidays 
to the Continent, the increase in expenditure was from £137 to £157 (14.5%) 
per party , and from £53 to £60 (13.2%) per person.
During the same period, the amount spent per head on the basic cost 
of the a i r  package holiday to Europe only increased from £48 to £51 (6.2%). 
The average expenditure per person on fares and petrol increased from 
£16 to £17 but from £41 to £53 (29.3%) per expenditure party. In 1969 
the average.expenditure per person on fares and petrol was divided by 
the expenditure party and.not the average size o f the t ra v e l l in g  party as 
in 1970. I f  the 1969 figures are -re -ca lcu la ted  on th is  basis th is  raises  
the increase in t ra v e l l in g  costs per person from £11 to £17 (54.5%).
The increase in expenditure on package holidays was therefore on 
non-essential items such as food, drink and entertainments, but fo r  
those t ra v e l l in g  by private  car i t  was the increase in basic t ra v e l l in g  
costs which formed the most important element of the to ta l  increase  
in expenditure. Travel costs were on average one th ird  of to ta l  
holiday motoring.expenditure per holiday.
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Holiday motorists therefore tend to spend less per person than 
a i r  package holidaymakers but i t  must be emphasised tha t th e i r 's  is  
a la rger expenditure party , and includes a greater number of dependent 
children. For a l l  holidays abroad the average expenditure per person 
( group size 2 .7 )  in 1970 was £65 among households holidaying with  
children but £92 (group size 1 .7 ) among households holidaying without 
children. ;
The average number of adults paid fo r  on a motoring holiday to the 
Continent was 2 .0 ,  and 1.7 on an a i r  package holiday to Europe and 
North A fr ic a .  Average adult expenditure was therefore £79 on motoring 
holidays and £98 on a i r  package holidays, a much smaller d ifference  
than between average per capita expenditure.
The advantage of holiday motoring is that the costs of the journey
can be adjusted to s u i t  indiv idual pockets, by varying the size of
the travel party , the length of the journey, and the time spent abroad.
I t  is noticeable tha t 14% of a l l  holidays by private  car involved an 
average party expenditure of less than £59 in contrast to only 5% of  
a l l  a i r  package holidays to Europe and North A fr ica .
Variations in the Costs of D if fe re n t  Modes of Transport and Travel
. -  Arrangement
Studies of domestic holiday motoring have emphasised th a t  i t  is
" economic for most holidaymakers point of view to come by car, and
2the price changes needed to a l t e r  th is  are very large". For 
Continental travel the s ituation  is very d i f fe re n t .
The to ta l costs of holidays abroad from Great B r ita in  have been 
reduced s ig n if ic a n t ly  by the development o f a i r  in c lu s ive -to u r  
holidays, resu lting  in a rapid expansion o f demand. Nevertheless 
motoring holidays abroad have continued to expand despite the fa c t  
that the running costs of private  cars have advanced rap id ly .
(Tablel 8 ) ,  and fe r ry  charges increased by 50% between 1970 and
1973. In real terms between 1971 and 1973 fares have risen by about 10%.
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In th is  s itu a tion  i t  is important to compare the re la t iv e  costs of 
d i f fe re n t  combinations of motoring and package tour travel in order
to fu r th e r  understand the complexity of the holiday trave l market.
This w i l l  enable the future impact of economic trends on the travel  
demand in various segments of the market to be assessed more 
accurately.
In Chapter IV part vi the cost o f motoring holidays abroad was found
to constitute  a major constraint on demand. The perceived high costs
o f motoring holidays abroad are a l l ie d  to the l i fe -c y c le ,  stage of 
respondents. Those who can obtain the greatest value from motoring 
holidays are fam ily  groups including children^ but a t  th is  stage of the 
l i f e - c y c le ,  income is committed to essential purchases.
In contrast to inc lus ive -tour t ra v e l ,  the travel and accommodation 
costs of motoring journeys are not .known accurately before the 
journey is commenced. Costs vary g rea t ly  according to: des tina t io n ,  
the party s iz e ,  the fe r ry  service chosen, the size and fuel 
consumption of the veh ic le , the to ta l  mileage and the choice of  
accommodation. I t  is not suprising, tha t with a l l  these complicated 
factors to consider, in addition to such matters as: route planning, 
insurance, e tc ,  tha t p r io r  experience of foreign t r a v e l , holiday  
motoring, and information from experienced t ra v e l le r s ,  forms such an 
important part in the decision to take a motoring holiday abroad.
The need to accurately cost the holiday, p r io r  to t r a v e l ,  must deter
many potentia l holiday motorists with l im ited  disposable income, and
3
fo r  th is  reason, the Automobile Association has sought to provide  
estimates of to ta l  holiday costs to a wide var ie ty  o f destinations.  
These estimates can only provide rough guidelines fo r  po ten tia l holiday  
motorists, who must also make allowances fo r  varying exchange ra te s ,  
and fluctuations in prices throughout the countries of Western Europe.
Should these conditions o f  uncertainty continue, espec ia lly  the 
f lo ta t io n  o f  the pound, then the e f fo r ts  o f the car fe r ry  operators 
to encourage e a r l ie r  booking may meet with fa i lu r e .  One o f the great  
advantages of private  motoring holidays is tha t there is no f irm
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commitment to t ra v e l ,  and travel decisions can be a lte red  eas ily  to 
su it  travel expenditure. The holiday motorist is therefore well suited  
to ' in s ta n t  t r a v e l1 promotion.
Before comparing average motoring and package holiday costs, i t  is
in te res ting  to note the estimates o f standing and running costs made
by the Automobile Association in May 1972^, (Table V i ) .  In Chapter 
I I  v, the perceived costs of motoring were investigated, and i t  was 
noted th a t  running costs were only assessed as petrol costs. In the 
A.A. estimate of holiday travel costs, only these costs are added to 
the cross-Channel fe rry  fares.
The fuel costs of a 2228 mile round t r ip  to Beni dorm in Spain a t B r it ish  
and French petrol prices, 1972,would have been between £26.80 to £30.26 
fo r  a small car (1000 -  1500 cc ) ,  £31.88 to £36.19 fo r  a medium car 
(1501 -  2000 cc) and £42.46 to £48.14 fo r  a large vehicle up to 3000 cc.
The lower estimate based on B r it ish  petrol prices is most r e a l is t i c ,  
because i t  balances the higher French and lower Spanish petrol prices. 
Using the A.A. estimates the to ta l  running costs of the journey fo r  a 
medium sized car would be between £58 and £62 and adding the standing
charges, between £143 and £147.
The holiday costs to Benidorm in Table V 2. are based on an average 
petrol cost o f  35p per ga llon , and fuel consumption of 35 m .p .g . ,  
producing a to ta l  round t r ip  cost o f £24 fo r  a car up to 1500 cc. I f  
the to ta l running costs of the car are considered, however, continental 
travel costs are more than doubled. The average cost of fam ily  holidays  
in hotels is then increased from £207 to £231 and fo r  completely 
se lf -ca te r in g  camping holidays from £121 to £145. Family camping 
holidays then approach the costs of package holidays and are notably  
higher than package holidays fo r  parties o f two adults.
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Table V i .  Estimated Standing & Running Costs o f a B r it ish  Medium Sized
..............  ' .......... C a r T l W - 700't)ccT 1972.............. ... ....
Standing Charges, pence per mile Running Costs, pence per mile
-  10,000 miles.
Car Licence 0.250 P e tro l9 1. Premium 37p/gall 1.431
Insurance 0.907 2. Premium 42p/gall 1.623
Driving Licence 0.003 Oil 0.089
Depreciation 1.529 Tyres^ 0.136
In te re s t  on capital 0.612 Servicing0 0.183
Garage 0.520 Repairs & Replacement^ 0.762
Total 3.821 Total + 1 2.601
+ 2 2.793
Grand T o ta l ,  10,000 miles + 1■= 6.422 + 2 = 6.614
Source: Automobile Association, Schedule o f  Estimated Running Costs,
. _ _  May, 1972
Note: a For every pence per g a l l ,  more or less add 0.038
b Estimated tyre l i f e  o f  20,000 miles
c General servicing as recommended by manufacturers
d Estimated as a basis o f to ta l  cost o f  re p a irs ,  replacements,
and renovations over 80,000 miles of l i f e ,  a t  labour charge 
of £2.50 per hour.
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Table V 2. Average Costs of Motoring Travel and A ir  Package Holidays to
Destinations in Western Europe. 1972
( Total Length o f  Motoring holiday 15 days. 14 nights a t Tour Centre)
Destination  
and mileage 
each way
Motoring Holidays £ A ir  Package Holiday £ 
Hotel Accommodation Camping only July 7 -  Sept 3
A
Minimum/Average
B
Mi n/Avge
A B A B
Beni dorm 
(1114)
156/207 97/125 121 101 1871 
2181 
2031 
3011
961
1121
1041
1541
San Remo  ^
(811)
201/268 117/162 95 85
Venice
(835)
200/252 122/149 95 85
Athens
(2038)
182/273 122/169 119 109
Interlaken
(506)
195/285 112/169 88 78 284 158
Source: Automobile Association , Abroad with Your Car, A.A. London, 1973.
1. Clarksons, Summer Holidays, 1972.
2. B.E.A. Sovereign Holidays, Summer Holidays, 1972.
Note: A = 2 adults and 2 children. B = 2 adults only.
3. Package holiday prices fo r  San Remo are taken from the 
Clarkson's brochure for Diana Marina.
In contrast to package holidays the costs o f motoring holidays do not 
vary greatly  in re la tion  to the date of the journey. Car fe rry  fares 
are higher a t  peak times and in the peak months, but the differences in  
to ta l holiday costs are small compared with package holiday prices.
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Consequently there is only a l im ited  price incentive to travel  
outside the peak summer period, p a r t ic u la r ly  fo r  s e lf -c a te r in g  holidays.
The A.A. average cost estimates fo r  1972 in Table V2, are based o n 4 
e ith e r  a family of four or two adults only, t ra v e l l in g  on the short 
sea routes, without a caravan, in a car up to 12 ft  6in long, and 
staying a t two s ta r  hotel accommodation. Accommodation costs are 
based on minimum and average estimates, and the length of stay abroad 
is 15 days. No account is  taken of the travel and accommodation costs 
in Great B r i ta in ,  or touring trave l en route, or a t  the destination .
The former costs are also borne by package tour holidaymakers, but 
the l a t t e r  are an essential ingredient of a motoring holiday.
Service charges and accommodation taxes applicable in Belgium,
Yugoslavia and Germany are not included in the estimates.
Travel cost estimates on the Continent are based on petrol costs and 
road to l ls  fo r  vehicles with an average fuel consumption o f 35 miles 
per gallon. Petrol costs however vary sub stan tia l ly  in Western 
Europe. For premium petrol the average price in the U.K. in 1972 
was 37p per gallon . In I t a ly  i t  was 48p, in France 42p, and in West 
Germany, 36p. Holiday motorists are subsidised in I t a ly .  Petrol 
coupons reduce the cost of premium petrol to U.K. leve ls . Insurance 
is not included in the to ta l  travel cost estimates. An In ternationa l  
Insurance C e r t i f ic a te  and A.A. 5 Star Travel can add between £10 to 
£15 to journey costs.
Journey costs are notably increased i f  motorail services are u t i l is e d .  
For example, the cost o f the journey to San Remo would be about £65 
one way with two overnight stops. The journey would take about twenty- 
four hours using the car-sleeper from Paris to Nice, but would cost,  
sing le , about £80.
i
I t  is c lear from Table V2 tha t Spain, despite the greater distance 
to be t ra v e l le d ,  is most l ik e ly  to be the cheapest holiday because o f  
the lower prices o f food and accommodation. The reverse applies to 
Scandinavian holidays. I f  costs are based on overland routes, which 
are cheaper than car fe r r ie s  across the North Sea, the minimum price
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of a family holiday to Stockholm in 1972 would have been £262 and 
the average £353.
The costs o f camping holidays in the table are the minimum fo r  wJiich 
the motoring holiday could be undertaken. They are based on £10 fo r  
camp s i te  fees and food costs of £35 fo r  the family group and £25 
fo r  the adult only party. No account is taken of the i n i t i a l  purchase 
costs of the camping equipment. For a two week holiday the rent of 
a ten t could add a fu r th e r  £6 -  £8 to the to ta l cost o f the holiday. 
Total travel costs are approximately equivalent to s e lf -c a te r in g  
camping costs fo r  fam ily  holidays. To the basic camping costs, 
a fu rth e r  £20 can be added fo r  the trans-shipment of a small caravan, 
Dover -  Ca la is , both ways, and additional travel costs resu lt ing  from 
the lower mileage per gallon achieved.
Motor inc lusive-tours  are the most expensive method of holiday  
motoring. Total driv ing time and costs are reduced fo r  example by 
taking the Southampton to Bilbao fe r r y ,  with meals and accommodation 
included both en route and a t  the destination , together with A.A.
5 Star Insurance. But to ta l  costs fo r  a holiday fo r  two adults 
t ra v e l l in g  by Cooks' tour operators to Beni dorm, would be between 
£128 to £166 depending upon the type of hotel chosen. .For four  
adults sharing the same car, costs would be between £200 and £280. On 
top of th is  must be added approximately £10 fo r  petrol costs over 
the 1,000 mile round t r ip  route in Spain.
Package tour operators have sought to encourage fam ily trave l by 
offe ring  up to 50% discounts fo r  travel in the shoulder months, 
for children aged between 2 to 12, who do not necessarily have to 
share th e i r  parents room. Children under 2 may also trave l f re e .  
Clarksons emphasise that the 1944 Education Act permits taking  
children away from school fo r  up to two weeks during the school yea r ,  
in addition to th e ir  normal holidays. During the peak trave l periods, 
however, there is only a 10% reduction fo r  children, and only in the 
ra t io  o f  one ch ild  per two adults. A second child  must therefore  
travel f u l l  fa re ,  and up to 25% of the accommodation and catering  
costs are charged fo r  children under two years old.
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Comparing fam ily holidays in hotel accommodation in Table V2, 
a i r  package holidays to resorts in I t a l y  and Spain are cheaper than 
the average costs o f motoring holidays, but dearer to the more d is tan t  
(Athens) and more exclusive ( In te r laken ) destinations. This >  
d i f fe r e n t ia l  is  less marked in to ta l  cost terms fo r  groups of two 
adults only. Camping holidays by car are substan tia lly  cheaper 
than minimum hotel costs and 50% or more lower than family package 
holidays, in p a r t ic u la r  to Athens and In terlaken . There is  
less to ta l cost incentive to take a motoring-camping holiday fo r  
the two adult p art ies .
These cost estimates indicate why holiday motoring is favoured
most strongly by fam ily groups with ch ild ren , and why 29% of motorists
5interviewed in the B r it ish  R a i l ,  Accompanied Car T r a f f ic  Survey 1969 
were camping a t th e ir  destination. The B.N.T.S. estimated in 1970 
that one and two person expenditure parties  formed 25% and 35% of  
motoring holidays to the Continent, but 37% and 47% of a i r  package 
holidays.
Comparing three resorts; San Remo, In te rlaken , and Athens, with a 
s im ila r  average cost fo r  motoring holidays fo r  groups A and B, the 
proportion of travel costs to to ta l costs can be estimated. For 
family motoring holidays th is  varied from; 15% to In te r lake n , 19% 
to San Remo and 26% to Athens and fo r  motoring holidays fo r  two 
adults from; 21% to In te rlaken , 27% to San Remo and 39% to Athens. 
These variations are not simply the re s u lt  o f distance but the 
contrasting costs o f accommodation and catering at various centres in 
Europe.
In Chapter I Table 1 8  i t  was noted that the running costs o f motor 
vehicles were r is ing  much more rap id ly  than vehicle purchase, and 
to ta l consumer expenditure on a l l  goods and services. To date, th is  
seems to have had no s ig n if ic a n t  e f fe c t  on the growth o f cross-Channel 
fe r ry  t r a f f i c ,  but there may be l im its  beyond which the high running 
cost of cars over long distances becomes unacceptable. This w i l l  
la rge ly  depend upon trends in petrol prices, and the comparative costs 
of package holidays, fo r  a i r l in e s  are equally affected by increases
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in fuel c o s ts .
The e ffects  of r is in g  vehicle purchase costs are un like ly  to be any 
real de terren t,  because even i f  f ixed  costs are high, there is an 
important ra t io n a lis in g  mechanism in car ownership. Investment by the 
car owner has to be ju s t i f ie d  by the owner in his and other 's  eyes and 
the best possible ju s t i f ic a t io n  is frequent use.
Countries must continuously appraise th e ir  re la t iv e  costs to 
t ra v e l le rs  from the main to u r is t  generators in re la t io n  to the modes 
of transport, methods of travel arrangement and choice of accommodation. 
The lesser importance of fam ily  motoring holidays by overseas v is i to rs  
to B r ita in  fo r  example must be re lated  to the poorer f a c i l i t i e s ,  and 
general d is in c lin a t io n  to camp and caravan in Great B r i ta in .
The promotion of motoring holidays depends on the valuation of these 
holidaymakers' expenditure by National Tourist Boards. The greater  
the dependence on s e lf -c a te r in g  accommodation, the lower may be d ire c t  
economic impact (Chapter I I  i v . ) ,  although as noted e a r l i e r ,  the 
regional d is tr ib u t io n  of to u r is t  expenditure is p o te n t ia l ly  more 
widespread.
I t  is only comparatively recently  that the differences in the cost of  
l iv in g  in various countries have begun to f lu c tu a te  rap id ly . This 
has implications fo r  a l l  aspects of consumer purchase, and the 
e f fe c t  of re la t iv e  price changes has reinforced the importance of  
studying the re la t iv e  costs of d i f fe re n t  modes of holiday trave l and 
transport. These price trends e f fe c t  not only the indiv idual  
hoiidaymaker, but also the national economy.
The Effects of In ternational Economic Trends .
Travel and expenditure abroad by the residents of any country is a 
function of many factors both economic and non-economic. From an 
economic point o f view, to u r is t  expenditure is  a component of p rivate  
consumption expenditure and a re la tionsh ip  c le a r ly  exists  therefore  
between these two factors . Tourism is also a function of disposable
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incomes, and as may be expected from th is ,  there is some re la tionsh ip  
between per capita G.N.P. and expenditure on foreign t ra v e l .  Price  
and p a r i ty  movements w ith in  the to u r is t  generating country also have 
an e f fe c t  on the rate  of increase in to u r is t  expenditure abroad. These 
l a t t e r  two factors tend to produce e r r a t ic  changes in in te rnationa l  
travel and expenditure and, consequently, the long term income 
e la s t ic i t y  of in ternationa l travel is lower than short term e la s t ic i t y  
co e ff ic ien ts .
E la s t ic i ty  co e ff ic ien ts  were calculated by the O.E.C.D. using regression 
equations in logarithmic form based upon consumption expenditure 
and in ternational travel expenditure a t  current prices. Such 
equations mainly catch long-run e la s t ic i t y .  The c o e ff ic ie n ts ,  1960- 
1968, were France 2 .5 ,  Belgium 2 .0 ,  I t a ly  and The Netherlands 1 .7 ,
Germany 1 .6 ,  United Kingdom 1.5 and the United States 1 .1 . These 
figures suggest tha t e la s t ic i t ie s  are of s im ila r  value among European 
countries, with the exception of France, where the results may have 
been influenced by the reduction of currency res tr ic t io n s  around 1960.
Comparing expenditure on in ternationa l tourism and the propensity to 
t r a v e l , is  fraught with danger. The figures exclude in te rn ationa l fare  
payments, thus understating expenditure by residents of countries fo r  
whom international travel involves long distance journeys. Geographical 
factors also permit the residents o f c e n tra l ly  placed states to 
travel abroad more eas ily  and a t  less expense. Thus, although 
expenditure per capita on in ternationa l tourism is higher in w ea lth ie r  
than poorer countries, th is re lationship  is  not consistent and depends 
also on the supply and price of t ra v e l .
The influence o f price charges and variations in currency exchange 
rates have marked impact on the in ternationa l tourism industry. In 
a s itua tion  where tourism has become increasingly mobile, the choice 
between a holiday resort in the home country or abroad, the length of 
stay, and the form of holiday travel and accommodation chosen, are 
often d ictated by price considerations. Price competition has become 
more acute, and countries where the cost of l iv in g  is r is ing  
comparatively rap id ly  must make special e f fo rts  to compensate fo r
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th is  s itu a tio n . On the other hand a devaluation of currency can 
produce a competitive advantage to the country and discourage residents  
t ra v e l l in g  abroad, thus increasing the in flow , and reducing the outflow, 
of to u r is t  receipts. The reverse is true fo r  revaluation. A.S. Gerakis 
has shown that countries which devalued most, achieved the h ighest;  
percentage increase in to u r is t  receipts. The e la s t ic i t y  of to u r is t  
revenue with regard to price was found to be lower among remote countries  
with a small in f lu x  of foreign to u r is ts ,  such as Finland.
The e ffec ts  of devaluation take time to show themselves in to u r is t  
flows, but in s ix  years of currency turmoil triggered o f f  by the 1967 
devaluation o f the pound, B r i ta in 's  currency has a lte red  i t s  status 
dram atically . Retail prices in B r ita in  have risen 40% over the s ix  years 
to the beginning of 1973 and have continued to r ise  rap id ly . For 
holidays abroad, i t  is necessary to pay not only th e ir  price increase, 
but also the cost of buying th e ir  revalued currency. In February 
1967 £1 equalled $2.79, F r . 13.82, DM 11.10 and Yen 1013. Six years 
l a te r  the value of the £1 had fa l le n  to $2.46, F r .11 .44 ,  DM 7 .25 ,  
and Yen 641.
The purchasing power of the currency today can be obtained by using 
the consumer price index which although not an ind icator o f  in f la t io n  
in an economy does r e f le c t  movements in the cost of l iv in g .  Even 
fo r  countries with r e la t iv e ly  low rates o f  in f la t io n ,  the value 
of the domestic currency has been nearly halved in twenty years.
The percentage value of the 1950 currency in 1971 was 56% in West 
Germany, 55% in Belgium, 46% in I t a l y ,  42% in The Netherlands, 39% 
in the United Kingdom, 37% in The I r is h  Republic, 36% in Denmark and 
34% in France.
High rates o f in f la t io n  have, however, been combined with rapid
increases in money earnings in a l l  countries with the exception of
the United Kingdom. Real hourly earnings in manufacturing industry
increased between 1963 and 1971 by over 50% in I t a l y ,  approximately
50% in Belgium, West Germany, Denmark and The Netherlands, by 45%
in the I r is h  Republic, by 40% in France, but only by 30% in the 
8United Kingdom.
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The impact of currency charges on overa ll t r a f f i c  is  l ik e ly  to be 
small, since the increase in travel demand generated by revaluing  
countries w i l l  be o f fs e t  by* the braking e f fe c t  o f higher prices  
on to u r is t  flows from devaluing countries. Flows between p a r t ic u la r  
pairs of countries are , however, s ig n i f ic a n t ly  affected. The 
s e n s it iv i ty  o f  to u r is t  flows is due to the ease of substitution  
with closely competing regions, and to some extent with other items 
of to u r is t  expenditure, such as cars or colour te lev is ions.
Thus not only did the growth of in ternational tourism s ta b i l is e  
during 1967 and 1968, but to u r is t  expenditure patterns began to adapt 
by showing preference fo r  re la t iv e ly  cheaper destinations. A rr iva ls  
of French v is ito rs  during the Summer of 1968 increased considerably 
in the United Kingdom, and to a lesser degree in Spain, a ttrac ted  by 
the advantageous prices resu lting  from devaluation in these countries.
In 1969 West German charter t r a f f i c  in search of cheaper destinations  
increased by 30% to Spain and by 46% to Greece, thus helping to 
s ta b i l is e  the proportion o f foreign holidays taken by private  car.
Over the past decade German disposable incomes have increased by 
125 per cent, but expenditure on trave l abroad has increased by 
nearly twice as much. In add ition , the successive appreciation of the 
D-Mark against other currencies has made Germany more and more 
expensive fo r  the foreigner. As a consequence nearly h a l f  the West 
German trade surplus la s t  year was wiped out in the balance of 
payment figures by the d e f ic i t  on foreign t ra v e l .
The fa c t  that changes in p a r i t ie s  do make a difference is c lea r ly
i l lu s t r a te d  by the case o f France. In 1967 the French provided 
nearly 15 per cent of German to u r is t  revenues, but in 1970 th is  was 
down to less than 10 per cent. In 197I there was a d e f ic i t  on the trave l acc­
ount of over D-Mark 250 m il l io n .
P arity  and price changes can therefore have a marked influence on 
the demand fo r  d i f fe re n t  combinations of travel and transport  
arrangements. Currency l im ita t io n s  have also produced s im ila r  e f fe c ts .
For travel from France, distance-cost relationships are more d ire c t ly
re la te d , but the B rit ish  travel market is complicated by the scale
9of inc lus ive -tour holidays by a i r .  The O.E.C.D. noted that a r r iv a ls  
of United Kingdom touris ts  in Spain, which had almost doubled over ; 
the four years when travel re s tr ic t io n s  were imposed, only grew by 
2% in 1970. This trend may be explained by the fa c t  tha t the abo lit ion  
of travel allowance res tr ic t io n s  in 1970 no longer provided such a i 
strong incentive fo r  lower-priced packaged holidays to Spain, which 
had been extensively marketed during the period of re s tr ic t io n s .
Although B r it ish  package holidaymakers were faced with surcharges ear ly  
in 1973, p rim arily  to re f le c t:  the increased re la t iv e  cost of 
accommodation as a resu lt  o f  devaluation, the holiday motorist was 
also faced with the e ffec ts  of devaluation on petro l.  As a 
consequence in July 1973 there was a marked incentive fo r  German and 
French motorists to come to B r i ta in ,  p a r t ic u la r ly  i f  they were 
contemplating a touring holiday. This, despite the fa c t  that  
expenditure in B r ita in  on motor vehicle running costs 1961-1971, 
had increased by 123%, compared to the average increase of 82% in 
to ta l consumer expenditure.
In 1972, German premium octane petrol cost 37p per gallon . In July  
1973 the B r it ish  price had risen to 38p but the German price was 
equivalent to 61p per gallon. As well as the changes in p a r i ty ,  heavy 
additional fuel tax fo r  the. German motorist has swollen the p r ice .
In France, the price, of petrol has always been high since the to u r is t  
concession was abandoned in the 1950's. On top of th is  there are 
motorway t o l l  charges. The equivalent price of premium petrol in ; 
France in July 1973 was 53p a g a llon , the same as in Belgium. In 
the Netherlands the price was 55p per ga llon , and in Switzerland 46p 
per gallon.
Spain (42p) and I t a ly  (33p) are therefore more tempting to the 
holiday motorist but the price in I t a ly  is held a r t i f i c i a l l y  low by 
the use of to u r is t  petrol coupons. Should th is  subsidy be withdrawn, 
then the cost would r ise  above Spanish levels .
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The e ffects  o f these price d i f fe r e n t ia ls  must be b u i l t  in to  the 
estimates of to ta l  car fe r ry  carriage and the d is tr ib u tio n  o f carriage  
by destination. But forecasts re la ted  to these trends are problematic 
because in s ituations of f lu x  re la t iv e  advantages change ra p id ly ,  
and the motorist is  free to take advantage of th is  s itu a tio n  by not 
making trave l plans. The p o s s ib i l i t ie s  fo r  substitution are large.
Substitution in holiday travel abroad can take a var ie ty  of d irections  
from a devaluing country such as Great B r i ta in .
1) Increase domestic holidays
2) Substitute a cheaper or nearer country abroad
3) Reduce the length of stay
4) Choose a cheaper level o f accommodation
5) Travel in the off-season
Only independent travel by private  car allows a l l  f iv e  aspects of 
substitu tion . Package tour holidaymakers are p a r t ic u la r ly  constrained  
in th e ir  choice of accommodation. In add ition , holiday m otorists,  
have greater f l e x i b i l i t y  in th e i r  decision to travel without the 
r isk  of charges fo r  holiday cancellations. F in a l ly  once committed 
to the holiday, points 2) to 4) can be varied to meet special 
circumstances such as a rapid devaluation in a s itu a tion  o f f lo a t in g  
exchange rates. Package tour holidaymakers are meanwhile faced with  
surcharges. The e ffects  o f  the uncertainty in th is  s itu a tio n  
on the booking of fu ture holidays is d i f f i c u l t  to p red ic t,  but i t  is  
certa in ly  no encouragement fo r  holiday motorists to book th e i r  travel 
and accommodation in advance.
The e ffec ts  of price and p a r i ty  changes on in c lu s iv e -to u r  travel are 
equally unpredictable, but with net p ro f its  per passenger extremely 
low, (anything from 75p to £2.50 on a holiday costing up to £50) based 
on an a i r c r a f t  load factor of approximately 90%, unforeseen factors  
can quickly turn p r o f i t  in to  loss. The expansion of package holidays 
has been based on keeping costs down during a period o f in f la t io n ,  but 
in order to move into  p r o f i t ,  and take account of price and p a r i ty  
changes, prices w i l l  have to r ise .
Greater competition may also be introduced into  the market as package 
tour holidays expand from w ealth ier countries. For example, West 
German tour operators have become more popular with Spanish 
h o te l ie rs ,  because with the revalued Mark they could a ffo rd  to pay 
higher rates to hotels without passing increases to c l ie n ts .
Implications fo r  The National Economy
International economic trends can therefore provoke rapid and major 
changes in the volume of to u r is t  expenditure in d i f fe r e n t  countries. 
There is  a need to closely monitor these trends not only o v e ra l l ,  
but w ith in  the main segments o f the trave l market.
The B.N.T.S. method of ca lcu lating  to u r is t  expenditure, applied to 
holiday motoring s ta t is t ic s  is deta iled  in Table V3. Total 
expenditure on a l l  holiday trave l abroad by B r it ish  residents was 
estimated to be £470,645,000.
Table V3 Motoring Holidays & Holiday Expenditure Abroad including
■ '.''Fares and P e tr o l , 1970 ~~
IRELAND OTHER ABROAD
a) Number of adu lt holidays 190,000 800,000
b) Average.number of adults per 
expenditure party 1.9 2.0
c) Number of expenditure parties (arb) 100,000 400,000
d) Average number of children per
expenditure party 1.0 0.6
e) Number of ch ildren 's  holidays (cxd) 100,000 240,000
f )  Total abroad holidays (a+e) 200,000 1,040,000
g) Average expenditure per head 45.5 60.5
h) Total expenditure (fxg) 9,100,000 62,920,000
Source: B.T.A. B r it ish  National Travel Survey 1970
Holiday motoring formed only 15% o f to ta l  holiday expenditure, a 
lower proportion than the proportion of motoring holidays to to ta l  
holidays (19%). This again emphasises how the family basis of 
holiday motoring restra ins the level of expenditure per head.
A more accurate estimate can, however, be gauged by taking B r it ish  
Rail t r a f f i c  estimates o f accompanied cars and m ultip ly ing by 
B.N.T.S. estimates o f average expenditure per party. I t  has 
already been noted tha t the vast m ajority  o f B r it ish  motorists 
t ra v e l l in g  abroad are on holiday or on a holiday combined with v is i ts  
to friends and re la t iv e s .
For travel to the Continent the to ta l number of accompanied cars
(565,000) m ultip lied  by the average expenditure per party (£157.2) 
indicates a to ta l expenditure o f  £88,818,000. This w i l l  tend to 
underestimate to ta l expenditure because the t ra v e l l in g  party per 
car is  normally la rger  than the expenditure party. This may, 
however, be o ffs e t  by the number of B r it ish  registered cars 
t ra v e l l in g  fo r  other purposes, p a r t ic u la r ly  on v is i ts  to 
friends and re la t iv e s ,  where the to ta l expenditure is  l ik e ly  to be 
less than the average holiday party expenditure.
Travel costs of £53 per expenditure party to ta l £30 m il l io n  and 
based on an average round t r ip  o f '2,000 miles including touring ,  
at 35 m .p .g . , suggest an average expenditure on petrol of £22 per 
car, equivalent to £12.5 m il l io n . This leaves, approximately,
£31 on average spent on fe r ry  fares. The average motoring holiday  
expenditure party size was 2.6 in 1970, and on the short sea routes, 
the fare fo r  a medium sized saloon accompanied by two adults and 
two children would have been £32 in 1970. The value to the fe r ry  
operators of th is  Continental t r a f f i c  was therefore in the region 
of 17.5 m il l io n .
Therefore, in excess of £70 m il l io n  was spent on the Continent 
by B r it ish  motorists in 1970, and approximately one h a l f  o f the fares  
paid to fe r ry  operators would be remunerated abroad. Unfortunate ly ,
-421-
i t  is not possible to assess the revenue from accompanied car t r a f f i c  
separately from container and f re ig h t  carriage in B r it ish  Railways 
Board accounts.
In addition to th is  loss on the tourism account must be added the 
expenditure of B r it ish  motoring v is i to rs  to Southern Ire land . This 
cannot be calcu lated , however, because t r a f f i c  estimates of B r it ish  
residents are not seperately a v a ila b le ,  and expenditure estimates 
in the B.N.T.S. are based on travel to the whole of Ire land .
The basic s ta t is t ic s  o f  the In ternational Passenger Survey^0 do not 
cross-reference expenditure data by country of residence, purpose of 
travel and mode o f  transport. Expenditure patterns on these bases 
must be obtained from survey data. The B .T .A .^  Survey of Overseas 
Motorists to B r i ta in ,  1969, discovered tha t average expenditure 
per stay was in excess o f the average expenditure o f  a l l  v is i to r s ,  
except in the case o f trave l from S w itz e r la n d / Ita ly .  The shorter  
and more d ire c t  the sea-route to B r ita in  the greater was th is  
d i f f e r e n t ia l .  For example, the average expenditure of Dutch motoring 
v is ito rs  was £40.3 compared to the average of £28.1 spent by a l l  
Dutch v is i to rs .  The average expenditure of Scandinavian motoring 
v is i to r s ,  £47 .5 , was only s l ig h t ly  higher than the average spent per 
stay by a l l  Scandinavian v is i to rs .
B r it ish  Rail estimated that a t  1971 p r ices , the average party  
expenditure o f German v is i to rs  was £150, s l ig h t ly  lower than the average 
B rit ish  motoring holiday expenditure in 1970. As only 23% o f the to ta l  
fe r ry  carriage between B r ita in  and the Continent were European 
registered cars, then there must be a marked loss to Great B r ita in  
on the tourism balance o f payments, in th is  segment of the market. This 
w il l  almost ce rta in ly  be reduced in the fu ture .
In addition to the needs fo r  improved expenditure data, the techniques
fo r  analysing the economic impact of holiday motorists expenditure
must also be improved. The following technique used by the Northern
12Ire land Tourist Board leaves a great deal to be desired.
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The Board sought to estimate the accommodation demand and expenditure 
of motoring v is i to rs  from a sample survey conducted between July to 
September, 1965. The survey found that motorists had generated 
75,700 bed nights in a l l  types o f accommodation, of which 39% were spent 
in Northern Ire land and the remainder in the Republic. The average 
number of bed nights spent by parties interviewed was then applied to 
the to ta l  year ly  carriage s ta t is t ic s  and divided by 39% to f ind  the 
to ta l bed nights spent in Northern Ire land . To th is  f igu re  a small 
proportion was added to account fo r  nights spent by motorists  
entering via ports in the Republic of Ire land. The to ta l  f igure  
fo r  bed nights, is however, a crude measure of the demand fo r  accommod­
ation . I t  should be subdivided by categories of accommodation and 
indicate the nights spent and costs of accommodation with friends  
and re la t iv e s .  In addition,survey data of summer v is i to rs  should not 
simply be m ultip lied  by yearly  carriage s t a t is t ic s ,  lengths o f s tay ,  
journey purpose, and accommodation used w i l l  a l l  vary seasonally.
The average group expenditure and individual expenditure was 
calculated from the survey and the to ta l yearly  revenue accruing to 
Northern Ire land from motoring v is i to rs  was then estimated by m u lt i ­
plying the expenditure per head (excluding fa re  payments), by the 
number of motoring v is i to r s ,  and dividing by the proportion of bed 
nights spent in Northern Ire land . The estimate of £1,320,000 includes 
the expenditure o f  motoring v is i to rs  who entered Ire land by ports in  
the Republic and spent some time in' Northern Ire lan d . Northern Ire la n d 's  
share of the to ta l revenue from motoring v is i to rs  to Ire land  was 
estimated to be 18%.
The reservations concerning the assessment o f  accommodation demand, 
therefore m ultip ly  th e ir  e f fe c t  onto the expenditure estimates. As 
noted in Chapter 11 part i v ,  i t  is essential to analyse expenditure  
patterns in re la t io n  to journey purpose, and the d is tr ib u t io n  o f demand 
fo r  the various categories o f accommodation.
V i i  Hol id a y  Motoring and T o u r is t  Accommodation
I t  is  not a simple task to trace the trends in accommodation used 
by in te rn ationa l holiday m otorists. Accommodation s ta t is t ic s  
collected  by the Tourism Committee of the O.E.C.D. are by no means 
comprehensive, and often neglect s e l f -c a te r in g  accommodation. I t  
is  therefore more s a t is fa c to ry  to study trends in the use o f  
accommodation, and the impact o f ' in te rn a t io n a l  motoring on to u r is t  
accommodation, where sample survey data is  ava ilab le .
B r i t is h  Motorists
I t  is  c lear  from'Table V4 tha t  B r i t is h  holiday motorists use a 
wider v a r ie ty  of accommodation than a l l  holidaymakers, p a r t ic u la r ly  
a i r  package holidaymakers, and i t  is  therefore  more d i f f i c u l t  to 
assess the economic impact o f th is  group, who may also be touring
to a number of destinations. The d is tr ib u tio n s  in the B r i t is h  Rail
13 14Survey and the Survey of B r it is h  Motorists in France -  1970 ,
based on the type o f  accommodation used most o fte n , are s im i la r ,  
although a higher proportion of motorists in the B r i t is h  Rail survey 
were staying with friends or re la t io n s  (18%) and a smaller propo­
r t io n w e re  camping (29%). I t  is  c lea r  th a t  many of the drivers  who 
stayed a t  a h o te l ,  m otel, or pension 1 a t  a l l ' only did so on a few 
occasions. In contrast the m ajority  of those who camped 'a t  a l l '  
and almost a l l  those who caravanned 'a t  a l l '  did so most n ights .
Approximately 50% o f a l l  motorists t ra v e l l in g  to the Continent chose 
s e lf -c a te r in g  accommodation, e i th e r  in a rented house, in te n ts ,  or 
caravans. Very few motorists t ra v e l l in g  to Ire land  stayed in s e l f -  
catering accommodation (13%) but a very large proportion stayed in  
accommodation provided by fr iends and re la t iv e s  (62%). The economic 
impact of motorists t ra v e l l in g  to Ire land  is therefore considerably  
reduced by the ethnic component o f the market.
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The d is tr ib u t io n  of accommodation used most often by holiday motorists 
at th e ir  main destinations on the Continent is  i l lu s t r a te d  in Table V5.
The data taken from the British ' Rail Accompanied Car T r a f f ic  Survey, 1969 
reveals s ig n if ic a n t  differences between countries v is i te d ,  which were 
not apparent in the Survey of B r it ish  Motorists in France -  1970. In 
the l a t t e r  survey the only marked difference from the average d is tr ib u t io n  in 
Table V 4. was the percentage of m otorists, 17%, choosing rented 
accommodation in Spain, and the percentage, 23%, staying in hotels and 
pensions.
Obviously the Survey of B r it ish  Motorists in France - 1970 is not as 
representative o f the range of possible destinations in Western Europe 
and fe rry  routes as the B r it ish  Rail survey, and the d ifference may 
also be accounted fo r  by the la te r  date of the survey. This would 
seem to suggest that camping holidays by car are growing rap id ly  but 
th is  conclusion is not supported by B.N.T.S. data.
Only in Scandinavia do a larger proportion of B r it ish  motorists 
take a caravan holiday (23%) and a smaller proportion camp (19%).
In a l l  other countries the proportion of motorists camping was the la rger  
component of accommodation.. Accommodation with friends and re la t iv e s  
predominates in Holland and Germany, and is also re la t iv e ly  important 
in Belgium/Luxembourg and Denmark. Only a small proportion of motorists  
chose se lf -ca te r in g  accommodation in Austria (28%), Denmark (30%),
Germany (14%), and Holland (21%). In these countries a large number 
of these motorists w i l l  be in t ra n s i t .
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15Both B r it ish  Rail and the B.T.A. have produced evidence tha t campers 
and caravanners choose from a r e la t iv e ly  re s tr ic te d  range o f  destinations.  
The B.T.A. found tha t nearly one h a l f  of campers and caravanners 
spent four or more nights in France. B r it ish  Rail discovered th a t  
caravanners had a more res tr ic ted  range of u ltim ate destinations than 
campers and other holiday motorists. One th ird  of caravanners were 
bound eventually fo r  France, especia lly  the south. 30% were going to 
I t a ly  and 20% to Spain, especia lly  the north. Dampers chose France 
(23%), I t a ly  (22%) and Spain (22%) fo r  th e ir  u ltimate destinations,  
but included other countries. Among those neither camping nor 
caravanning a wider var ie ty  o f destinations were chosen; 18% to France,
14% to West Germany, 10% to A ustr ia ,  15% to I t a l y ,  and 12% to Spain. 
Campers and caravanners are therefore p r im arily  a ttrac ted  to 
Mediterranean destinations l ik e  the a i r  inc lusive tour holidaymakers.
In 1969, 10% of a l l  cars t ra v e l l in g  to the Continent were towing a
caravan and 3% of priva te  vehicles were motor-caravans. The B r it ish
National Travel Survey has estimated that motoring holidays abroad,
including the use of a caravan, have increased from 6% in 1968 to
12% in 1970. Not a l l  these motorists tra ve lled  with a caravan. B r it ish  
16Rail surveys suggest that' over one f i f t h  of motorists who were 
caravanning, were h ir ing  a f ixed caravan a t th e ir  destination.
There were no major differences in the regional origins o f  a l l  
motoring v is i to rs  to the Continent and those who were mainly camping 
or caravanning, although only 11% of caravanners, in contrast to 
16% of a l l  motorists, originated from the South East. Caravanners 
also tended to travel longer distances on the Continent, despite  
the greater time and e f fo r t  required in towing th e ir  caravans.
Only 9% tra ve lled  less than 1500 miles compared to 15% of campers 
and 18% of a l l  motorists. The B.T.A. survey o f camping and 
caravanning revealed tha t  the average caravan t r ip  abroad was 2,236 
miles. Campers and caravanners therefore formed the bulk of 
motoring v is i to rs  who were touring. Only 30% of campers, and 35% of  
caravanners, in contrast to 47% of a l l  motoring v is i to rs  were only 
staying in one or two main centres, despite the more res tr ic te d  
range o f u ltimate destinations.
The d is tr ib u t io n  of fe r ry  routes chosen revealed a preference fo r  
campers and caravanners to travel on the longer-distance routes, 
p a r t ic u la r ly  to destinations in France: Newhaven - Dieppe and the 
ex-Southampton services. This placed these motorists in a b e t te r  
position for travel to Southern France, Spain and I t a ly .  The Survey 
of B rit ish  Motorists in France - 1970, also revealed tha t  holiday  
motorists mainly staying in hotels and pensions were under-represented 
on the longer sea routes (Dieppe-Newhaven 23%, Le Havre-Southampton 
23%).
Despite the contrasts in the proportion of B r it ish  motorists found
to be camping abroad, the characteris t ics  of drivers and th e ir
p a r t ie s ,  are broadly s im ila r  in the B r it ish  Rail Survey^ and the
18survey of B r it ish  motorists in France . Campers and caravanners ;■ 
were predominately in the holiday travel market. 97% of caravanners 
were taking th e ir  main holiday and 1% th e i r  second holiday. For 95% 
of campers i t  was th e ir  main holiday, and fo r  3% an additional holiday.
The age d is tr ib u tio n  o f drivers in the B r it ish  Rail survey reveals 
that on average 33% were aged 17-34. Motoring campers were notably  
younger (49%) and caravanners notably older (7%). 89% of caravanners
were aged 35-64. As a re s u lt  almost a l l  caravanners were married and 
trave lled  in la rger household groups. The average party size on a 
caravan holiday was 3 .8 ,  compared to 3.4 fo r  campers and 3.2 average 
fo r a l l  motorists t ra v e l l in g  abroad. 41% of caravanners tra v e l le d  in  
groups of fo u r, compared to 33% of campers, and 27% of a l l  motoring 
parties . Only 23% of caravanners tra v e lle d  in groups o f two, but 30% 
of campers trave lled  in parties including one passenger and d r iv e r ,  
and this combination formed 34% of a l l  part ies . The d is tr ib u t io n  of 
party size reveals the dominant family basis of caravan holidays.
56% of caravanning parties included ch ild ren , compared with 44% of 
camping parties and 41% of a l l  pa rt ie s .  The proportion of children  
under three years o f age was however low,6%, among a l l  groups, and 
th is  must r e f le c t  the older average age o f the caravanners. Almost 
80% of a l l  caravanning parties included members of the same household. 
Ip contrast only 63% of a l l  camping parties  belonged to the same
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household, compared to the average f igure  of 72% fo r  a l l  motorists  
t ra v e l l in g  abroad. Motoring campers therefore revealed a greater  
tendency to share travel costs, 27%, with other members of the party ,  
in contrast to only 12% o f caravanners, fo r  whom 85% of costs were 
met by the head of the group, normally, the head of the household.
Caravanners were drawn from s l ig h t ly  higher social groups than the 
average and campers from s l ig h t ly  lower social groups. Consequently 
there were also income varia t ions . The m ajority of the sample 
interviewed had a to ta l annual family income of £1,200 or over, and 
more than a quarter had an income over £2,500 per annum. Among 
caravanners 82% had an annual income of £1,200 or over and 36% had 
an income of £2,500 or more. By contrast, only 70% o f  campers were 
in the over £1,200 bracket and only 22% had an annual income of £2,500 
or more per annum.
20Camping and caravanning holidaymakers who tra ve lled  abroad had higher 
incomes and rated a higher social class category than those who stayed 
in Great B r i ta in .  But by fa r  the greatest d ifference was in the average 
party expenditure. £140.80 compared to £54.50 fo r  domestic t r ip s .
Travel costs varied by the largest margin: from £43.70 fo r holidays 
abroad to £12.40 fo r  domestic holidays. As a re s u l t ,  although only 
17% of a l l  motoring, camping and caravanning households tra v e lle d  
abroad in 1970, they accounted fo r  30% of the to ta l expenditure (£100 
m il l io n )  by th is  group. Variations in the number and proportion of  
th is  group holidaying at home and abroad have therefore a marked 
e f fe c t  on the balance of to u r is t  receipts.
The higher incomes and higher costs of transporting the caravan to the 
Continent have encouraged caravanners to spend longer abroad, 19.4 
nights compared to the average number of nights spent abroad by a l l  
motorists, including campers,of 16.7 nights. Only 9% of caravanners 
and 15% of campers compared with 22% of a l l  other motorists spent less 
than 12 nights on the Continent. The encouragement of second and 
shorter motoring holidays should therefore provide greater economic 
benefits to countries in terms o f  accommodation expenditu^g, per c a p ita ,  
per day. The Survey of B rit ish  Motorists in France- 1970 , revealed
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that 57% of motorists spending less than 7 nights abroad, stayed in 
hote l, motel or pension accommodation.
Overseas Motorists
i  1 " "
The smaller scale of overseas motoring v is i to rs  to Great B r i ta in ,
must be re lated to the p a r t ic u la r  ch a ra c te r is t ic  of holidays in
21B r ita in .  A B r it ish  Rail Survey of French Motorists in 1970 , found 
that the main a ttrac tions  were: the culture and way of l i f e  (57%), 
f r iend liness  and h o s p ita l ity  (32%), the countryside (30%), and London 
(15%). Holiday travel to B r ita in  is not based on seaside resorts and pack­
aged sunshine tours and therefore the scope fo r  the encouragement of 
motoring holidays, to explore the countryside and way o f l i f e ,  is  
immense. To some extent th is  is held back by the small proportion  
of overseas motorists, camping and caravanning. Whilst over 40% of 
U.K. nationals camped and caravanned abroad in 1969, only a small 
proportion of French nationals camped (3%) or caravanned (10%), on 
th e ir  motoring v i s i t  in 1970. In addition 40% of French motorists  
stayed the m ajority of th e i r  time in a f r ie n d 's  house.
10% of French motorists stayed in hotels costing over £5 per n igh t,  10%
in hotels costing between £3-£5 per n igh t,  and 10% in bed and breakfast
22sty le  accommodation. These results c o n f l ic t ,  however, with the B.T.A. 
survey of French motoring v is ito rs  which indicated that 26% stayed with  
friends or re la t iv e s ,  23% in hote ls , 18% camping, 16% in bed and 
breakfast establishments and 5% in caravans. These d ifferences could 
r e f le c t  the la te r  date of the B.T.A. Survey, but more probably are a 
product of the small sample size in both surveys.
23B rit ish  Rail have also conducted surveys of West German and Belgian 
motorists. 26% o f West German motorists stayed mainly in ho te ls , 23% 
in bed and breakfast establishments, 28% with friends and r e la t iv e s ,
12% camped and 2% caravanned. Only 2% stayed in hotels costing over 
£5 per night. In contrast 24% of Belgian v is i to rs  stayed in th is  category 
of accommodation. A fu r th e r  18% stayed in hotels costing £3-£5 per 
n ight, and 11% in hotels costing less than £3 per night. 8%^>f Belgian 
motorists stayed in bed and breakfast establishments, 8% camped, none
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caravanned and 23% stayed with friends or re la t iv e s .  The greatest  
tendency to stay in hotels , especia lly  the more expensive categories, 
is re lated  to the shorter length of stay of Belgian motorists; ten days 
compared to the average o f sixteen days spent by French motorists. Over 
70% of Belgian motorists were on holiday but fo r almost 40% of th is  
group i t  was th e ir  second holiday. As a consequence of the considerable 
amount of th e i r  holiday spent in f i r s t  class and second class hote ls ,  
the higher expenditure on accommodation by Belgian motorists counteracts 
th e ir  shorter stay and suggests tha t  the promotion of a d d it io n a l , short 
holidays, by overseas motorists would be valuable in revenue terms.
The small proportion of foreign motorists camping and caravanning must 
re f le c t  the contrasting quantity  and q u a lity  of s ites  in th is  country, 
clim atic  fac to rs , and the d i f fe re n t  reasons fo r  t ra v e l l in g  to B r i ta in .  
The d is tr ib u t io n  of places v is ited  by French caravanners and campers 
was broadly s im ila r  to that of a l l  French motorists, but s l ig h t ly  
larger percentages tra v e lle d  fu r th e r  a f ie ld ,  to Wales (23%), Scotland 
(32%) and the Lake D is t r ic t  (26%). The economic benefits of th is  wider 
d is tr ib u t io n  of travel is o f fs e t  to some degree by the choice of s e l f -  
catering accommodation.
The m ajority o f  French m otorists, camping and caravanning were young 
adults in the 20-24 age group (48%) and 74% were single. As a re s u lt  
incomes and social class were lower than the average fo r  French motoring 
v is i to r s ,  but the incidence of previous v is i ts  was s im ila r ly  high. 45% 
had v is ited  the United Kingdom since 1967. The re g u la r ity  o f previous 
v is i ts  was also high. 55% had v is ited  the United Kingdom in 1969,
32% in 1968, and 13% in 1967. The main differences from the m ajority  
of motoring v is ito rs  were tha t by fa r  the largest proportion (81%) were 
on holiday, and th is  was predominately th e i r  main holiday.
Almost 49% of those camping and caravanning spent between 21-30 nights  
in the United Kingdom, and the average number of n ig h ts ,26, was fa r  
higher than the average fo r  a l l  French motorists of 16 nights. But 
expenditure per head (361 N .F . 's )  was lower than the average (524 N .F 's ) .
In contrast to the fam ily  basis of B r it is h  motorists camping and 
caravanning holidays, almost 70% of French motorists travel parties  
included personal fr iend s , 23% tra ve lled  with re la t ives  and only 19% 
tra ve lled  in married groups, less than one f i f t h  o f the l a t t e r  group 
included children. The average size of the camping and caravanning 
party was 2.85 in comparison to the average French motoring party o f  
2.50.
48% o f a l l  French caravanners brought th e i r  car and caravan with them.
A fu r th e r  38% hired a f ixed  caravan, and 10% rented a mobile caravan.
As 10% of French motorists stated tha t they were caravanning then 
th is  involved 5000 motorists in 1970 (10% of 50000 French c a rs ) .2600 cars were 
accompanied by caravans. Counting a caravan as more than one car un it  
(because of additional length and height penalties) th is  means to the 
fe r ry  operators, a t  least a doubling of carriage and revenue from th is  
group of motorists. The to ta l travel costs incurred by th is  group of  
motorists is therefore very high, but is recouped by lower accommodation 
costs. The accommodation expenditure by th is  group of holiday motorists  
is therefore l im ite d  except in areas where the proportion of hired vehicles  
is high.
10% of B r it ish  motorists (520,000) took a caravan abroad in 1969, and 
therefore the additional fare increment was in excess o f  52,000 car units .
The fe r ry  operator who can a t t r a c t  the greatest share of th is  market 
therefore gains an important segment of the market. The d is tr ib u t io n  
of entry ports of French campers and caravanners is more widespread 
than fo r  other motorists, re f le c t in g  in part the higher incidence of  
travel from provincial areas of France, but as in the case of ex- 
B ritish  t r a f f i c ,  also the fa c t  that the longer sea-routes to and from 
Southampton 's p e c ia l is e 1in th is  t r a f f i c ,  and avoid the crowded South 
Eastern region o f Great B r ita in .
Trends fo r  the Future 
24The 1970, B.T.A. survey found that 6.5% of a l l  domestic households 
contained one or more campers/caravanners. This represented 1,190,000  
households and 3,740,000 ind iv iduals . 4.2% of a l l  households (770,000
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households) contained one or more campers and 2.5% of a l l  households 
contained one or more mobile caravanners*, 383,000 households with a 
t r a i l e r  caravan, and 64,000 a motor caravan. 10% of a l l  households
(1,826,000) took a s ta t ic  holiday in a caravan f ixed  on a s i t e ,  but 
the B.T.A. survey refers only to mobile campers and caravanners. Very 
few caravanners had also caravanned on a f ixed  s i t e ,  in 1970. and l i t t l e  
overlap was found between campers and caravanners; although a high pro­
portion o f both groups had had experience of the other a c t iv i t y .
19% of campers and 14% of caravanners went abroad (including Ire land)  
in 1970. Therefore a t the maximum 146,000 camping households tra v e lle d  
abroad and 62,580 caravanning households. The l a t t e r  f igu re  is 
broadly comparable to 10% of accompanied cars t ra v e l l in g  to the 
Continent in 1970.
Between 1969 to 1970 the B.T.A. discovered a net increase in campers 
and caravanners of about 30,000 households. This is  on the same 
scale as the increase in touring caravans purchased. From the B.N.T.S. 
i t  was estimated that the a c t iv i t y  was increasing by 3% per annum, 
with signs that the rate o f increase had accelerated in the period 
1968-70.
A f u l l  analysis of fu ture  increases in the travel demand, would 
require fo r  domestic tra v e l:  estimate of fu ture  levels of car owner­
ship, numbers o f camping s i te s ,  improvements in f a c i l i t i e s ,  re la t iv e  
costs o f other forms of accommodation, and changes in the a tt itu d es  
of the population to these forms of s e lf -c a te r in g  accommodation. A ll  
those engaged in mobile caravanning in 1970 tra ve lled  by car or motor 
caravan, and 91% of campers tra ve lled  by car or caravan. Levels of  
car ownership therefore are strongly re la ted  to camping/caravanning, 
and projections of household car ownership can provide a basis fo r  
estimating the proportions of camping/caravanning households in the 
fu ture .
The B.T.A. camping and caravanning survey revealed a high turnover in  
partic ipants  from year to yea r , with a t  one extreme about h a l f  the 
campers/caravanners going regu lar ly  most years and a t  the other extreme
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about 20% showing no continuity  a t  a l l .  The proportion t ra v e l l in g  
regu larly  would be higher among those who own th e i r  own equipment, 
p a r t ic u la r ly  caravanners, because of the commitment to an expensive 
piece of capital equipment.
The ra t io n a lis in g  mechanism fo r  car ownership and use is dram atically  
increased by the ownership o f  holiday equipment. This same mechanism 
must also explain the strength o f domestic holidays in countries such
as France where a large proportion of households own second homes.
25The B r it ish  Rail Accompanied Car T r a f f ic  Survey, 1969 and the 
B rit ish  National Travel Survey both revealed that three-quarters of  
motorists caravanning abroad towed th e i r  own vehicles. In contrast  
fo r  domestic holidays only approximately one th ird  of motorists  
staying in caravan accommodation towed th e i r  own vehicle. I t  would 
seem probable, therefore , th a t  there w i l l  be a higher frequency of  
part ic ipa tion  in caravanning fo r  those who have ever holidayed abroad 
with a caravan. Unfortunately the frequency of p a rt ic ip a tio n  for  
camping and caravanning abroad was not deta iled  in the B.T.A. survey.
Increased ownership of ten ts , caravans, and mobile caravans, should 
therefore g rea t ly  increase the demand fo r  se lf -c a te r in g  holidays and 
the ownership of th is  equipment should fu rthe r  cement car holiday­
makers t ra v e l l in g  abroad, in the independent holiday tra v e l  market. 
Chronological survey data is  required to establish the frequency of 
travel and use of s e lf -c a te r in g  accommodation fo r  both domestic and 
in ternational holidays.
}
Freedom and relaxation prompted most people to take camping and 
caravanning tr ip s  (67%). The other main reason was cheapness 
mentioned by 43% of respondents. But when asked fo r  th e ir  reasons fo r  
making the main holiday a camping or caravanning holiday, as 
opposed to some other holiday, the same sort of reasons were given, although 
cheapness became r e la t iv e ly  more important than freedom: 42% compared 
with 38%. The socio-economic characteris t ics  of campers and more 
especia lly  caravanners suggest, however, tha t whatever claims may be 
made fo r  economy as reasons fo r  p a r t ic ip a t io n ,  these claims are 
generally  re la t iv e  to other claims on spending power, and do not usually  
indicate a low level of income.
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The B.T.A. survey found that in general more s ites  used abroad had 
any given f a c i l i t y ,  compared with s ited used in Great B r i ta in ,  and 
the general opinion of B r it ish  s i te s ,  by comparison, was low. Almost 
70% of campers and caravanners, said, however, that they would be 
prepared to pay more fo r  improved f a c i l i t i e s .  The survey s p e c if ic a l ly  
noted th a t ,  "The greater emphasis on the good f a c i l i t i e s  found on the
average Continental s i te  . . . . .  . . . .  ........................................... ....
. . . . . . . .  thus represents something of a danger to the
development o f camping and caravanning in Great B r i ta in ,  p a r t ic u la r ly  
fo r  main holidays, unless the general standards are brought up to 
Continental standards on more s ites" . Those who had experience of 
camping or caravanning both in Great B r ita in  and abroad were asked 
which they preferred; only 13% preferred Great B r i ta in .  Among the 
reasons why the m ajority of th is  group preferred abroad, climate  
was most important (66%) but b e tte r  f a c i l i t i e s  (47%) were the second 
most important reason.
The B.T.A. survey assumed that the number and q u a li ty  of camp-sites 
would continue to improve a t  roughly the same ra te ,  and tha t the 
a t t i tu d in a l  factors would remain constant. But B r ita in  has the most 
crowded roads in Western Europe. Caravans take up extra space, add 
enormously to the social costs of t ra v e l ,  and more than double the 
visual obtrusiveness of the car.
Already in parts of Scotland and the South West i t  is d i f f i c u l t  to 
obtain mobile caravan s ites during the peak summer period, and there 
are many planning re s t r ic t io n s ,  p a r t ic u la r ly  fo r  private developments. 
Providing touring caravan s ites  is also not a very f in a n c ia l ly  
rewarding use o f land, unless the s i te  is developed in conjunction 
with other enterprises such as a s ta t ic  caravan park. Only the 
l a t t e r  s i te s ,  and where rents are remunerated into the local economy, 
provide benefit  fo r  the economic area on which planning decisions 
are based. With increasing pressure on ava ilab le  land, and greater  
awareness o f  the economic impact of to u r is t  developments, f a i lu r e  to 
secure planning permission may l im i t  the supply o f s i te s ,  and be the 
major constraint on demand.
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The s ta t ic  caravan holiday is now used by about 5 m il l io n  domestic 
holidaymakers per annum and 'Leisure v i l la g e s ' are envisaged by the 
Countryside Commission encompassing substantial numbers of caravanners 
on properly planned and landscaped areas. Given the constraints on domestic 
mobile camping and caravanning, the greater freedom of movement on 
European roads and p a r t ic u la r ly  the re la t iv e ly  lower costs of camping h o l i ­
days,the number o f motoring hoiidaymakers t ra v e l l in g  abroad, may 
expand rap id ly .
In constrast, despite r e la t iv e ly  lower prices in Great B r i ta in ,  the 
growth o f mobile camping and caravanning by Continental holiday  
motorists w i l l  be constrained by the l im ita t io n s  to the quantity and 
q u a lity  of s ite s .  In countries with more ava ilab le  space, such as 
France, provision of camping and caravanning s ites is part of Government 
to u r is t  development po licy , and the m ajority  o f v il lages  and towns on 
domestic to u r is t  routes have camping areas.
I t  is unfortunate that there may be supply constraints on the 
development of th is  market among overseas motoring v is i to r s ,  fo r  
ownership of camping and caravanning equipment is expanding among 
countries with d ire c t  fe rry  access to Great B r ita in .
In Great B r i ta in ,  in 1970, there were approximately 220,000 mobile 
caravans and 40,000 motor-caravans; a ra t io  of 22 mobile caravans per 
1000 private  cars. But th is  is only h a l f  the ra t io  in the U .S .A . ,27
28where there are some four m il l io n  recreation vehicles. The Netherlands ,
has the highest ra t io  o f ownership in Western Europe, with 54 mobile 
caravans owned per 1000 cars (135,000 caravans). In West Germany the 
ra t io  is 19 mobile caravans per 1000 cars (320,000 caravans). The owner­
ship of caravans by the B r it ish  and West Germans is expected to double 
by 1978 and already in 1972 there were 70,000 motor-caravans on B r i t is h  
roads.
29The Readers' Digest survey of Europe discovered that in 1969, 8% of  
Dutch households owned caravans, compared with 3% of B r it is h  households,
2% o f Belgian households, 1 % o f French households and 1% of West German 
households. The Dutch were also the most highly committed to camping.
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15% of Dutch households owned a framed te n t ,  compared to 7% of 
French households, 6% of Belgian households,4% of West German 
households, and 4% of B r it ish  households.
The s tra ig h t increase in the number of households p a rt ic ip a tin g  in
camping and camping projected to 1980 suggests an increase from 6.5%
in 1970 to 8.0% in 1980. The B.T.A. survey also projected on the basis
of the proportion of car owners who went camping and caravanning in
3D
1970 (11.8% of a l l  households). Using Pailing  & Solesbury's estimate  
that 72% of a l l  households in 1980 w i l l  possess cars, and on the 
asumption that the same proportion of car owners w i l l  go camping and 
caravanning, in addition to the 0.73%, of those who camp and caravan 
without cars, the estimated proportion o f  camping and caravanning 
households is postulated to be 9.15%.
By 1980 more recent population forecasts than those used in the report
indicate that the population of Great B rita in  w i l l  have increased
31from 54 m il l io n  in 1970 to 55.9 m il l io n  . The number o f  households 
w il l  probably have increased from approximately 18.26 m il l io n  in 1970 
to 19.0 m il l io n  in 1980, and a t  a p art ic ip a tio n  rate of 9.0%,
1,710,000 households w i l l  engage in mobile camping and caravanning, o f  
which about 290,000 may travel abroad, on the basis of past re la tionsh ips .  
For travel to the Continent in 1969, the proportion of caravans to 
accompanied cars was estimated by B r it ish  Rail to be one in ten. This 
ra t io  can be re lated  to the estimated number of accompanied cars 
taken to the Continent in 1980, which is discussed in Chapter V I1.
I f  an average party size of 3.5 fo r  camping and caravanning abroad is  
postulated, then in 1980, a l i t t l e  over one m ill ion  B r it ish  holiday­
makers, including ch ildren , w i l l  be holidaying on the Continent and in  
Ireland in th is  form of accommodation. This to ta l  can also be re la ted  
to the estimate of the number of accompanied car passengers t ra v e l l in g  
abroad in Chapter V I1.
Conclusion
B rit ish  holidaymakers t ra v e l l in g  abroad have tended to define them­
selves in e i th e r  the independent or package tour holiday trave l market, 
at leas t fo r  th e i r  main summer holidays. In the present economic s itu a t io n
there is now stronger incentive to travel to Great B rita in  and 
greater economic barr iers  to travel abroad, unless the price o f  
trave l can be kept to the minimum. Therefore the future growth 
of holiday travel from Great B r ita in  is l ik e ly  to be lower than in 
the immediate past and the segments of the trave l market which w i l l  
perform best w i l l  depend upon the re la t iv e  costs o f independent and 
package tour t r a v e l .
Only two segments of the holiday market have consistently done w e ll;  
the a i r  package tour and the motoring holiday. But the package tour 
industry expanded a t  a time when tour costs were held s tab le , in  
contrast to a s ituation  in which motoring costs were r is in g  rap id ly .
Package tour costs are now expected to r is e  more ra p id ly ,  and although 
travel costs are normally paid to B r it ish  a i r l in e s ,  and therefore  
protected from adverse p a r ity  changes, the a b i l i t y  to reduce to ta l  
holiday costs may favour greater use o f the private  car, and s e l f -  
catering holidays abroad.
This w i l l ,  however, depend to some degree upon re la t iv e  changes in pet­
rol prices. Just as the development of inc lus ive -tour trave l has 
distorted  normal distance-cost re lationships so now motoring trave l in  
Western Europe bears l i t t l e  re la tionsh ip  to distance but is determined 
by the running costs o f vehicles in d i f fe re n t  countries. This is  
l ik e ly  to reduce the proportion o f  nights spent by B r it ish  motorists  
on holiday or touring in the more expensive countries, and also 
favour fo r  example Spain in contrast to I t a l y ,  travel to which may 
involve a long journey through West Germany.
Despite in f la t io n ,  the devaluation of the pourid,and contrasting rates 
of economic growth between Great B r ita in  and the developed countries  
of Western Europe, suggests that motoring holidaymakers from the 
Continent should expand rap id ly  in number, and take a la rger share of 
to ta l fe r ry  carriage. Very l i t t l e  of th is  growth w i l l  be in s e l f -  
catering accommodation, and there is considerable scope fo r  the 
expansion o f  second or shorter holidays from countries with d ire c t  
fe rry  access. 1 Instant t r a v e l1 fo r  overseas motorists could be a 
successful promotion, given the marked reluctance of motoring holidaymakers
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to book tra ve l and accommodation in advance.
H is torica l analysis reveals not only a re la tionsh ip  between personal m obility  
and demand fo r  accommodation, but also between m obility  and the supply 
of accommodation. This has applied most p a r t ic u la r ly  to s e lf -c a te r in g  
accommodation in Western Europe, but ju s t  as in ternationa l a ir l in e s  
have b u i l t  hotels a t  s tra te g ic  points a l l  over the world to safe­
guard th e i r  investment in a i r c r a f t ,  so the o i l  companies, notably  
Esso, are beginning to make good the defic iencies in  accommodation 
fo r  the m otorist, to safeguard th e i r  investment in p e tro l .  Hotel 
chains such as Trust House Forte have also entered th is  market. The 
extension o f  these services should encourage greater business trave l  
by car..
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In troduction .
The trends in passenger transport noted e a r l ie r ,  have revealed tha t  long- 
haul passenger shipping has declined due to a i r l in e  competition. The 
bulk of sea passengers are now carried on short haul fe r r ie s ,  and as a 
re s u lt ,  Dover is now the most important passenger port in the country.
Despite the rapid growth o f a i r  in c lu s ive -to u r holidays sea-borne 
carriage has continued to expand, a lb e i t  slowly. There has, however, 
been real growth in one segment of the market -  accompanied car t r a f f i c ,  
and there are now very few short-haul fe r ry  services which do not carry  
cars. The car fe r ry  is a subsidiary mode o f  holiday transport, equi­
valent to a bridge or tunnel.
Although th is  chapter concentrates on car fe r ry  services between Great 
B rita in  and the Continent, there are many other services throughout 
Europe. Between Great B r ita in  and the Continent there are some 34 
routes, the m ajority to France, and including 9 routes to Scandinavia 
(F ig . 8 ).  There are 6 c a r - fe r ry  routes to the Continent, three longer 
sea routes, from Southampton to Ib er ia  and Morocco, and 15 routes to 
Ire land and the Channel Islands. Within the Scandinavian area there  
are a fu r th e r  30 routes, and 39 routes in the Mediterranean.
In addition to the carriage of passengers and cars, the fe r r ie s  may also 
carry commercial vehicle and container t r a f f i c .  Although th is  may not 
be a substantial component of carriage i t  can help to reduce the 
seasonality o f carryings. But by only o ffe r in g  capacity fo r  f re ig h t  
carriage a t  certa in  periods, the p r o f i t a b i l i t y  o f these fe r ry  services  
is based on the carriage of accompanied cars. The m ajority of r o l l -o n ,  
r o l l - o f f  f re ig h t  and containers are shipped from specialised berths, and 
ports, such as Felixstowe.
A great deal has already been said on the re la tionsh ip  between the orig ins  
and destination of t r a f f i c  in 'r e la t io n  to fe r ry  routes, and the charac­
te r is t ic s  of the users o f  the various fe r ry  services. In th is  chapter, 
the re lationship  between the supply and demand fo r  c a r - fe r ry  services  
w il l  be developed, the seasonal re la tionsh ip  between capacity and 
carriage, and pric ing  po lic ies .  The analysis indicates fu r th e r  factors  
to be accounted fo r  in the forecasts o f t r a f f i c  growth.
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Fig. 8
CAR FERRIES SERVICES BETWEEN GREAT BRITAIN AND WESTERN EUROPE, 1972
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VI i .  The D is t r ib u t io n  of T ra f f ic  a t  B r i t i s h  Ports
In 1967, the B r it ish  Tourist Authority^ conducted a survey of overseas 
motoring v is ito rs  to Great B r i ta in ,  which outlined the scale and 
seasonality o f carriage by port o f entry and country of o r ig in .  This 
data can now be updated, using B r it ish  Rail s t a t is t ic s ,  which include  
the carriage by the independent car fe r ry  operators from the ports 
noted, but exclude carriage by a i r  fe r ry .
Table 1 indicates the d is tr ib u tio n  o f passenger a rr iv a ls  by sea, a t  
B ritish  ports , in 1971. For both B r it ish  and foreign t r a f f i c ,  c lassic  
passengers continue to outnumber motoring passengers by a small margin, 
but the d is tr ibu tio ns  are not consistent between the various ports . On 
the short sea routes, motoring passengers predominate. On the longer 
cross-Channel services B rit ish  motorists form a larger proportion than 
B ritish  classic  passengers a t  Newhaven, but the reverse s itu a tio n  applies  
at Southampton, where only 32% of B r it ish  passenger a r r iv a ls  in 1971 were 
motorists. At a l l  other ports, fo r  which data .is a v a ila b le ,  B r it ish  
classic passengers outnumber motorists, p a r t ic u la r ly  on the longest routes 
from the Tyne. For both B rit ish  and foreign passengers, however, such is  
the predominance o f motoring t r a f f i c  a t  Dover, that th is  almost outweighs 
the predominance o f classic passengers a t  the other ports.
The d is tr ibu tio ns  by port of a r r iv a l  in Table VI 1 compare broadly with the
p o r t  o f  d e p a r tu r e  of B r it ish  motoring holidays in the B r it ish  National 
2Travel Survey , although the proportion of carriage a t Southampton, 20%, 
is  much higher than the 11% recorded in Table VI 1. In contrast car­
riage a t Dover, 65%, and a t  Newhaven, 14%, was higher than the proportions  
estimated in the B .N .T .S ., of 54% and 6% respective ly . These d ifferences  
in part r e f le c t  the more lim ited  range of sea ports of a r r iv a l  in Table 
VI 1, and the greater importance, recognised in the B .N .T .S ., of  
Southampton as a port o f holiday motoring t ra v e l .  The shorter sea routes 
are used to a greater degree fo r  business and other trave l purposes.
The proportion of foreign,motoring t r a f f i c  to classic passenger t r a f f i c ,  
is much higher a t  Southampton than a t  Newhaven, and p a r t ic u la r ly  high a t  
the Tyne, but only a t  Dover and the Humber ports do foreign motorists  
predominate. Only 8% of foreign passengers were motorists at Ramsgate.
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These d is tr ibu tio ns  are s ig n i f ic a n t ,  because in the l ig h t  of the trends 
in carriage already noted, the ports with the highest component of  
motoring passengers to classic passengers, and p a r t ic u la r ly  a high 
proportion o f foreign motoring passengers, are most l ik e ly  to have the 
fas tes t  growth rates o f t r a f f i c .  This therefore suggests continued 
expansion of carriage a t  Dover, the Humber and the Tyne, and less rapid 
growth a t Harwich, Southampton, Newhaven and Ramsgate.
Harwich has been p a r t ic u la r ly  successful in obtaining a balance of  
B rit ish  and foreign motoring t r a f f i c ,  while only 29% of a l l  motorists 
a t the Tyne were B r i t is h .  Between 1970 to 1971, the proportion of  
B ritish  to foreign motorists declined a t  a l l  ports with the exception 
of Ramsgate, where in 1970, 91% of a l l  motorists were B r i t is h .  The 
main declines were a t  Dover from 70% in 1970, Southampton from 84%, and 
from 37% at the Tyne.
The East coast ports, North of London, are therefore a t tra c t in g  the 
most rapid growth segments of the motoring market, and th is  is also 
i l lu s t r a te d  by the growth rates in Table VI 2. The Ramsgate hovercraft  
services have continued to expand rap id ly  despite a low proportion of 
foreign motoring t r a f f i c ,  which suggests that the speed of crossing is  
highly favoured by B r it ish  motorists. East coast ports are expanding 
less rap id ly  in th e ir  carriage of B r it ish  cars, because th e i r  t r a f f i c  
catchment areas are removed from the main generating areas in the South 
East. The increase in foreign motoring t r a f f i c  to the East coast ports 
augurs well fo r  the spread of foreign motoring t r a f f i c  throughout Great 
B r ita in .  Table VI 2 also indicates tha t a f te r  a number o f years of  
very l im ited  t r a f f i c  growth, the I r is h  market is now growing ra p id ly ,  
and is responsible fo r  approximately one quarter of to ta l  carriage of  
accompanied cars between Great B r i ta in ,  the Continent, and Ire land .
The problem o f comparing motoring passenger s ta t is t ic s  with the car­
riage o f accompanied cars, is that variations in the estimates of  
numbers o f passengers per car by fe r ry  routes and country o f o r ig in ,  
can produce important differences in the results obtained. The number 
of B rit ish  motoring passengers in Table VI 1 was calculated by applying 
the following, m ultip le factors: Dover 2 .8 ,  Harwich 2 .5 ,  Southampton
3 .1 ,  Newhaven 2 .8 ,  Ramsgate 3 .5 ,  and Tyne 3 .0 .
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The B.N.T.S. estimate of the average party size of B r it ish  
holiday motorists t ra v e l l in g  to the Continent in 1970 was 3 .5 ,  although
3
other surveys , including a l l  journey purposes, placed th is  lower, at
3 .2 . The estimates o f the number of B r it ish  motoring passengers on the 
I r is h  routes (Table 2) are based on B r it ish  Rail carriage s t a t is t ic s ,  
but i t  has already been noted that the m ajority of the ethnic market 
is carried by B.and I .F e r r ie s .
The estimated numbers and proportions o f  foreign motoring passenger 
a rr iv a ls  by country of n a t io n a l i ty  and port of entry are deta iled  in  
Table VI 3. Average passenger carriage per vehicle is taken from the 
1969 B.T.A. survey o f  overseas motorists^. This Table revises the data in  
the 1969 survey. The d is tr ib u t io n  of t r a f f i c  has not a lte red  g re a t ly ,  
although 20% of German v is i to rs  compared to 10% in 1969, and 27% of  
Dutch v is ito rs  compared to 12% in 1969, now a rr iv e  at Harwich. 70% of  
Norwegian and Danish v is i to rs  compared to 47% in 1969, also now arr ive  
a t Harwich. The German and Dutch t r a f f i c  has proportionately declined  
a t the Humber ports , and the Danish and Norwegian t r a f f i c  from Dover.
Over 50% of the accompanied car t r a f f i c  a t  Dover now comes from Germany 
and France, and approximately 70% of the t r a f f i c  to Southampton arises  
in France. V ir tu a l ly  no French t r a f f i c  goes to Harwich. The t r a f f i c  
a t the Humber ports is  now almost completely based upon v is i to rs  from 
the Netherlands, Sweden, and Finland, and a t the Tyne, 97% of motorists  
are Scandinavian. Very few French motorists a rr iv e  a t Newhaven, which 
must help to explain the re la t iv e  decline in t r a f f i c  a t  th is  port,  
which depends p rim arily  upon accompanied B rit ish  cars and Swiss and 
I ta l ia n  motoring v is i to rs .
In addition to the foreign motorists a rr iv in g  a t these ports must be 
added a fu r th e r  two to three thousand motorists a rr iv in g  at other ports ,  
and by a i r .  The implications fo r  t r a f f i c  growth a t each p o rt ,  
assessed by applying the present percentage d is tr ibu tio ns  o f t r a f f i c ,  
to the estimates of t r a f f i c  growth, made fo r  the countries of Western 
Europe, which are detailed  in Chapter V I I .
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In addition to the implications fo r .th e  various ports, of the d i f ­
fe re n t ia l  growth rate of t r a f f i c ,  must be added the e ffec ts  that th is  
w il l  have on the demand fo r  accommodation in the immediate v ic in i ty  
of the ports. The B r it ish  R a i l ,  Accompanied Car T r a f f ic  Survey, 19695 , 
revealed tha t 16% of B r it ish  motorists stopped overnight somewhere in
c
B rita in .  A survey in 1968 also found that 17% of a l l  drivers departing  
from Newhaven and Dover, made an overnight stop, and of these 60% spent 
the night in East Kent. The demand fo r  accommodation by motorists 
immediately before and a f te r  crossing the Channel was, however, found 
to be most strongly geared to stays with friends (6%) and only a 
fu r th e r  6% stayed in hotel and boarding house accommodation. Never­
theless in re la t io n  to the to ta l  carriage of accompanied cars in 1969, 
th is  represented over 30,000 B rit ish  motorists requiring accommodation, 
before t ra v e l l in g  from th is  country. As both B rit ish  and foreign  
motoring t r a f f i c  increases th is  demand w i l l  expand.
I f  the Channel Tunnel is constructed, then there w i l l  obviously be a 
diversion o f t r a f f i c  which w i l l  a f fe c t  some aspect of the t r a f f i c  a t  
a l l  ports between Southampton and Harwich, although the longer sea 
routes from the other East coast ports and from Southampton to Ib er ia  
are un like ly  to be affected . This leaves approximately 90% of the 
Great B r ita in  -  Continental accompanied car t r a f f i c  which is  
p o te n t ia l ly  ava ilab le  fo r  diversion to the Tunnel.
The diversion o f  t r a f f i c  from other ports w i l l  depend upon the d is­
tance o f these ports from the Tunnel, because the regional d is tr ib u t io n  
of t r a f f i c  origins has emphasised the strength o f the separation of  
t r a f f i c  catchment areas. I t  would seem un like ly  that the tunnel would 
a t t ra c t  more than 30-40% of t r a f f i c  from Southampton and Harwich, and 
the t r a f f i c  diversion from Dover, Folkestone, Newhaven, and Ramsgate 
w il l  depend to a large degree upon the level of fe r ry  service which 
continues to be operated from these ports and the fare  s truc tu re .
The Tunnel must hope to obtain in the region of 70% to 80% of a l l  
t r a f f i c  on the shortest sea routes. Fortunately the Channel ports 
are the focus of t r a f f i c  from a l l  countries except Scandinavia. With 
the exception of Holland, from which Dover received 56% of a l l  
motoring passengers in 1970, from the remaining generators of
accompanied car passengers to Great B r i ta in ,  over 80% arrived at  
Dover. This re f le c ts  the magnet of a t tra c t io n  that is London and 
the South East.
In th is  s itu a t io n ,  the fe r ry  operators are faced with two major 
a lte rn a tives .
(a) Maintaining capacity to meet the peaks o f t r a f f i c  demand with  
heavy u n d eru ti l isa tion  in the w inter period. This would prevent 
fares being lowered to maintain competition with the Tunnel, 
which would ‘'cream-off" most o f the p ro f ita b le  t r a f f i c .
(b) Maintaining a smaller f l e e t ,  in s u f f ic ie n t  to carry the peak 
t r a f f i c ,  but s u f f ic ie n t  to o f fe r  competitive fare reductions to 
carry p ro f ita b le  t r a f f i c  both in the main season and the o f f -  
peak.
I t  appears to be the in tention  of the Tunnel operators to set fares  
equal in real terms to the charges levied in 1971 on the short sea 
fe r r ie s  between Dover/Folkestone and Calais/Boulogne. In th is  s i tu ­
ation a lte rn a t iv e  (b) is  most l ik e ly  to be adopted, a t  leas t  by the 
public operators in the 1 S ea link ' consortium. The Tunnel is not 
expected to reduce i ts  to l ls  in response to fe r ry  competition, fo r  the
consultants argue that more p r o f i t  would be lo s t  by the price reduction
than could be gained by a t tra c t in g  passengers from the fe r r ie s .
The a b i l i t y  of the Tunnel to create demand from fare reduction is l ik e ly  
therefore to be minimal. Apart from i n i t i a l  ' in q u is i t iv e '  t r a f f i c ,  the 
main influence on future demand is l ik e ly  to be a reduction in the 
'psychological b a r r ie r '  o f crossing the Channel, and the frequency of  
service and time factors . From the study o f a tt itudes in Chapter IV v i i  
i t  would seem tha t  there would be an important increase in t r a f f i c  i f  
the r a i l - c a r  service was s u f f ic ie n t  to allow a non-booking system.
The capacity of new ships commissioned and planned on the short-haul 
routes w i l l  provide greater journey capacity of passenger car un its ,  
than the double-decker car transporters planned fo r  the Tunnel (260 car
capacity). There must be some doubts about the a b i l i t y  of the r a i l  journey
to be completed in under one hour allowing only I2|minutes at each terminal 
fo r  loading and unloading, or 3 seconds per car. But i f  th is is r e a l i s t i c ,
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then the Tunnel would seem to have major operational advantages.
VI i i . The Supply of Services
Accompanied car t r a f f i c  a t  ports can be dram atically  affected by 
variations in the supply o f fe r ry  services. This has already been 
noted in the case o f I r is h  t r a f f i c .  S im ila r ly ,  the expansion of  
Scandinavian t r a f f i c  must be re lated  to the growth of the fe r ry  
services across the North Sea, developed by operators such as 'Tor 
Line' and 'Swedish L lo y d '. Supply is  expanded to create demand, and 
i t  can be argued that only the high price of fe r ry  services has reduced 
the expansion o f  demand below the levels set by a i r  in c lu s ive -to u r  
t r a v e l .
In the mid 19601s , in a s itu a tion  of demand constrained by capacity  
l im ita t io n s ,  B r it ish  Rail were unable to secure the cap ita l to con­
s truct new fe r r ie s  and withdrew from the Southampton routes, to 
concentrate on the shorter cross-Channel services. This provided the 
opportunity fo r  independent operators now in the 'European Ferr ies '  
consortium to take over the route, and as capacity was added, t r a f f i c  
has expanded rap id ly . In 1964, a to ta l  of 55,139 vehicles were 
carr ied , and by 1967 th is  had more than doubled to 115,314 vehicles.
With no major additions of capacity to 1970, carriage remained s ta t ic .
There has therefore been found to be a marked re la tionsh ip  between the 
addition o f new capacity and t r a f f i c  expansion, and la te r  in th is  
Chapter, the routes and services on which new capacity is planned, are 
considered, and must be accounted fo r  in the estimates o f fu ture levels  
of t r a f f i c .
Independent operators now control about 45% of the to ta l carriage of  
accompanied car t r a f f i c  between Great B r ita in  and the Continent. The 
'Sealink ' consortium (B r it is h  and French Railways, the Belgian Regie 
des Transports Mari times, and the Dutch Zeeland Steamship Company) holds 
approximately 50% of the market, and the 'Seaspeed' hovercraft services  
take a fu r th e r  6% of to ta l  carriage. The hovercraft operators c o lle c ­
t iv e ly  have about 12% of the market, and a i r  fe r r ie s  less than 2%. Over 
25% of the market is  controlled by Townsend Thorensen. The other inde­
pendent operators control less than 10% o f  the market.
These d is tr ibu tio ns  are s ig n if ic a n t  in view of the p robab il ity  o f con­
struction of the Channel Tunnel. A firm  commitment to the Tunnel would 
r e s t r ic t  the expansion of capacity by the nationalised transport  
operators, and allow the independent operators to assess the growth and 
diversion of t r a f f i c .  The Tunnel would obviously be most competitive  
over the short-haul Channel routes fo r  which 'Sealink ' and 'Seaspeed' 
services dominate the carriage of accompanied cars. Restrictions on 
capacity to 1980, in a s itu a tion  of increasing demand, p r io r  to the 
opening o f  the Tunnel, w i l l  cause major problems, on the short-haul 
routes, p a r t ic u la r ly  in th is  highly peaked travel market.
Table VI 4 i l lu s t r a te s  the re la tionsh ip  between capacity and carryings 
on 'Sealink ' services between 1968-1971. Overall load factors are low, 
only 35.3% in 1970, and 38.9% in 1971. On the Dover -  Calais service  
capacity offered has kept pace with carryings, but on the Dover -  
Boulogne serv ice , when capacity was reduced in 1970, the carriage of 
accompanied vehicles declined and did not expand when capacity was la te r  
increased. The Dover -  Dunkirk services do not appear to be very 
popular, but the opening and promotion of the Dover -  Ostend services 
produced high load factors o f over 50%. The e f fe c t  on carryings of 
variations in capacity is  most c lea r ly  noted on the. routes from Harwich. 
A reduction in capacity on the Harwich -  Hook route greatly  improved 
load factors at a time o f increasing carriage. But an increase of 
capacity on the Harwich -  Ostend route did l i t t l e  to o f fs e t  a f a l l  in  
demand, and reduction in load fa c to r ,  probably as a re s u lt  of the 
increasing t r a f f i c  on the Dover -  Ostend route.
The ra t io  o f accompanied cars to accompanied vehicles varies between 
routes according to the specia lisation  of routes. The most p ro f ita b le  
routes are the ones with the highest load factors fo r accompanied car 
carriage. Table VI 5 indicates the seasonal variations in carriage on 
three 'Sealink ' routes, and emphasises the dominance of car carriage  
over accompanied vehicle carriage on the shorter sea routes. During the 
peak s ix  month period on the Dover -  Calais -  Boulogne route, approxi­
mately 90% of carriage of accompanied vehicles were accompanied cars. 
Although no figures of r o l l -o n ,  r o l l - o f f  f re ig h t  are ava ilab le  fo r  
these routes, i t  must be emphasised that the higher the proportion o f  
cars carried in re la t io n  to a l l  vehicle's, the ’ greater w i l l  be the 
seasonal component o f  t r a f f i c .
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Between.periods four to : te n ; in  Table. IV /5 ,  the fe r r ie s  operating on the 
Dover -  Calais -  Boulogne service carried 91 % of a l l  accompanied 
vehicles, the Newhaven -  Dieppe service carried 90%, but the Harwich -  
Hook service only carried 74% of a l l  accompanied vehicles.
The bulk of the p ro f its  to be made from accompanied car t r a f f i c  must be 
earned during the peak trave l period and the re la tionsh ip  to load 
factors can be seen in Table VI 6 and Figs. 9 and 10. As carriage in ­
creases rap id ly  during June and July, load factors improve, but not 
dram atica lly , fo r  capacity also rises to meet the seasonality o f demand.
The problem fo r  the fe r ry  operator is that capacity is geared to cater  
fo r  the peaks of trave l demand which varies not only seasonally, but 
also monthly and a t week-ends. The monthly d is tr ib u t io n  of car carriage  
is  i l lu s t r a te d  a t the bottom of Figs. 9 and 10, and both the Continental 
and Ir is h  market reveal broadly s im ila r  d is tr ibu tio ns  throughout the 
year. On Continental services from June to September in c lu s ive , 57% of 
a l l  accompanied cars on 'S e a lin k 1 services were carr ied , and on B r it ish  
Rail I r is h  services, during the same period, 61% of a l l  accompanied cars 
were carr ied . This concentration of t r a f f i c  is most marked on the short 
sea routes, as indicated in Table VI 5. On the Dover -  Calais -  Boulogne 
service in the twelve week period from mid June to mid September, 69% of  
a l l  accompanied cars were carr ied .
S ta t is t ic s  supplied by the Dover Harbour Board provide a more deta iled  
breakdown of accompanied vehicle carriage emphasising tha t capacity is 
f u l ly  u t i l is e d  a t the week-end peaks in mid-summer. Carriage a t  the week­
end (Friday, Saturday, and Sunday) in the peak travel period in 1970 was 
almost 60% of weekly carriage. This re-emphasises the conclusions drawn 
e a r l ie r  from the B r it ish  National Travel Survey. The Dover Harbour Board
7
commented in a t r a f f i c  survey in 1968 , that during the peak twenty-four  
hours o f the peak trave l week-end on Friday and Saturday, there was only 
6% spare capacity, and some 15% of drivers interviewed stated th a t  they 
were unable to cross a t  the preferred time.
In th is  s i tu a t io n ,  the problem of unbooked cars is  very important. T r a f f ic  
not booking, but crowding into  the ports may prevent the cars who have 
booked on the fe rry  getting  to the port on time, or because o f  errors and 
over-booking, not getting the desired fe rry  service.
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Capacity Offered and Carriage of Accompanied Cars on ’SealinkT 
Continental S erv ices 1971
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Capacity Offered and Carriage of Accompanied Cars on !Sealink’ 
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Unless the seasonality of carriage can be reduced, the growth of 
accompanied car trave l w i l l  necessitate fu r th e r  investment to develop 
the port o f Dover and the immediate routes. Recognition of the 
problems o f . t r a f f i c  congestion prompted 1 S ea link ' to provide the services 
from Folkeston in 1972.
Because the accompanied car trave l market is so seasonally concentrated 
the fe r ry  operators are faced with grave problems of maximising the 
frequency o f service and turn-round o f  th e ir  ships. This l im its  the 
operational distance of services and the number of departure points 
which can be offered,although running costs may only form a small 
proportion of to ta l  costs. In addition i t  would be d i f f i c u l t  to develop 
new routes outside the Southern region of the country on the basis of 
the present origins of t r a f f i c .  The creation of new services involves a 
marketing risk,a lthough th is  may be ju s t i f ie d  by increases in car 
ownership outside the South-East.
I t  is with these: problems of capacity and carriage in mind,that the 
recent discussions of the prices charged by the cross-Channel fe rry  
operators must be borne in mind. Unlike the a i r  package tour operator, 
there is l i t t l e  scope fo r  reducing average costs by greater u t i l is a t io n  
of transport capacity,through the promotion of low-priced w inter t ra v e l .
At the present the w inter 'sun and snow' a i r  package holiday prices  
are so low as to preclude any other competition in the market. In 
add it ion , the package o f holiday arrangements which can be assembled around 
the private  car carries even less appeal during the w in ter. Travel by 
private  car occupies a long period of time in re la t io n  to the much 
shorter length of additional holidays and is not pleasant in bad weather. 
Accommodation on w inter motoring holidays must also be based on hotels.
There is therefore l i t t l e  l ike lihood  tha t accompanied car carriage can be 
dis tribu ted  more evenly during the yea r, except perhaps to the shoulder 
months of March and October. Indeed B rit ish  Rail have estimated tha t  the
to ta l  market fo r  w inter motoring holidays from Great B r i ta in ,  probably 
does not exceed 2,500 accompanied cars or approximately 7,000  
passengers. However, because o f the proximity of London to the South 
East ports , and a basis of holiday travel which is not t ie d  to the 
clim ate , the scope fo r  second and shorter holidays is considerably 
greater from the Continent. As already noted, a large number of Belgian 
motorists take short holidays, because the difference in to ta l  travel  
time between travel by car-sea, and by a i r ,  to South East England is 
r e la t iv e ly  small, and there is the advantage of having personal trans­
port a t  the destination.
Although i t  has been emphasised tha t the package to u r is t  and the inde­
pendent holidaymaker are ess en t ia l ly  closely t ied  to th e ir  own market 
and tend not to choose between these two forms of holiday t ra v e l ,  the low 
price of w inter holidays may encourage even established independent 
t ra v e l le rs  to a l t e r  th e ir  holiday habits. Purchasing a w inter holiday, 
and taking th e i r  t ra d it io n a l  motoring holiday in Great B r i ta in .  This 
could have marked e ffec ts  on the accompanied car market which re l ie s  
heavily on frequency o f purchase.
This problem also a ffects  the package tour operators themselves. Some 
feel that the low prices are not creating new demand but merely d i lu t in g  
th e i r  summer t r a f f i c ,  on which the p r o f i t  must be earned. This may cause 
prices to be increased to p ro f itab le  leve ls . Because of the recent deve­
lopment of th is  market, however, i t  has not y e t  been possible to f u l ly  
examine purchasing patterns.
Despite the very l im ited  scope fo r  reducing average costs by spreading the 
t r a f f i c  peak, th is  does not necessarily mean that there is not scope fo r  
price reductions during the summer travel period, and increasing revenue
o
through market-expansion. Indeed DFDS Seaways have intimated tha t they 
would l ik e  to enter a competitive service on the short-sea Channel 
crossing, a t  a fare 50% below present leve ls .  There are not, however, 
the berths ava ilab le  fo r  th is  new serv ice , and the established fe r ry  
operators emphasise that th e ir  return on cap ita l is only adequate a t  
present fare leve ls .
The fe r ry  operators have, however, come under the scrutiny of the 
Monopolies Commission, and have also been charged with v io la t io n  of 
A r t ic le  85 of the Treaty of Rome banning r e s t r ic t iv e  practices such as 
p r ic e - f ix in g .  (At present th is  A r t ic le  does not apply to maritime 
tra n sp o rt .)
Fares are set a t  s im ila r  le v e ls ,  fo r  varying distances, by both the 
public and independent fe r ry  operators, and reveal stepped increases, 
rather than a steady progression of fares by distance. Costs per mile  
on the shortest routes are very much higher than fo r  other European 
services.
The fare structure is not in i t s e l f  u n re a l is t ic ,  however, because the 
costs of ship operation on the short sea routes are only s l ig h t ly  in ­
fluenced by small variations in the length of the crossing. This is 
ensured by the high proportion of " in -port"  to to ta l  trave l time. With 
s im ila r  ships on s im ila r  routes, and roughly the same overheads, i t  is  
not surprising tha t  fares are s im ila r .  A cost per mile ra t io  in a s i tu ­
ation of highly peaked t r a f f i c  demand, and with a high proportion of  
f ixed to variab le  costs is not a good measure of the true costs of car-  
fe r ry  operation. Moreover, the fe r ry  operators are providing b as ica lly  
the same service from a l l  the short sea-route p orts :-  Carriage/capacity  
ra tios  could be gravely d istorted  a t ports by even s l ig h t  varia t ions in 
fares.
Criticisms can, however, be levied a t the fe r ry  operators; B r it ish  R a il:  
cross-subsidy of th e i r  I r is h  services, and the 50% increase in fares  
during the period 1970 to 1973. In th is  s itu a t io n ,  the independent fe r ry  
operators, w ithout the problems of cross-subsidy, have earned good p r o f i t s ,  
and not surpris ing ly  operators such as Townsend-Thorensen have emphasised 
tha t they can meet the requirements fo r  the carriage of accompanied cars 
a t a fra c tio n  of the cost of the Tunnel construction. The independent 
operators are backing th e ir  judgment with the introduction of new ships, 
but n a tu ra lly  with the bulk of th e i r  operations a t Southampton, Townsend- 
Thorensen do not account fo r  the needs fo r  greater investment a t  Dover in  
port and road f a c i l i t i e s .
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The most recent services introduced on the short sea routes have been 
the hovercrafts. The 1971 B.N.T.S. estimated tha t 13% of a l l  B r it ish  
motoring holidays abroad began with a journey by hovercraft. The greater  
speed of crossing must, however, be set against the higher degree of 
u n r e l ia b i l i t y  of the service. In the early  years, about 10% of services  
were affected by weather and mechanical f a i lu r e .
9In an interview with the B r it ish  Rail Hovercraft Operations Manager , the 
view was expressed that the increase of t r a f f i c  had not been created, but 
diverted from the short-haul shipping services. Not merely as a resu lt  
of the fa s te r  crossing, but also the d i f fe re n t  experience of the journey. 
I f  the Channel Tunnel is constructed th is  is thought u n lik e ly  to have any 
s ig n if ic a n t  e f fe c t  on carr iage , because the hovercraft service w i l l  be 
competitive in time and cost. In add it ion , both the conventional 
shipping operators and the hovercraft operators emphasise tha t  many 
fam ilies  on holiday w i11 prefer to stay above ground and water, p a r t i ­
cu la r ly  those t ra v e l l in g  with ch ild ren , which form a major proportion of 
the accompanied car t r a f f i c  from Great B r i ta in .  This proportion may be 
as high as the 28% of respondents to the B r it ish  R a i l ^  survey of German 
motoring v is i to r s ,  who considered the fe r ry  crossing an enjoyable part  
of th e i r  journey.
Beyond the 's tre tch in g ' o f present c r a f t ,  the hovercraft operators are 
not planning major additions to th e ir  capacity. As a re s u lt  of th is  
consolidation, Hoverlloyd^ emphasise that with expanding t r a f f i c ,  they 
expect a capacity problem in the peak trave l period, in 1976. Peak 
carriage levels  w i l l  be reached in 1975, when the Ramsgate services are 
expected to carry 8% of a l l  cars and 9% of a l l  passengers crossing the 
Channel. I f  the Tunnel is  constructed by 1980, then Hoverlloyd expect 
to carry 4% to 5% of a l l  cars, but with s t i l l  only the use of four  
c r a f t ,  although the volume of carriage is by then expected to  have 
doubled.
Other independent shipping operators are , however, planning to increase 
th e ir  capacity, and the routes on which th is  capacity is planned should 
produce the fas tes t  growth rates in t r a f f i c .  North Sea Ferr ies  operating  
between Hull and Rotterdam plan two new fe r r ie s  in operation by 1974, 
doubling th e ir  capacity on th is  route, and Tor Line are expecting a
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s im ila r  increase in capacity from two more ships to operate on the 
routes between Immingham, Amsterdam and Gothenburg. These vessels 
should increase the numbers o f Dutch and Scandinavian motoring v is i to rs  
to Great B r i ta in .
Townsend-Thorensen plan to introduce another ship on the Dover - 
Zeebrugge -  Calais serv ice , and in addition there are plans fo r  a 
fu r th e r  three multi-purpose fe r r ie s  a t Dover b y .1978.' This would give 
the company a capacity to carry 30,000 cars a day. 'Sea link ' have 
also indicated tha t there w i l l  be a fu r th e r  f iv e  new ships in operation  
on the short sea routes by 1975, but these w i l l  la rge ly  replace old 
ships, although there w i l l  be some increase in capacity.
The new fe r r ie s  w i l l  be b u i l t  to cater fo r  multi-purpose t r a f f i c ,  in ­
cluding the carriage of year-round f re ig h t  which is expected to expand 
as a resu lt  of B r it ish  entry to the E.E.C. Until the Tunnel is b u i l t ,  
this t r a f f i c  w i l l  continue to be carried by the fe r r ie s .  As th is  
carriage expands.it may help to spread the seasonal t r a f f i c  peak on the 
short-sea routes, but can only add to the to ta l volume of t r a f f i c  in 
the peak season.
12I t  has been reported that the Tunnel studies have suggested th a t  only 
8 cross-Channel fe r r ie s  would be required on the short-sea routes in  
1980, on completion of the Tunnel. Without the Tunnel, the f l e e t  
requirements would be 46 ships.
The e ffec ts  o f capacity l im ita t io n s  p r io r  to the opening of the Tunnel 
could have a number of important implications. On the one hand i t  may 
reduce the growth rate  of accompanied car t r a f f i c ,  perhaps permanently, 
and encourage the fu r th e r  expansion of a i r  t ra v e l .  Although holiday  
motorists do not normally switch to a i r  inc lus ive -tour t r a v e l , they 
are strongly committed to holiday trave l abroad. On the other hand i t  
may s ig n if ic a n t ly  improve load fac to rs , and therefore the p r o f i t a b i l i t y  
of fe r ry  operators, and encourage a widening of the trave l season, with  
a large proportion of services booked well in advance.
Any l im ita t io n s  to the growth of accompanied car t r a f f i c  could have 
serious consequences fo r  the Tunnel, because of the dependence upon the
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revenues to be derived from accompanied car carriage. In a s itu a tion  
of improved load factors and p r o f i t a b i l i t y ,  the Tunnel may not be 
able to earn the forecast return on revenue, a t  fare le v e ls ,  s ig n i f i ­
cantly higher than those charged by the fe r ry  operators.
Before returning to th is  subject, and the forecasts of future travel  
demand, present levels of t r a f f i c  generation must be studied. These 
form the basis fo r  the projections in Chapter V I I .
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VI i i i . Cars Owned and Cars Carried between Great B r ita in  and the 
Conti nent
I t  has already been emphasised, that catchment areas o f  car t r a f f i c  to 
the Continent and Ire land have important implications fo r  the d i s t r i ­
bution of carriage by port of e x i t  and countries v is i te d .  Table VI 7 
i l lu s t r a te s  the numbers and proportion of cars taken to the Continent 
from the Registrar General's regions o f residence in Great B r i ta in .
The data is based upon B r it ish  Rail t r a f f i c  estimates, and emphasises 
that only 5.0% of B r it ish  cars are taken to the Continent. This 
proportion rises to 8.0% of a l l  those cars which can be regarded as f i t  
to travel in terms o f  th e i r  age and r e l i a b i l i t y  (Chapter I I  Table 20 ) .
Above average proportions of cars in re la t io n  to ownership, t ra v e lle d  
from the South East and South West. Almost 50% of the carriage to the 
Continent arises in the Greater London and South Eastern Region, as a
resu lt  of proximity and the high levels o f car ownership per thousand of"
the population. A ll  other regions generate below average proportions of 
carriage. The d is tr ib u t io n  of carriage as a percentage of a l l  ' f i t '  cars 
even more strongly emphasises the dominance o f  the South East and p a r t i ­
cu la r ly  the South West. A high proportion of cars ' f i t '  to trave l should
provide a be tte r  proxy ind ica tor of re la t iv e  levels of t r a f f i c  potentia l  
both in terms of vehicles owned and incomes. Regions with a high 
proportion o f newer cars re f le c t in g  the purchasing power of the popu­
la t io n .  But re la t in g  th is  to levels of accompanied car carriage is  
extremely complicated and suggests the operation of a m u l t ip l ic i t y  of  
factors .
The West Midlands fo r  example has the highest ra t io  of ' f i t '  cars per 
1000 population and ye t  i t  generates below average proportions o f  car­
riage to cars owned. The high level o f new cars owned must r e f le c t  the 
wealth of the area, but also the concentration of car production in the 
region, the emphasis on a motoring society, and probably also the d is ­
counts which car workers can obtain on th e i r  car purchases. The lower 
levels of continental carriage must be re la ted  to the distance to the 
ports, and other socio-economic variables.
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In the West Midlands the population, in contrast to the South and South
East, contains smaller proportions of the upper socio-economic groups;
13the A,B, managerial and professional classes. Coates and Rawston have 
compared the d is tr ib u t io n  of un ivers ity  awards made by county education 
a u th o r i t ie s ,  in 1965, 1966, and 1967, in re la t io n  to the national mean. 
They noted tha t the m ajority  of South and South East England was above 
the national mean, but among the Midland counties only Warwick and 
Worcester exceeded the national mean, while the res t  fared worse than 
a l l  the Northern counties except Cumberland and Durham. This confirmed 
the lowly status of the Midland region revealed in th e ir  analysis of  
sixth-form  places. These trends contrast with the d is tr ib u t io n  of in ­
comes. The West Midlands population has a higher medium gross weekly 
earnings than a l l  regions except Greater London, although in the South 
East as a whole th is  is  outweighed by the great concentration both 
proportionately and absolutely of very high incomes^ Incomes in the 
West Midlands are la rge ly  earned by 'b lu e -c o l la r '  workers, who would be 
categorised by the I .P .A .  among the C l,  C2 social classes.
These pointers re-emphasise the importance o f  those character is t ics  o f  
holiday motorists which most varied from the characteris t ics  o f  a l l  
holidaymakers and the to ta l  population. Chapter IV emphasised tha t  
s ig n if ic a n t ly  high proportions of holiday motorists completed th e i r  
education a t  age 16 and over, 16% going on to fu rthe r  education, and 
almost 50% were c la s s if ie d  A.B. These factors in addition to the proxi­
mity o f the Channel ports must help to explain the high proportion of 
cars taken abroad from the South Western region despite the low ra t io  
of cars ' f i t '  to travel per 1000 o f the population.
Car ownership and holiday travel from Great B r ita in  has been found to 
be based on the household, and the comparatively low level o f  in te r ­
national holiday motoring from the West Midlands can also be re la ted  to 
the lower level of car ownership per household. This re f le c ts  the 
above average size of households in the West Midlands. In 1970 car 
ownership^ per household varied from 47% of households in  the West 
Midlands to 53% in the East Midlands, 57% in the South East, 63% in the
South West, and 64% in East Anglia. The high levels of household owner­
ship in the South East and South West are therefore an add itional
stimulus to t r a v e l .
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Unfortunately i t  is not possible to produce forecasts o f car ownership 
per household on an in ternationa l basis, because of varying d e f in it io n s  
of household composition. In add ition , the household or fam ily u n it ,  
appears to be less important fo r  holiday motoring travel from Western 
Europe to Great B r i ta in .  Nevertheless fo r  detailed  projections of  
motoring trave l greater sophistication could be introduced in to  the 
analysis by studying household ownership, the numbers o f  cars ' f i t '  to 
travel and the proportion o f cars in various engine size categories.
These would then have to be re lated  to distance and cost zones of  
t ra v e l ,  and the social and economic characteris tics  of the population  
w ith in  these zones.
Cars under 1000 cc. are less l ik e ly  to be used fo r  long distance holiday  
motoring, and th is  must help to explain the low proportion of cars 
t ra v e l l in g  from I t a l y ,  where in 1967, i t  has been estimated th a t  58% of  
a l l  cars were under 1000 cc. The comparable proportions in France, Great 
B r ita in ,  and West Germany, were 45%. 19%, and 5%. The increased costs of  
petrol are l ik e ly  to raise the demand fo r  smaller cars and thereby reduce 
the potentia l market fo r  long distance in ternational t ra v e l .  On the 
other hand, the increasing in ternationa l trade in foreign cars, reduces 
the psychological b a r r ie r  of travel abroad, by increasing the a v a ila ­
b i l i t y  of spares and serv ice . In 1972 the proportion o f imported cars 
among new reg is tra tions had risen to 30% in I t a ly ,  26% in West Germany, 
24% in Great B r i ta in ,  and 20% in F rance^ .
The national markets with the highest proportions of cars ' f i t '  to trave l  
to Great B r ita in  are i l lu s t r a te d  in Table VI 8. There i s ,  however, no 
clear re lationship  between the present growth o f car ownership and the 
proportion of the potentia l market of ' f i t  c a rs '.  For example, the 
growth of car ownership, 1968-1970 was 13% in both Austria and Belgium/ 
Luxembourg, but in Austria the proportion of ' f i t '  cars to a l l  cars was 
64% compared to 81% in Belgium/Luxembourg. S im ila r ly  80% of a l l  cars 
were ' f i t '  to travel from the Netherlands, but only 72% from Switzerland  
and 59% from Norway. The respective percentage increases in each 
country during the period were 25%, 18% and 22%.
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As more new cars are purchased each year the opportunities fo r  ownership 
of second-hand vehicles are in c rease d .lt  would be too complex an exercise, 
however, to forecast future levels o f t r a f f i c  incorporating both trends 
in to ta l car ownership and the future proportions o f cars ' f i t ' t o  travel  
abroad. But in countries where the proportion o f ' f i t '  cars to a l l  cars 
is comparatively high, the proportion o f cars used fo r  trave l to Great 
B r ita in ,  can be expected to expand more rap id ly ,  than in other countr ies , 
i f  the factors fo r  growth i n ' the- market are favourable.
I
IfiPopulation increases projected by the United Nations population d iv is ion  
forecast annual increases to 1985 of 0.6% per annum in Northern and Western 
Europe, and 0.9% per annum in Southern Europe. The bulk of these population 
increases w i l l ,  however, occur in the most densely populated regions. 
Approximately h a l f  of the four m il l io n  population increase projected  
in Great B rita in  to 1991, w i l l  occur in London and the South East. As 
a re s u lt ,  although the rate  of increase of car ownership per head of the 
population w i l l  be lower in th is  region because of the higher i n i t i a l  level 
of car ownership, the actual increase in cars owned w i l l  be a t  leas t  
equivalent to the national ra te .
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Chapter V I I
The Growth of Accompanied Car Travel
V I I  i .  The Expansion of Car Ownership in Western Europe
V I I  i i .  Channel Tunnel. The Basis fo r Construction
V I I  i i i .  Trends in Socio-Economic and Other Determining Factors
V I I  iv .  T ra f f ic  Forecasts; 1975, 1980, and 1985
In th is  f in a l  Chapter, forecasts of fu ture  levels of car ownership 
and accompanied car t r a f f i c  are presented, based on trends in the 
usage of cars fo r  travel abroad. No attempt has been made to simulate, 
in a l l  i t s  complexity, the generalised holiday decision-making process, 
and to model th is  mathematically. This has been undertaken by the 
Channel Tunnel Consultants, and i t  w i l l  be in te res ting  to compare 
the results  of these studies.
In i t s  place, a quantative and q u a li ta t iv e  assessment of trave l trends 
has been made, and by taking into account the forecasts of the main 
factors found to influence in ternationa l motoring, a s im p lif ied  pre­
d iction  has been made, of accompanied car t r a f f i c  between Great 
B rita in  and Western Europe. Emphasis has been placed on th is  t r a f f i c  
in order to make fu rther  comments on the proposals fo r  the construction  
of a Channel Tunnel between Folkestone and Calais.
The lack of detailed  travel s ta t is t ic s  in Western Europe prevents a 
comparable assessment of holiday motoring throughout Western Europe. 
Nevertheless because of i t s  importance, an attempt has been made to 
estimate the future scale of West German accompanied car holiday  
t ra v e l .
The essential elements of the forecast are future levels  of car owner­
ship and trends in the proportion of accompanied cars to to ta l  car 
reg is tra tions  from each o f the main travel generators:- the ra te  of 
u t i l is a t io n .  Consideration is given to major social and economic 
factors influencing levels of holiday motoring by making adjustments 
to the rate  of u t i l is a t io n ,  but no d ire c t  account can be taken of the 
m u lt ip l ic i ty  of influences which were id e n t if ie d  in Chapter IV.
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V II i .  The Expansion of Car Ownership in Western Europe
In Chapter I I  ix  the methodology o f  car ownership forecasting was dis­
cussed in d e ta i l .  Projections o f car ownership in Tables V I I  1 , 2 ,  
and 3, have been based upon lo g is t ic  curve ana lys is , assuming a 
saturation level of car ownership a t the beginning of the next century. 
The l im ita t io n s  of th is  technique, which were discussed e a r l i e r ,  must 
be borne in mind. The estimates o f car ownership per thousand popu­
la t io n  m u ltip lied  by the fu ture  population gives the forecasts of the 
number of cars in 1975, 1980, and 1985.
The correct forecast fo r  each country is  a matter of speculation on 
the saturation level of car ownership, and must be revised in the 
l ig h t  of improved population projections. The Transport and Road 
Research Laboratory, in  i t s  most recent forecasts^, re -a ff irm ed  a 
saturation level of 450 cars per thousand population, but also in d i ­
cated the possible fu ture  acceptance of the lower saturation level of  
400 cars per thousand population. With revised demographic trends,
the forecast number o f  cars on the roads of Great B r i ta in  in 1980, has
2been reduced considerably from 22 m il l io n  (1965 estimate ) to less 
than 18 m il l io n  in the 1972 rev is ion .
3 ■
Tanner has emphasised tha t only about one h a lf  o f recent h is to r ic a l
growth in car ownership can be explained simply by a co rre la t io n  between
income and ownership. Equally important are the levels  of population
density and t r a f f i c  congestion. The greater th is  density , the lower is
the ra te  of growth of car ownership, and the varying t r a f f i c  density in
Western Europe(Table I I  2I)suggests variations in t r a f f i c  growth and
saturation.
The varying rates o f economic expansion in Western Europe w i l l  n a tu ra l ly  
a f fe c t  the growth in new car re g is tra t io n s ,  and th is  is  p a r t ly  accounted 
fo r  by basing the ownership forecasts on the most recent annual rates  
of increase of car ownership.
The forecasts o f accompanied car trave l are based upon an assumed 
ownership saturation level of 450 cars per thousand population in a l l  
countries o f Western Europe. The lower saturation level only produces a 
small varia tion  in the number o f  cars owned in 1975, although th is  
d isparity  becomes greater in 1985 and beyond.
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Environmental and Fuel Constraints on the Growth of  
Car Ownership.
The Transport and Road Research Laboratory has stated in i ts  most 
recent forecasts th a t ,  " In  view o f  current concern over environmental 
and natural resource problems, as well as problems of road capacity , i t  
may be wondered whether the forecasts are at a l l  p lausib le . I f  the 
concern over environmental problems/results in development o f a more 
r e s t r ic t iv e  a t t i tu d e  towards motoring, i t  could have a dampening e f fe c t  
on fu tu re  numbers of cars and on travel by car"^
I t  has already been noted in Chapter I I  ix  that the Dutch are preparing 
controls fo r  what they perceive to be the absolute l im its  of car owner­
ship in the Netherlands. In B r i ta in ,  where road space is even more at  
a premium than in Holland, the Secretary of State fo r  the Environment, 
Geoffrey Rippon, has indicated that constraints on the use of the car 
are in e v ita b le ,  and not ju s t  in the c i t ie s .  Thus implying tha t accep­
tance of re s tr ic t io n s  on inessential journeys w i l l  not be popular but 
are nevertheless inev itab le .
The co n fl ic t in g  arguments of the environmental lobby and the road-
building lobby have been discussed in Chapter I I  v i ,  together with the
economic, adm inistrative and technical p o s s ib i l i t ie s  fo r  schemes of
re s tr ic t io n  and pric ing . These problems are by no means confined to
5
Great B r i ta in .  Dr. I .  Schmid w rit in g  fo r  the Bate lle  In s t i tu te  has 
emphasised th a t ,  "The ex is ting  autobahn and trunk-road network w i l l  not 
be able to cope with the fu ture volume o f  t r a f f i c  and w il l  therefore  
have to be expanded in l in e  with t r a f f i c  growth. In p a r t ic u la r  a t  
week-ends and in the holiday period the t r a f f i c  density on the autobahn 
has for years been exceeding the to le rab le  le v e l .  I.t is to be a n t ic i ­
pated that t r a f f i c  conditions w il l  become even worse in the ear ly  
1970's."
Road capacity is increasing, but may not increase s u f f ic ie n t ly  rap id ly  
to absorb the growth in car ownership. The recent decision by the 
Greater London Council not to go ahead with the outer ring-motorways 
fo r  London, with i ts  consequences fo r  the feeding of t r a f f i c  to East
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Ken t ,  emphasises the adoption of new a tt itu d es  to road construction,
c
The B r it ish  Road Federation has stressed that one of the minimum 
requirements fo r  the success of the Channel Tunnel was the con­
struction of the south o rb ita l  motorway around London. Undoubtedly 
the increase in t r a f f i c  a t  Dover w i l l  necessitate new road con-
7
s truc t ion , and in the Cost-Benefit Analysis of the Channel Tunnel i t  
is argued that with Tunnel construction there would be a saving of  
£156 m ill ion  that otherwise would have to be spent on ships, port 
f a c i l i t i e s  and roads. The analysis suggests that the Tunnel saves on 
roadbuilding, even on the assumption that the Kent Motorway is needed 
in any case. But the increasing concentration of t r a f f i c  in East 
Kent, proposed by the Tunnel, does not seem to t a l l y  with the changes 
in o f f i c ia l  a tt itudes  to car ownership, use, and road construction.
The economic and p o l i t ic a l  arguments in favour of pushing ahead with  
massive improvements in road communications would have been hard to 
challenge even three or four years ago. Changing conditions, concern 
over the environment and fear tha t the motor car and the motorway, 
which have brought so many benefits to date, may be moving into a 
phase o f diminishing returns, have a lte red  the s itu a t io n .
In contrast on the other side of the Channel, the French are eager to 
pursue the Tunnel project and develop routes from the P a r is -L i l le  
Motorway, fo r  th is  would help to promote regional growth in a r e la ­
t iv e ly  underdeveloped region. These developments would fu r th e r  
stimulate Continental t r a f f i c ,  but are u n lik e ly  to go ahead without 
a commitment to the Tunnel.
The rapid expansion of domestic holidays in Great B r ita in  has added to 
the t r a f f i c  congestion on B r it is h  roads, and as noted in Chapter IV v i , 
th is  has already provoked adverse comments from foreign motorists.
This is both a practical and a perceptional problem, and must be 
recognised as posing a d is t in c t  th rea t to the growth of motoring v is i ts  
to Great B r i ta in .  Promotion of th is  t r a f f i c  must seek to emphasise the 
avoidance of travel peaks, and suggest areas and routes where congestion 
can be avoided. Only by providing adequate and deta iled  information can
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the experience of a badly planned holiday be avoided. I f  not, th is  
experience w i l l  be fed back to potential t ra v e l le rs .
In addition to the environmental issues, account must be taken of 
natural resource problems. I t  has been estimated in a " re s tr ic te d
o
working document" published by the O.E.C.D. , that the fuel demands 
of road transport, and p a r t ic u la r ly  those o f the motor car, w i l l  
p rec ip ita te  an o i l  c r is is  w ithin f i f te e n  years. In other words, 
before the end of the 1980's.
The real problem is not the prospect of physical shortage, fo r  there  
are large deposits o f secondary resources of crude o i l : -  ta r  sands, 
o il  shale, and coal conversion, but the economic and social ad just­
ments needed i f  the rapid growth of consumption continues.
Although at the present time, the motorcar only consumes 17% of the 
•total o i l  energy consumed in Europe, the projections in the report  
indicate a c r is is  in production and a l lo ca t io n . The larger the propor­
tion of fuel o i l  derived from crude o i l ,  the smaller the proportion 
ava ilab le  fo r  a l l  other uses. With an estimated world production of 
crude o i l  in 1980 o f  twenty thousand m il l io n  barrels a year , the  
demand fo r motor s p i r i t  alone is forecast to exceed th is  f ig u re .  The 
most obvious, but ess en t ia l ly  short term solution is to adopt po lic ies  
of conservation, recognising tha t current prices of d i f fe r e n t  fuels  
do not r e f le c t . t h e i r  true long-run supply costs.
The exp lo ita tion  o f  a l te rn a t iv e  sources of fo s s i l  fuels only becomes
economic as the price o f  o i l  products r is e .  Oil exploration in the
North Sea, which may y ie ld  50 to 75% of B r i ta in 's  o i l  requirements in 
91980 , was only commenced with the urgent need to develop a l te rn a t iv e  
o i l  reserves, although the costs o f  exp lo ita t io n  are ten times 
greater than in the Middle East.
The O.E.C.D. Report emphasises that the problem is not one tha t can 
be solved by re liance on technological advances. I t  w i l l  depend upon 
the reaction of Governments and communities. America, from being 
s e l f -s u f f ic ie n t ,  currently  imports 30% of i ts  o i l  requirements, Japan
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has no o i l  o f i ts  own, and Western Europe very l i t t l e .  A ll  countries 
must bid fo r  o i l ,  mainly in the Middle East market, which has over 
60% of the world's known o i l  reserves, and continued price increases 
are in e v ita b le ,  the more so because the o i l  producers are keen to 
derive as much revenue fo r  as long as possible, from th e i r  irrep laceab le  
assets.
These conditions of dependency have led to uncertainties and in B r ita in  
measures to reduce the wastage of fo ss il  fuels have been recommended 
by an expert working party set up by the In s t i tu te  of Fuel a t  the 
request of the Government.^
Economyof use w i l l  not ju s t  mean the consumption of fuels at the r ig h t  
price and at the r ig h t  ra te ,  but also greater emphasis on public  
transport systems, more e f f i c ie n t  and less powerful cars, and 
increasing use of r a i l ,  p ip e l in e ,  and water transport fo r  f re ig h t .
The O.E.C.D. Report therefore strengthens the environmental arguments 
suggesting a reduction in the rate of growth in car ownership and 
t ra v e l .
Although fuel prices w i l l  continue to r ise  there seems no reason to 
expect that adequate fuel o i l  supplies w i l l  cease to be ava ilab le  in 
the immediate future,unless supplies are w itheld  fo r  p o l i t ic a l  reasons.
P o l i t ic a l  decisions on the production and a llocation  of Middle East 
o il  are,however, more l ik e ly  than any other single fac to r  to reduce 
the rate of accompanied car trave l,and  this topic is returned to la te r  
in th is  chapter.
Motorists have shown themselves to be r e la t iv e ly  insens it ive  to increases 
in the running costs of th e ir  cars, and higher costs of fuel o i ls  w i l l  
equally a f fe c t  a i r  t ra v e l ,  but massive increases in the costs of petrol  
as countries bid competitively fo r  scarce resources could have a 
marked dampening e f fe c t  on to ta l  trave l demand.
In order to compensate fo r r is ing  trave l costs, the average vehicle  
load may r is e ,  thus ac tua lly  increasing the number of passengers 
carr ied , and i t  must be stressed that the forecast of motoring 
passengers abroad, is  extremely sensitive  to the estimate of average 
car occupancy.
In addition to price increases, fu r th e r  developments may p re c ip ita te  
other major social and economic adjustments. Speaking a t  a conference 
on urban transport, Mr. G. Foley an engineer with the technical 
studies unit of the Architectural Association, has argued that when 
transport begins to compete with industry and domestic uses fo r  an 
increasingly scarce supply of o i l ,  the Government would have to 
intervene and a llocate  supplies according to p r io r i t ie s .
In a s itu a tion  of petrol ra tion ing and adm inistrative defin tion  of  
essential and inessential journeys, both indiv iduals and the Governmen 
may not be prepared to a llocate  scarce petrol to holiday t ra v e l .  
Obviously a black market would develop and the nature o f ration ing  
procedure provides a fu r th e r  element of speculation, but in re la t io n  
to the forecast date fo r  the completion o f the Channel Tunnel, and i ts  
basis of revenue from accompanied car t r a v e l ,  these long-term  
considerations are important. Countries, such as I t a l y ,  may no longer 
be prepared to subsidise the holiday motorist with petrol vouchers.
N a tu ra lly ,  th is  is  painting a bleak p icture of the s i tu a t io n ,  but in 
view of the high r isk  to be taken with the massive cap ita l investment 
in the Channel Tunnel, in i t s  present concept, the tendency fo r  pessi­
mism may be forgiven. The problem is to separate the e ffec ts  of
increasing demand and resource a l lo c a t io n . Analysis o f the overall
13energy s itu a tion  is more op tim is tic  , but even those who descibe 
themselves as optimists predict rapid price increases and the need 
to conserve non-renewable energy resources.
Fuel costs w i l l  also rise as the demand increases fo r  lead free  p e tro l .  
Cars w i l l  become dearer to s a t is fy  le g is la t io n  aimed to produce 
pollu tion  free vehicles, and th is  increase in prices may become a
14sp ira l as buyers also demand a more durable product. Colin Leicester  
in his long term forecast o f the B rit ish  econorny has suggested tha t  
the running costs o f cars w i l l  increase from 5.3% of consumer's
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budget in 1971 to between 10.8% to 12.2% by the end of th is century.
The rate o f growth of th is  expenditure w i l l  have been halved from 
the 1951 to 1969 le v e l ,  but w i l l  s t i l l  be double the growth rate of  
to ta l consumption expenditure. This growth must be set against 
the expansion of disposable income and the costs o f a l te rn a t iv e  
forms o f holiday t ra v e l ,  but would seem to suggest th a t  trave l costs 
w i l l  increase fa s te r  than real incomes, and w i l l  prevent any major 
expansion o f demand fo r  accompanied car t ra v e l .
New forms of private  transport such as e le c t r ic  cars are s t i l l  
technologically  underdeveloped, and even i f  produced in large numbers 
would require massive additional e le c t r ic a l  generating capacity.
This new generation of vehicles could maintain the growth in car 
ownership le v e ls ,  but not the capacity fo r  long-range journeys.
In th is  s i tu a t io n ,  i t  may not be unreasonable to assume that the 
postulated asympotic level o f  car ownership may only be the peak of 
a bell-shaped d is tr ib u t io n .
I t  was noted e a r l ie r  that the r ise in accompanied car holiday costs 
was bas ica lly  the re s u lt  o f increases in trave l costs, p a r t ic u la r ly  
fe rry  fares. In s e n s it iv ity  to increases in running costs arises  
because they are inescapable, but to l ls  of any kind are escapable, 
and in the short term the a b i l i t y  of the fe rry  operators to hold down 
fare levels w i l l  have a major impact on t r a f f i c .  I f  the Monopolies 
Commission reports in favour o f  reduced fares then this w i l l  help to o f fs e t  
the r is ing  price of p e t r o l .
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V II  i i .  Channel Tunnel. The Basis fo r  Construction
Accompanied car t r a f f i c  is expected to provide over h a l f  the Channel 
Tunnel revenue. Only approximately 1 \%  o f  the to ta l  f re ig h t  carriage  
between Great B r ita in  and the Continent is  expected to be diverted to 
the Tunnel. Leisure t r a f f i c  as a whole therefore supplies the bulk 
of revenue, but th is  is  p o te n t ia l ly  most v o la t i l e ,  because i t  is 
dependent upon discretionary expenditure and indiv idual preference.
I r 1 fx
The Cost Benefit report and the Government Green Paper give f i r s t  
p r io r i ty  to the transport o f  cars, buses, and lo r r ie s ,  taking approxi­
mately three quarters o f  capacity, and low p r io r i t y  to through t ra in  
t r a f f i c .
17C iv i l  Aviation Authority (C .A .A .) forecasts allow fo r  about four and 
a h a lf  m il l io n  t ra v e l le rs  to go by t ra in  instead o f a i r  in 1980, and 
six m il l ion  in 1985. This scale of t r a f f i c  d iversion, through the 
e f fe c t  o f  reduced journey times is not given any real emphasis in the 
Cost Benefit Study, and the report assumes unchanged r a i l  journey times 
on the Continent. The Tunnel is  therefore only expected to take a small 
share o f the expansion o f a i r  t r a f f i c  between B r ita in  and Western 
Europe, which is  estimated by the C.A.A. to increase from 25 m il l io n  
passengers in 1980 to 56 m ill ion  in 1990.
The Tunnel is  designed to carry any size o f road veh ic le , thus requiring  
a tunnel size greater than that required by the Continental loading 
gauge. The cost to provide fo r  the additional capacity fo r  accompanied 
vehicle carriage on double-deck wagons is not given, but may amount to 
between one-th ird  to one-half of to ta l  costs.
The fares charged to through t ra in  passenger t r a f f i c ,  estimated to be 
8 m il l io n  passengers in 1980 and 13 m il l io n  in 1990, therefore seem 
excessive in re la t io n  to the revenue requirements and share o f  f a c i l i t i e s .  
The fare structure suggested, a t  1973 p r ices , is  £3 single fo r  t ra in  
passengers, and £17.60 fo r  the average sized car with three occupants, 
compared with £21.00 on the short sea routes. Natura lly  the fe r ry  
operators would reduce th e ir  t a r i f f s  in order to remain com petitive,
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but the Tunnel consultants expect adequate return on revenue even i f  
the Dover s t ra i ts  fe r r ie s  cut fares by 30%, winning t r a f f i c  on r e l i a ­
b i l i t y  and speed. Ferry fares may, however, be reduced well before 
the Tunnel opens, e i th e r  under Government d ire c t io n ,  or through im­
provements in load fac to r .
Nevertheless, the Tunnel should remain competitive fo r  the operating 
costs o f  each car a t  1973 prices are expected to be no more than £1.30. 
A ll these estimates depend, however, upon the desired rate  o f return  
on c a p ita l ,  the degree o f price competition, and the diversion factor  
fo r  accompanied car t r a f f i c .
The assumptions, made in the Cost Benefit report, that car carrying  
cap ab ili ty  should be the basis of the finance and construction of the 
Tunnel is the most d i f f i c u l t  assumption to ju s t i f y .
18Professor Bromhead of Bristol University has suggested that i f  t ra in  
to l ls  were lower than envisaged in the report, greater capacity of 
through tra in  services allowed f o r ,  and B rit ish  Rail and Continental 
railway development plans executed, then approximately h a l f  the non­
accompanied vehicle t r a f f i c  between B r ita in  and the Continent, in 1990, 
would travel by t ra in  and h a lf  by a i r .  This would re lieve  the London 
a irports  o f about one-sixth o f th e i r  expected burden and give greater  
recognition to the s u i t a b i l i t y  o f d i f fe re n t  modes o f  transport in 
terms o f so c ia l ,  environmental, and energy costs.
The preliminary reports from the Channel Tunnel Consultants do not fake 
into account these l a t t e r  factors in great d e t a i l ,  and merely ind icate  
that i f  the use of road transport is  severely curta iled  by e i th e r ,  or 
both, Government policy and problems o f the cost and supply of fuel 
o i l ,  then the Tunnel would gain through increased r a i l  passenger, and 
f re ig h t  t r a f f i c ,  and would s t i l l  be commercially v iab le . The assump­
tions regarding the a llocation  of revenue, cost, and capacity fo r  
accompanied car t r a f f i c  remain unclear. To switch the whole basis of 
the t r a f f i c  revenue and construction a f te r  198U is a major r is k .
19In the Green Paper on. the Channel Tunnel, the impressive range of  
studies undertaken in the analysis and forecast of tra ve l demand are
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outlined . An a lte rn a t iv e  assessment from the fe r ry  operators point
20of view has been put forward by K. D. Wickenden ,. Chairman of  
European Ferr ies , Ltd.
Wickenden emphasises the a v a i la b i l i t y  of capacity in the present 
operators' f le e ts  and the a b i l i t y  o f  the operators to expand f a c i l i t i e s  
gradually to meet t r a f f i c  demand. In the l ig h t  o f the uncertainty in 
the volume o f accompanied car carriage beyond 1980, t h is ,  in i t s e l f ,  
is  a powerful argument against the construction o f the Tunnel in i ts  
present form.
I t  may be ins tru c tive  to w ait upon the results o f  a jo in t  programme to 
analyse the future requirements fo r  in te r - c i t y  travel fo r  the 1980's s 
launched recently by the O.E.C.D. The main purpose of th is  co-operative  
programme w i l l  be to assure that the key; planning, development, and 
cap ita l investment decisions taken in indiv idual countries are com­
p a t ib le .  The supporting analysis is  designed to cover a wide range 
of economic, techn ica l, and environmental issues inc lud ing:-  the 
roles to be played by the highway, r a i l ,  and a i r  modes in a to ta l  
transport system, the need fo r  inter-connection o f  national transport 
networks, and the potential impact o f  a lte rn a t iv e  types of high-speed 
ground transport.
The Channel Tunnel must be viewed as part of an integrated transport 
system between Great B rita in  and Western Europe, with a m u l t ip l ic i ty  
of potentia l uses. This potentia l fo r  d i f fe re n t  categories o f  t r a f f i c  
requires fu r th e r  discussion.
V I I  H i .  Trends in Socio-Economic and Other Determining Factors
Income
The Channel Tunnel study forecasts have been based upon a growth rate
in the central case o f 3.5 per cent per annum fo r  the B r it is h  economy
and 4 to 5 per cent fo r  the main European t r a f f i c  generators. The
forecast fo r  the B rit ish  econonjy, in the long term, is  lower than the
Treasury's o f f i c ia l  forecasts fo r  1973/1974 but seems bas ica lly
r e a l i s t i c ,  and has received support from a recent survey o f  fu ture
economic prospects in Western Europe produced by the Hudson 
21In s t i tu te  .
France is noted to be already as rich as West Germany, although s t i l l  
behind Sweden, Switzerland, and Denmark, but w i l l  soon become the 
centre o f  the European econony, as the in d u str ia l  hub of Europe moves 
from the North southwards to the Mediterranean.
The Hudson report emphasises many o f  the d i f f i c u l t i e s  o f econometric 
forecasting based on aggregative data o f economic wealth. The rapid  
expansion o f France is  underestimated in terms of G .N .P ., calculated  
in U.S. d o l la rs ,  fo r  th is  cannot take account of the d i f fe r e n t  price  
structures of economies, nor the d i f fe re n t  spending patterns of popu­
la t io n .  I t  merely re f le c ts  external monetary re la tions between sta tes .
G.N.P. per capita does not represent the purchasing power potentia l o f  
each country, and fu r th e r  complications arise from the present 
s itua tion  of f lo a t in g  exchange rates. P a rity  changes do not r e f le c t  
accurate ly , equivalent changes in the actual wealth o f  countries, and 
the weaknesses o f  the d o l la r  a f te r  1971 make comparisons in terms of  
1971 and 1972 dollars unre liab le .
Comparisons are best made in terms o f  purchasing power p a r i t ie s .  These 
were calculated in the report on the basis o f differences in prices  
between countries as well as expenditure on various categories o f  
private  consumption, fo r  a medium income employee's fam ily of four.
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Taking G.N.P. at 1970 constant p r ices , which eliminates d istortions  
due to the d i f fe re n t  in f la t io n  rates (much higher in Germany than in 
France in the la s t  years) France's G.N.P. increased from 79% of  
German G.N.P. in 1970, to 81% in 1971. I f  instead o f o f f i c ia l  
exchange rates purchasing power p a r i t ie s  are ca lcu lated , then the 
ra tios  become 90% and 92% respective ly  fo r  the same years. In 
re la tionsh ip  to the B rit ish  econorny, the purchasing power p a r i ty  o f  
the French econorny has increased from 124.7% in 1968 to 137.2% in 
1970 and to 142.3% in 1971.
The gap between the French and German economies is narrowing and the 
continuation o f present trends w i l l  re s u lt  in the two economies having 
s im ila r  purchasing power p a r ity  by the end o f decade. Both economies 
w il l  have grown considerably fa s te r  than the B rit ish  economy. The 
Hudson In s t i tu te  report notes th a t ,  "The annual average fo r  the 
decade o f  the 1960's was rather better  than the t ra d it io n a l  perfo r­
mance, but a B rit ish  growth rate of 2.7%, admired by most nations in 
the nineteenth century, was t o ta l ly  inadequate fo r  the I9 6 0 's . .........
I t a l y ,  growing a t  an annual average of 5.6% over the decade, is  now
o o
not so fa r  behind B r i ta in ."  (Table V I I  4)
Table V I I  4. Annual Average Growth Rate of G.N.P. 1960-1970^, and 
1970-19802
Country 1960 -  1970
%
1970 -  1980
%
France 5.8 5.9
West Germany 4 .8 4 .8
I ta ly 5.6 6 .0
United Kingdom 2.7 3.3
Source: 1. In ternational Monetary Fund, Annual Report, 1972,
I .M .F . ,  Washington, 1972.
2. Organisation fo r  Economic Co-operation and Development, 
Expenditure Trends in O.E.C.D. Countries 1960-1980, 
O.E.C.D., Paris , Ju ly , 1972.
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Based on O.E.C.D. projections, France which now ranks seventh in the 
world in per capita G .N .P ., w i l l  rank f i f t h  by 1985, behind the United 
States, Japan, Sweden, and Canada. World Bank data is  even more 
favourable, and suggests that B rita in  w i l l  be only the f i f te e n th  
r ichest country in the world in 1985, with Spain and Greece very 
close behind. Based on purchasing power p a r i t ie s ,  the Hudson In s t i ­
tute report indicates that the French w i l l  have the same purchasing power 
as the Americans in 1985, followed by the Dane, the Swede, the West 
German, the Norwegian, the Belgian, the Swiss, the Dutch, the Finn, 
the I t a l i a n ,  the B r i t is h ,  the Spaniard, the Greek, and the Portuguese.
Against the French and American standards the B rit ish  would only be 
h a lf  as r ic h ,  the Germans 78% as r ic h ,  the Danes 89% as r ic h ,  the 
Swedes 84% as r ic h ,  the Belgians 72% as r ic h ,  the Swiss 70% as r ic h ,  
and the I ta l ia n s  52% as r ich . As the report notes, " I t  is  hardly  
necessary to emphasise what an enormous p o l i t ic a l  and social revolution
23in the conduct of European a f fa irs  is hidden in such dramatic f ig u re s ."
In ternational tourism is sensitive to f luc tuations in the general 
economic s ituation  in Western Europe, and although demand fo r holidays 
abroad increases with income, th is  re la tionsh ip  is  fa r  from simple and 
in each country must be re lated  to the income d is tr ib u t io n  and the 
p a rt ic u la r  aspect o f holiday travel under consideration.
In both I t a ly  and France, the d is tr ib u t io n  of wealth by the standard 
of comparably developed countries, is r e la t iv e ly  inequitab le . Income 
levels w i l l  continue to r ise  a t varying rates in Western Europe, but 
i t  is  extremely d i f f i c u l t  to forecast exactly how the d is tr ib u t io n  of  
wealth w i l l  change. Studies have revealed considerable varia tions in 
the income e la s t ic i t y  of travel demand at d i f fe re n t  income leve ls .
Even in economies which are re la t iv e ly  depressed at present, there are 
many factors which suggest continued growth in accompanied car t ra v e l ,  
and th is  is supported by the importance o f frequency of purchase o f  
motoring holidays.
The growth o f personal incomes at constant prices has been very much 
slower than the growth of accompanied car travel from Great B r i ta in .
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The holidaymaking household is  s ig n if ic a n t ly  b e tte r  o f f  than the 
average household, and the e ffec ts  o f  in f la t io n  on B r ita in  have h i t  
d if fe re n t  households unequally. Recently in B r i ta in ,  the price of 
necessities , especia lly  food and housing have been r is in g  much fa s te r  
than luxuries such as durable goods and t ra v e l .  Rising prices have 
h i t  the poor much harder than the r ich . House prices have increased 
dram atica lly , but, in fa c t ,  represent a form of income to owner 
occupiers, who have been receiving increasing levels of income tax  
r e l i e f .  The e ffec ts  of in f la t io n  and depressed wages in Great 
B rita in  must therefore not be over-emphasised in re la t io n  to the 
accompanied car travel market. More in f lu e n t ia l  w i l l  be in te rnationa l  
economic trends; currency exchange ra tes ,  and variations in the costs 
of t r a v e l .
A low growth rate in B rita in  w i l l  prevent a rapid expansion o f car 
ownership, p a r t ic u la r ly  sales o f  new cars, and l im i t  the spread of 
accompanied car travel down the socio-economic scale. The upper 
socio-economic groups in Great B r i ta in ,  and the main travel generators 
in Western Europe are now approaching car ownership saturation (one 
car per household). Increasing m ultip le  car ownership and the impor­
tance of repeat travel are important in e r t ia l  factors suggesting 
continued expansion o f t r a f f i c ,  even from countries adversely a ffected  
by current economic trends. More rapid economic growth on the 
Continent should maintain the rapid increases in accompanied car 
travel to B r i ta in ,  as a resu lt  of both increasing numbers of new 
v is i to r s ,  and increasing frequency of purchase.
More information is required, in order tha t the e ffec ts  o f income on
hoiiday t r a v e l , p a r t ic u la r ly  in re la t io n  to l i f e -c y c le  stages, can be
accurately assessed. The general e f fe c t  o f high income is in a sense
negative. I t  removes res tr ic t io n s  from the holidaymaker's range of
choice, rather than p o s it ive ly  motivates him to take holidays abroad.
Thus, despite the growth in the French economy, there has been very
94
l i t t l e  expansion in the number of holidays taken abroad. Reports 
of surveys undertaken by the In s t i t u t  National de la  S ta t is t iq u e  e t  
des Etudes Economiques indicate that the number of days spent abroad 
increased by 5% between 1970 and 1971, but only 4.1 m il l ion  holidays 
were taken abroad, compared to 21.4 m il l io n  domestic holidays.
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P o l i t ic a l  Events.
P o l i t ic a l  events in the Middle East and Arab o i l  po lic ies  of re s t r ­
ic t io n  o f  exports to Europe may to a large extent over-turn the results  
of the Hudson In s t itu te  Report, and the forecasts of economic 
performance upon which the Channel Tunnel carriage and revenue 
forecasts were made. Even i f  supplies o f o i l  in Europe return to 
"normal" levels the escalating price of fuel w i l l  undoubtedly reduce 
the growth rates of the European economies and consequently the 
forecasts of accompanied car t ra v e l ,  which in any case depend upon 
unrestricted petrol supplies.
In time, of course, these price increases w i l l  produce energy saving 
technological development, and encourage the exp lo ita t ion  o f fuel  
supplies th a t  were previously uneconomic. But in the meanwhile, 
the countries most dependent on imported fuels w i l l  s u f fe r  the biggest 
cuts in output. The Japanese import nearly a l l  th e i r  fu e l ,  
the old E.E.C. two th ird s ,  and the United Kingdom less than 50%.
Not only w i l l  petrol prices rise because the Arabs are asking more 
fo r  th e i r  o i l ,  but in B rita in  there may be fu r th e r  tax increases 
on p e tro l ,  and other f is c a l  measures to reduce aggregate demand 
in the econony, to counteract the in f la t io n a ry  sp ira l and the adverse 
balance o f payments s itu a t io n . To 1980, therefore , the t r a f f i c  
forecasts outlined in th is  study must be viewed as o p t im is t ic .  In 
p a r t ic u la r ,  the levels of ex. G.B. accompanied car t r a f f i c  w i l l  
probably only r ise to the forecast annual level during the la s t  years 
of the decade as North Sea o i l  begins to be pumped ashore. I t  is  
d i f f i c u l t  to envisage any marked growth in accompanied car trave l  
from Great B r i ta in ,  during the mid 1970's.
The medium term prospects fo r  the B r it ish  econony are , however, 
now more cheerful than those o f the other countries of the E .E .C ..
By 1980, B r ita in  w i l l  be the only country in Western Europe, apart from 
Norway, producing as much fuel as we need, and w i l l  be the only 
major in dustr ia l  country in Western Europe without a growing o i l  
d e f ic i t .  Not only w i l l  th is  mean ava ilab le  supplies o f fuel fo r  
personal m o b ility ,  but by 1980 B r ita in  could be f irm ly  and permanently 
entrenched in balance of payments surplus.
The i n i t i a l  impact of the re s tr ic te d  supplies on passenger transport  
has produced very s ig n if ic a n t  pointers fo r  the fu ture . On the Cont­
inent o f Europe, le isure  motoring has been banned on Sundays, in  
B rita in  petrol ration ing cards have been d is tr ib u ted , and fuel o i l  
supplies to a ir l in e s  have been reduced and prices increased. By 
reducing frequencies o f serv ice , the a i r l in e s  have sought to 
improve load factors and hold costs down. S im ila r ly  increasing  
car occupancy mitigates the r ise in trave l costs, and may help to 
maintain the growth in demand fo r accompanied car passenger t ra v e l .
The assessment of journey p r io r i t ie s  fo r  fuel a llocation  is a major 
problem fo r  Government and commerce. On charter f l ig h ts  load factors  
are already very high and the a i r l in e s '  a t t i tu d e  to fuel a llo cation  
between scheduled and charter f l ig h ts  w i l l  have a s ig n if ic a n t  e f fe c t  
on holiday t ra v e l .  Restrictions on holiday motoring may be consid­
ered economically necessary but there are also powerful arguments 
against re s t r ic t io n .  Holiday trave l is  now considered by many 
people a social necessity, and major re s tr ic t io n s  would be disastrous 
fo r  employment in the to u r is t  industry.
Even i f  domestic holiday travel is permitted, in te rn ationa l travel  
is even more problematic. Each country w i l l  look closely at the costs 
and benefits o f  in ternationa l motoring and to u r is t  spending. For 
West Germany, to whom B rita in  looks fo r  a major share o f the increase 
in accompanied car t ra v e l ,  the drain o f to u r is t  expenditure abroad 
may become in to le ra b le .  In Switzerland the petrol supplied to foreign  
motorists t ra v e l l in g  in t ra n s i t  may not be seen to be counteracted 
by s u f f ic ie n t  spending of these touris ts  in the Swiss economy.
In th is  extremely complicated and uncertain s itu a tio n  the only 
conclusion which can be drawn with some certa in ty  is tha t the t r a f f i c  
and revenue calculations fo r  the construction of the Channel Tunnel 
must be more closely investigated. Further discoveries of U.K. 
o il  reserves must enable B rita in  in the medium term to be as mobile 
as i t  has been in the past, and b e tte r  o f f  than 1972 predictions  
of the econony. Moreover supplies of r e la t iv e ly  cheap petrol w i l l  
be very a t t ra c t iv e  to Continental motorists. But the basis of a l l  
forecasts has now been so disrupted tha t the o f f i c i a l  Channel Tunnel 
t r a f f i c  estimates,and th e ir  assumptions of economic growth, must 
be revised.
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Population Trends in
Western Europe
Although the rate of economic growth in Western Europe is uncertain
25the population is expected to expand and in a number of countries 
th is  rate of increase w i l l  be higher than in Great B r i ta in .  In France 
and I t a ly  the population is expected to grow by 0.8% per annum to 1985* 
by 1.1% per annum in the Netherlands and Switzerland, and by 0.9% per 
annum in Spain. In Scandinavia a lso , the population is expected to 
grow fas te r  than in Great B r i ta in .  These varying rates of population 
increase are combined with the projections o f car ownership in Tables 
V I I  1, 2, and 3, and suggest continued expansion o f non-business 
accompanied car t ra v e l .
In Chapter IV iv  i t  was found that a much larger proportion of foreign  
motorists tra ve lled  in non-family groups, and without ch ild ren , than 
B rit ish  motorists, and a larger proportion were from the younger age 
groups. I t  is therefore s ig n if ic a n t  to note that in  France, West 
Germany, Holland, and Belgium, the age groups 20-24 and 25-29 are 
expected to increase th e i r  respective shares o f the to ta l  population, 
p a r t ic u la r ly  to the mid 1970's , and then decline marginally to 1980.
In France, the 20-24 age group is expected to expand from 12.4% of 
the population in 1968 to 13.3% in 1976,and f a l l  to 13.0% in 1980.
The 25-29 age group increasing in  the same years from 10.3% to 15.0% 
and f a l l in g  to 14.3% in 1980.
These trends are favourable, and there remains considerable po ten tia l  
fo r the a t trac tio n  o f fam ily motoring holidays, especia lly  as r ig h t  
across Europe, people are marrying younger and l iv in g  longer, have 
higher levels of education, disposable income, and greater experience 
of holiday t ra v e l .  Despite the rapid increase in foreign motoring 
holidays to Great B r i ta in ,  demographic trends, therefore favour 
continued growth o f the market.
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O ff ic ia l  population projections are constantly being revised. In
nr
Great B r ita in  these revisions have affected the forecasts of future  
levels of car ownership. The longer the period over which figures  
are projected, the more the results depend upon the estimates of the 
numbers o f  persons as y e t  unborn, which are in ev ita b ly  more specu­
la t iv e  than the projected numbers of persons surviv ing, although the 
l a t t e r  too may be affected to some extent by unforeseen changes in 
migration. Thus, in Table V I I  5, greater r e l i a b i l i t y  may be attached 
to the projected numbers above age 20 in 1991 than to the projected  
numbers below this age.
Unfortunately, the age groupings upon which these population projec­
tions are based are not the same as those applied in the B rit ish
27National Travel Survey . The increase in the 30 to 44 age group 
corresponds to one of the most important segments of the accompanied 
car trave l market. This is  la rge ly  o f fs e t ,  however, by the reduced 
proportion of the population in the middle to older age group. The 
to ta l proportions o f the population, 30 to 59/64 is  therefore projected  
to be roughly s im ila r  to present levels: 38.4% in 1971, 37.7% in 1981,
and 37.7% in 1991.
The increases in the oldest age group may be coupled with an expansion 
of th e i r  demand fo r  holiday travel abroad, having had greater experience 
of foreign travel than e a r l ie r  generations, but th is  w i l l  be o f fs e t  fo r  
accompanied car travel by the physical s tra in  of motoring. B r it ish  
population trends do not therefore ind icate a rapid increase in trave l  
abroad among the groups most a c t iv e ly  engaged in holiday motoring. A 
higher proportion of t ra v e l le rs  may be expected from the younger 
married fam ilies  in the age range 30 to 44 but th is  is precisely  the 
period when disposable income is most strongly committed to more 
essential purchases.
Generally, there w i l l  be very l i t t l e  increase in the number of  
fam ilies  with children under sixteen. I t  is  the assumption of the 
forecasts that average family size over the next few decades w i l l  
remain at a l i t t l e  under 2.4: tha t is  a l i t t l e  lower than tha t  of
women who married in the la te  1950's and ear ly  1960's.
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Table V I I  5. The Structure of the Projected U.K. Population 1981-1991 
Index Numbers (1971 = 1 0 0 )
Age Group 1981 1991
0 -  14 99 105
15 -  29 108 113
30 -  44 112 123
45 -  64 Males )  93 92
45 -  59 Females )
65 and over Males 109 110
60 and over Females 104 108
All ages 104 108
Source: O ffice of Population Censuses and Surveys, Population P ro jec tions ,
No. 2. ,  1971-2011 , H .M.S.O., London, 1972
Note: The dotted l in e  divides those born before mid 1971 (below the
l in e )  from those born a f te r  tha t date.
Numbers of b irths w i l l  therefore tend to increase slowly. Consequently 
the rate o f household formation w i l l  be slow. C. L e ic e s te r^  has
estimated that the number o f households in the United Kingdom w i l l
increase from 18.96 m ill ion  in 1971 to 20.49 m ill ion  in .1981, and
to 21.61 m ill ion  in 1991.
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Education.
In contrast to population trends, there are strong indications tha t  
educational levels w i l l  continue to r ise  rap id ly . Using an ex tra ­
polation o f  past trends, and taking in to  account demographic
29pro jections, an O.E.C.D. survey has predicted a doubling or t r ip l in g  
of student numbers in post-secondary education, in most countries, by 
1980.
In 1963 only 8% of the French and West German population had completed 
th e ir  f u l l  time education between 18 and 20. In 1969 the figures were
Qfi
16% and 14% respective ly . In 1969, 8% o f a l l  adults had been edu­
cated to 21 and over in West Germany, 4% in France, 6% in I t a ly  and 
the Netherlands, 8% in Belgium, 4% in Great B r i ta in ,  10% in Austria  
and Switzerland, and 21% in Scandinavia. The comparable figures fo r  
the 18 to 34 age group were 10% in West Germany, 9% in France, 5% in  
I t a l y ,  16% in Belgium, 6% in Great B r i ta in ,  13% in A u str ia ,  12% in 
Switzerland, and 27% in Scandinavia.
There are several reasons why the number o f  enrolments in higher 
education seem l ik e ly  to p ers is t even i f  the rate of growth slows down:- 
the demographic potentia l is  fa r  from exhausted, there is  considerable 
potential s t i l l  fo r  growth in secondary education, an increasing  
range o f secondary education and other routes to higher education, 
increasing enrolment o f  women, and growing demand fo r  adu lt education 
and manpower re tra in in g .
31The Robbins Report noted that by 1985 the proportion of the age 
group 16 to 18 years s t i l l  a t  school w i l l  probably have risen to about 
24% and by 2000 to about 28%. The number o f students in fu l l - t im e  
higher education, w i l l  probably r ise  by about 240% between 1965 and 
1985 and by 2000 A.D. these w i l l  be more than three times the f igure  
for 1965.
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32C. Leicester has estimated trends in education by assuming a 
fu r th e r  ra is ing  o f  the school leaving age in Great B r ita in  to sixteen  
years in 1974 and to seventeen years before 1991. He also allowed 
the proportion aged eighteen and over staying on at school to r ise  
from 6% in 1968 to 25% in 2001. This swells the pool of mature 
school leavers who act as candidates fo r  places in higher and fu rth e r  
education, and Leicester forecasts tha t the number o f students in a l l  
forms o f  higher education w i l l  have increased f iv e - fo ld  between 1968 
and 2001.
Over the next decade, the increased percentage o f people pursuing 
th e ir  education beyond the minimum school-leaving age, w i l l  add to 
the many other factors increasing the propensity of residents to 
spend th e i r  holidays abroad, p a r t ic u la r ly  in countries such as B r i ta in ,  
where they are a ttrac ted  by the h is to ry ,  c u ltu re ,  and way of l i f e .
This w i l l  be accentuated by the greater travel experience o f young 
people, and emphasises the continuation o f the rapid growth of  
accompanied car t ra v e l .  Education i t s e l f  w i l l  not,however, have 
dramatic e ffects  upon demand unless income is favourable.
Paid Holidays
There have been rapid increases in paid holiday entitlem ent in the
United Kingdom. The proportion o f manual workers with three weeks
33or more paid holiday has risen from 15% in 1969 to 67% in 1971.
34C. Leicester considers that the length o f  the working year w i l l  
continue to be reduced in order to balance the labour market, but 
th is  may occur in the length of the working week rather than the 
length o f paid holidays. The average length of paid holidays may 
not have increased substan tia lly  by the end of the century.
Leicester assumes a possible range between three to seven weeks fo r  
a 9% to 17% reduction in the working year.
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Past experience has indicated th a t  i t  is  extra cash rather than extra  
hours which underpins the boom in le isure  industr ies , p a r t ic u la r ly  
among the manufacturing labour force. For w h ite -c o l la r  workers, extra  
le isure  often compensates fo r  lower wages and l im ited  opportunities  
fo r  overtime.
Holiday motorists enjoy above average levels of paid holiday e n t i t l e ­
ment, and th is  has permitted above average lengths of stay on holidays 
abroad. Longer paid holiday entitlements w i l l  tend to j u s t i f y  invest­
ment in holiday equipment, second homes, tents and caravans, as they 
can be used more in te n s ive ly ,  and help to reduce holiday costs. But 
as in France, an increasing level of second-home ownership may l im i t  
the demand fo r  holidays abroad.
The supply of camping and caravanning s ites fo r  mobile holidaymakers, 
are res tr ic ted  in Great B r i ta in .  The trends noted in Chapter V i i  
suggest that the increasing demand fo r  s e lf -c a te r in g  holidays, the . 
increasing ownership o f holiday equipment, and longer holiday e n t i t l e ­
ment, w i l l  favour increased motoring holidays from Great B r i ta in ,  but 
are only l im ited  encouragement to motoring holidays from the Continent.
Table V I I  6. Holiday Entitlements and Holiday Pay in Western Europe, 
1970
Country
Annual 
Hoii days 
(Weeks)
Bank
Holidays
(Days)
Holiday Pay
West Germany 4 10-13 25%-30% above 
average earnings
Belgium 3i 10 Double earnings
France 4 9 Average earnings
I ta ly 2-4 (based on 17 
service)
Average earnings
Netherlands 3 7 Double earnings
United Kingdom 2-3 6 Average earnings
Source: Incomes Data Services, Report on Annual Holidays, I .D .S .  ,
London 1970.
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The adoption of the th ird  week's holiday in the United Kingdom has 
brought us more in l in e  with present arrangements fo r  annual holidays 
in other European countries (Table V I I  6 ) .  In Western Europe there 
has been a widespread extension o f  holidays into  a fourth week, matched 
by increased holiday pay. There is nothing in the Treaty of Rome, 
however, which suggests that the length o f paid holidays must be 
harmonised throughout Europe.
I t  is d i f f i c u l t  to know whether above average holiday earnings are 
spent on holidays but i t  has already been noted that Belgian motorists 
tend to spend a high proportion o f short holidays in Great B r ita in  and 
th is  may be encouraged by the longer annual leave entitlem ent and 
double earnings. The Belgian, Netherlands, and West German markets 
may therefore be susceptible to the marketing o f short motoring 
holidays to Great B r ita in .
The a b i l i t y  of the fe rry  operators to a t t r a c t  off-peak t r a f f i c  depends 
less on the length of paid holiday, and more on the a b i l i t y  to take 
holidays outside the peak period. From Great B r i ta in ,  th is  is  con­
strained by the large proportion o f  family motoring holidays t ie d  to 
school holidays. On the Continent, and p a r t ic u la r ly  in France, the 
concentration o f  holidays in August, also sets l im ita t io n s ,  but 
because of the lower proportions of fam ily  motoring holidays, there are oppor­
tu n it ie s  fo r  encouraging o f f  peak accompanied car t ra v e l .
There are some indications that the length of paid holidays has now 
advanced s u f f ic ie n t ly  to be less o f a constraint on the level of 
travel than i t  was in the past. The most important development has 
been the increasing a b i l i t y  to choose f re e ly  the timing o f the 
holiday to take advantage, of fa re  concessions. Cost ra ther than 
time w i l l  continue to prevent the taking o f holidays abroad, and 
fu r th e r  lengthening o f  paid holidays w i l l  not overcome th is  b a r r ie r .
Other Factors
I t  is a basic assumption of the forecasts of accompanied car t r a f f i c ,  
tha t the costs of package holidays w i l l  be comparable to the increase
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in the costs of fe r ry  fa res ,  and at leas t match, to some degree the 
increase in the running costs of cars, in that any excess w i l l  be 
accepted by motorists. The basis of th is  reasoning has been outlined  
in Chapter I I I .  S im ila r ly ,  i t  is  assumed that the increase in long 
distance holidays, predominantly taken by the AB social groups, w i l l  
l i t t l e  a f fe c t  demand. The assumptions are supported by the evidence 
of the commitment of accompanied car holidaymakers to independent 
t r a v e l .
Nevertheless, the development o f  cheap off-peak t r a v e l ,  provides, 
another, as ye t  re la t iv e ly  unknown, supply influence on holiday travel  
abroad. In the year 1971-1972, w inter package holidays grew by 118%.
In contrast summer inc lus ive -tour t r a f f i c  increased by only 3.6%, 
compared with 94% between 1953 and 1956.
The expansion o f short package holidays has been very dramatic and 
re f le c ts  th e ir  low p r ic e ,  and the increasing a b i l i t y  of the population  
to be able to take a week's holiday outside the summer season. As 
noted e a r l i e r ,  more research is required to determine the e f fe c t  tha t  
the growth of these holidays is  having on the demand fo r  main holidays,  
and the proportion of holidaymakers fo r  whom these provide the main 
holiday abroad, or an additional holiday to the long holiday a t home 
and abroad. At present, i t  would s t i l l  appear, despite rapid growth, 
th a t  these tr ip s  are marginal to the main pattern of holidays. The 
t r ip  is  expensive per day, even a t r e la t iv e ly  low pr ices , and erodes 
the budget ava ilab le  fo r  longer holidays. Much w i l l  depend upon the 
future pricing po lic ies  adopted by the tour operators.
Many other factors play th e i r  part in influencing the decision to take 
motoring holidays abroad. For example, the convenience and ease o f  
t r a v e l ,  and the assessment of costs and distances.
I t  would be extremely complicated to model in g rav ita t io n a l form the 
nature of route choices, and the e f fe c t  o f the Channel Tunnel on 
t r a f f i c  diversion. A simple recognition of the f r ic t io n  o f d istance, 
in mileage terms, may be u n re a lis t ic  in a s itua tion  of varying, 
national costs of t ra v e l ,  t r a f f i c  congestion, and re s tra in t .  In
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add ition , there is the psychological f r ic t io n  of distance which is 
l ik e ly  to be much stronger in the resident country. As indicated in  
the analysis of origins and destinations, trave l to the fe r ry  ports 
is not p o s it iv e ly  valued as part o f  the holiday.
S im ila r ly  i t  is d i f f i c u l t  to account fo r  changes in holiday desti­
nation on the Continent which w i l l  influence the choice of fe r ry  
route. An increasing demand fo r  travel to Spain, one of the few 
remaining cheap countries in Western Europe, would undoubtedly 
increase t r a f f i c  a t  Southampton, from where the level o f p o te n t ia l ly  
d iv e r t ib le  t r a f f i c  to the Channel Tunnel w i l l  be much lower than 
at Dover.
F in a l ly  i t  is d i f f i c u l t  to quantify the e f fe c t  of trave l to friends  
and re la t iv e s .  B r it ish  Rail data in Table V 4 of Chapter V i i  in d i ­
cated that stays with friends or re la t ives  accounted fo r  20% of the 
accommodation used most often by B rit ish  motorists abroad, increasing  
to over 40% in West Germany and the Netherlands. E.E.C. membership 
and increasing in ternationa l business contact w i l l  in te n s ify  this  
travel potentia l and as already noted th is  is  a very important basis 
of accompanied car travel from Western Europe to Great B r ita in .  
Increasing personal contacts abroad are one o f the most important 
influences favouring a continued rapid expansion of accompanied car 
t r a f f i c ,  not only fo r  le is u re ,  but also.business t ra v e l .
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V I I  1V* T r a f f i c  Forecasts , 1975, 1980, and 1985
The basis of the forecasting methodology used in the report is  the 
projection o f  rates of car u t i l is a t io n  and ownership. Forecasts of  
accompanied car carriage are in single journeys or actual cars 
carried which must then be doubled to estimate to ta l fe r ry  carriage.  
M ultip ly ing by the average car occupancy, the number of accompanied
car passengers is derived.
The future rate  of car u t i l is a t io n  is  based on past trends and the 
factors discussed in part i i i  o f th is  Chapter. The importance of 
repeat t ra v e l ,  travel experience, population trends, educational 
trends, continued growth of car ownership, and acceptance o f  
increases in travel costs, suggest a marked degree of  
s t a b i l i t y  in the accompanied car trave l market. The d is location of  
fuel supplies, rap id ly  r is ing  petrol p rices, and economic stagnation  
could,however, dramatically reduce the rate o f t r a f f i c  growth.
Accompanied car travel is  forecast fo r  a l l  journey purposes. To 
obtain the numbers o f non-business t r a f f i c ,  the estimates must be
OCj
re lated  to the survey analysis o f journey purpose. The forecasts  
can then be re lated  to the published forecasts of non-business travel
to and from Great B r i ta in ,  fo r  1 9 8 0 .^
T ra f f ic  forecasts are fo r  accompanied cars, and do not include the 
carriage o f other passenger motor vehicles. On the basis of the 
continuation o f  present trends th is  would add a fu r th e r  20% to car­
r iage , in terms o f passenger car units. This addition to carriage  
does not a l te r  the estimate of accompanied car passengers.
By applying the recent growth in car u t i l is a t io n  rates to car owner­
ship forecasts, the prediction favours a slow reduction in the rate  
of growth o f demand fo r  accompanied car t ra v e l .  No attempt has been 
made to assess the to ta l market fo r  sea travel or the d iv is ion  in to  
classic and accompanied car t r a f f i c .  B r it ish  Rail have estimated 
that to ta l  classic passenger carryings on sea services between Great
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B rita in  and the Continent w i l l  increase, from 1971, a t  only 1|% per 
annum to 1980.
The accompanied car travel market between Great B r ita in  and the
Continent grew rapid ly  during the 1960's, but i t  is in the Continental
segment o f the market that the most rapid developments have taken
place (Table H I  29).The deta iled  d is tr ib u t io n  by country o f residence
of the Continental t r a f f i c  is  i l lu s t r a te d  in Table I I I  31, and in Table I I I  32
the number of accompanied cars, persons per car, and passengers in
1970 and 1971.
In 1970 there were 180,000 foreign cars a rr iv ing  in Great B r i ta in ,  
according to B rit ish  Rail estimates, and in 1971, 227,000 accompanied 
cars. The number of accompanied cars grew from 1966 to 1970 a t a 
compound rate of 11.9% and between 1970-1971 increased by 26%. In 
contrast, the B rit ish  accompanied car travel market abroad (excluding  
Ire land) grew during the same period by only 7.3% compound and bet­
ween 1970-1971 by 4.8%. The compound growth rate of car ownership 
in Great B rita in  between 1966 and 1970 was 4.8%.
Estimates of the car occupancy o f B rit ish  vehicles, during the peak
“3Q ‘3Q /If)
travel period vary from 3.5 to 3 .2 . I t  is  l ik e ly  that cars
w il l  be less f u l l  outside th is  peak period, and when used fo r
business, and therefore estimates of motoring passengers have been
based upon a car occupancy of 3.0 fo r  B rit ish  cars. For foreign
cars an occupancy rate  o f  2 .8  is  p o s tu la ted ,s lig h tly  below the
41B rit ish  Tourist Authority estimate of 2 .86 , during the peak travel  
period.
Only s l ig h t  changes in average occupancy sub stan tia l ly  a f fe c t  the 
estimates o f  accompanied car passengers. For example, the carriage  
in 1971 of B rit ish  accompanied car passengers varies according to 
the estimate of car occupancy from 1 ,776,000 (3 .0 )  to 1 ,894,000 (3 .2 )  
and to 2,072,000 (3 .5 ) .  As travel costs r is e ,  i t  has been suggested 
that th is  may be compensated fo r  by an increase in car occupancy, 
producing a fa s te r  growth in the carriage of accompanied car pas­
sengers than accompanied cars.
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Accepting 3.0 fo r  B rit ish  car occupancy and 2 .8  fo r  foreign car 
occupancy, the to ta l  passenger carriage in 1971 of B rit ish  accom­
panied car passengers (both ways) was 3,552,000 and of Continental 
car passengers (both ways) 1,271,000. A to ta l  of 4 .8  m il l ion  
accompanied car passenger journeys by sea.
Table V I I  7. The Growth o f Car Ownership in Great B rita in  and
Accompanied Car Travel to Western Europe, 1966-1971 
(Index 1966 = 100)
Year Accompanied Cars to Western Europe Index Car Ownership Index
Rate of  
U t i l is a t io n
1966 416,000 100 9,513,333 100 4.37%
1967 423,540 102 10,302,885 108 4.11%
1968 434,650 104 10,816,100 114 4.02%
1969 516,900 127 11 ,227,870 118 4.60%
1970 565,000 136 11,515,060 121 4.90%
1971 592,000 142 12,058,000 127 4.91%
Source: B r it ish  Rail Shipping and International Services Di vision
Society o f Motor Manufacturers and Traders, The Motor 
Industry o f Great B rita in  1971, S.M.M.T., London, 1972
Table V I I  7 i l lu s t r a te s  the growth of car ownership in Great B r i ta in ,  
and accompanied cars t ra v e l l in g  to the Continent during the period 
1966 to 1971. International holiday motoring, set against the con­
tinued expansion of car ownership, displays short term fluc tuations  
in response to economic trends. The rapid increase in t r a f f i c  in 1969 
occurred a f te r  the l i f t i n g  o f currency re s tr ic t io n s ,  and the re laxation  
of the 'economic squeeze' in the mid 1960's.
The increases in trave l costs, a slow rate o f  economic growth, and the 
f a l l in g  value of the £ against other European currencies are re f le c te d  
in the s ta t ic  rate o f u t i l is a t io n  between 1970 and 1971. I t  seems
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extreme ly un like ly  in the forecast economic s i tu a t io n ,  and with l im ited  
additional fe rry  capacity as y e t  f irm ly  planned, tha t despite favourable 
social trends, there w i l l  be any s ig n if ic a n t  increase in the u t i l is a t io n  
rate . This, as noted e a r l ie r ,  w i l l  depend upon the level of fe rry  fares  
set in the fu ture .
I f  the Tunnel can f u l f i l l  the carriage and capacity requirements of the 
increased accompanied car carriage in 1980, without the necessity of  
booking passage, and with a re la t iv e  reduction in fare le v e ls ,  e i th e r  
independently or in combination with the fe rry  operators, this should 
produce an expansion of u t i l is a t io n ,  despite adverse economic trends.
I f  the rate o f u t i l is a t io n  in 1966 is subtracted from the rate of 
u t i l is a t io n  in 1970 there has been an 0.53% increase during the period.
This rate of increase applied to the period 1970 to 1975 and 1975 to 1980 
raises the level o f u t i l is a t io n  from 4.90% to 5.43% in 1975 and 5.96% in  
1980. These rates applied to the upper forecasts of car ownership in 
Table V I1 1. and assuming that the Tunnel is constructed by 1980, suggest 
an increase from 565,000 accompanied B rit ish  cars, to 792,000 in 1975 
and to 1,048,000 in 1980 ( F ig . I I  ). Total B r it ish  accompanied car 
carriage in 1980 would therefore be 2,097,000 and the to ta l  number of  
accompanied car passengers 6,290,000.
The lower car ownership forecast produces only a s l ig h t  var ia t ion  in to ta l  
carriage in 1975 o f 1,574,000 cars, and in 1980 2,049,000 cars. The 
d i f fe r e n t ia l  increases more rapidly a f te r  th is  date.
I f  only 3% of accompanied cars were t ra v e l l in g  purely on business (Table I I I  27 
then in 1980 this would be equivalent to a to ta l carriage of 63,000 cars. 
Increasing business contacts and the greater importance of business trave l  
outside the peak holiday period should raise the proportion to 5% of  
accompanied cars. A to ta l  of over 100,<D00 cars carried  both ways in 1980.
These forecasts, fo r  B rit ish  o r ig in a tin g  t r a f f i c  in re la t io n  to fu ture  
economic trends, are probably nearer the upper rather than the lower l im i t  
p a r t ic u la r ly  i f  the Tunnel is not constructed. I f  the rate o f  u t i l is a t io n  
now s tab il ises  as in 1970-1971 and reaches 5.0% by 1980, then the number 
of actual B r it ish  cars carried w i l l  be only 880,000. Maintenance of the 
1975 rate of car u t i l is a t io n  would produce a middle forecast of
955,000 cars carried.
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I f  the Channel Tunnel is completed and the greater fare  competition 
introduced onto the main t r a f f i c  route, then the rate o f  u t i l is a t io n  
w i l l  increase, but in re la t ion  to economic trends, probably not higher 
than 6.5% by 1985. At this po in t ,  the to ta l number o f B r it ish  cars 
carried both ways w i l l  have risen to 2,631,000 and passengers to
7,892,000. In the l ig h t  of previous discussion, these l a te r  t r a f f i c  
forecasts must be treated with some scepticism.
The growth in the Continental segment of the market is equally d i f f i c u l t  
to p red ic t. The levels  o f carriage in re la t io n  to car ownership in  
each country are very low, (Table V I I  8 ) ,  and the present rate  of 
increase of t r a f f i c  is so large tha t  i t  can be argued that a 
continuation o f th is  rate of growth would produce a highly exaggerated 
forecast. Nevertheless, these rates of growth may be expected in an 
underdeveloped market, and in re la t io n  to the forecast levels of economic 
growth on the Continent and comparative price trends, (provided 
in f la t io n  does not a ltogether rob B r ita in  of her comparative 
advantage), then there seems every like lihood  of sustained growth.
This w i l l  include continued growth of shorter holidays from the 
nearer generating countries, such as Holland and Belgium, 'where the 
majority o f  the population are read ily  accessible to the ports.
Should, however, the dislocation o f  fuel supplies, and rapid ly  r is in g  petrol 
prices sub stan tia l ly  reduce the economic growth rate on the Continent, 
then the foreign motoring travel market may also stagnate, and even 
possibly decline.
The basic forecasting technique used to derive the t r a f f i c  estimates in 
Table V I I  9 is iden tica l to the method applied to the B r it ish  car ownership 
and travel data,and therefore also does not take account o f  the recent fuel 
cris is .S tagnation o f the market would mean maintenance o f recent rates o f  
car u t i l is a t io n  m u ltip lied  by the current levels o f car ownership.
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Table V ll 8. Rate of U t i l is a t io n  o f Cars Registered in Western Europe
fo r  Travel to Great B r ita in  1966-1985
Country 1966
%
1967
%
1968
%
1969
. %
1970
%
1975
%
1980
%
1985
%
France 0.21 0.25 0.23 0.33 0.41 0.60 0.80 1.00
West Ger­
many 0.13 0.16 0.19 0.24 0.28 0.43 0.58 0.73
Scandinavi a 0.35 0.40 0.40 0.42 0.48 0.61 0.74 0.87
Swi tzerland  
I t a ly 0.14 0.17 0.16 0.17 0.19 0.24 0.29 0.34
Nether­
lands 0.53 0.60 0.60 0.70 0.76 0.99 1.22 1.45
Belgium/
Lux 0.22 0.27 0.33 0.45 0.51 0.80 1.09 1.38
Other W. 
Europe 0.22 0.27 0.29 0.32 0.37 0.52 0.67 0.82
Source: B rit ish  Rail Shipping and In ternational Services D iv is ion .
United Nations, S ta t is t ic a l  Yearbook, U.N. New York, 1971. 
In ternational Road Federation, World Road S ta t is t ic s  1966-1970.
I . R . F . , Washington 1971.
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Table V ll 9. Forecasts of Accompanied Car T r a f f ic  from Western Europe 
to Great B rita in  1975-1985 (Single T r ip s )
Country 1975 1980 1985
France 99,000 162,000 231,000
West Germany 86,000 140,000 196,000
Scandinavia 39,000 59,000 80,000
S w itze r!an d /Ita ly 43,000 68,000 93,000
Netherlands 38,000 62,000 88,000
Belgi um/Lux 24,000 40,000 59,000
Other 39,000 82,000 142,000
Total 368,000 613,000 889,000
The number of accompanied car passengers w i l l  have increased from 504,000 
in 1970 to 1,030,000 in 1975, to 1,716,000 in 1980, and to 2,489,000 in 1985. 
Of the 1980 to ta l(T ab le  I I I '  27) a t  least 4% or 68,600 passengers w i l l  be on 
business, and 25% or 429,000 v is i to rs  to friends and re la t iv e s .
A number of factors suggest some varia t ion  to the forecasts in Table V ll  9.
The growth o f car ownership in France during the la te  1960‘ s was only 6% 
per annum, s l ig h t ly  higher than the rate in Great B r i ta in .  In re la t io n  to the 
postulated rate of economic expansion, th is  rate would appear to be too low, 
and i f  accelerating in l in e  with the rate of economic expansion should 
resu lt  in a larger number of French cars a rr iv in g  in Great B r i ta in .  In 1980 
th is  may reach 180,000. The growth in capacity on the North Sea routes 
also suggests a rather fas te r  expansion o f t r a f f i c  from Scandinavia, where 
the rate of increase of car ownership, p a r t ic u la r ly  in Sweden, has slowed 
down markedly as the saturation level o f  car ownership is  approached. The 
numbers o f accompanied cars from Scandinavia may therefore be closer to
70,000 in 1980.
The number of cars a rr iv ing  from other countries has been based upon
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ownership forecasts in A u str ia ,  Spain, and Portugal and does not include 
Yugoslavia, Greece, and non-European registered vehicles. This re f lec ts  
the B rit ish  Rail concept of the European market area. These numbers are 
small however, and un like ly  to greatly  a f fe c t  the forecast of 'o ther '  
country t r a f f i c .
As a resu lt  of these factors the to ta l  number of accompanied cars carried  
from the Continent w i l l  probably be nearer 640,000 in 1980, and the 
number of accompanied car passengers 1,792,000.
These estimates imply a t r ip l in g  of the carriage o f Continental cars 
by 1980. T ra f f ic  growth a t  this rate w i l l  also depend upon foreign motor­
is ts  acceptance of congestion in Great B r i ta in ,  the f a c i l i t i e s  provided 
fo r  motoring v is i to r s ,  and the promotional e f fo r t  to a t t r a c t  th is t r a f f i c .
Assuming continued growth o f B r it ish  and foreign accompanied car trave l withou 
stagnation in the rate of u t i l is a t io n ,  the number of accompanied cars 
carr ied , one way, between Great B rita in  and the Continent w i l l  be
1,160,000 in 1975, 1,661,000 in 1980 and 2,200,000 in 1985. The share 
of Continental cars carried w i l l  be increased from 23% in 1970, to 32% 
in 1975, 37% in 1980 and to 40% in 1985. This proportion w i l l ,  o f course, 
be greater i f  B r it ish  accompanied car t r a f f i c  only expands at the 1975 
rate o f u t i l is a t io n .  In that case Continental cars w i l l  form 39% of the 
to ta l  travel market in 1980.
The e f fe c t  of th is  growth of t r a f f i c  on p a r t ic u la r  routes and market w i l l  
help to determine the success of the Tunnel i f  and when i t  is completed. 
Already there are examples o f s ig n if ic a n t  trends. In 1966 only 30% of a l l  
accompanied cars carried between Great B rita in  and West Germany were 
German, but by 1971 th is  had increased to over 50%. The success o f the 
Tunnel in d ivert ing  fe rry  t r a f f i c  depends upon the continued concentration  
of t r a f f i c  across the Dover s t r a i t s .
Table V ll 10. summarises the range of passenger forecasts to 1980 outlined  
in th is  section o f the report. The upper l im i t  o f these forecasts suggests 
that there w i l l  be a to ta l  o f 9 .9  m il l ion  one-way crossings in 1980. With 
greater s t a b i l i t y  in the ex Great B rita in  market th is is more l ik e ly  to be 
nearer 9 .3  m il l ion  one-way crossings, a to ta l  o f  4.66 m il l io n  accompanied
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car passengers.
Table Vll 10. Forecasts of Accompanied Car Passenger T r a f f ic  between
Great B rita in  and the Continent, 1980
(Thousands of one-way crossings)
Assumption From B rita in
Continued expansion o f car u t i l is a t io n 6,290
S tab il isa t io n  of car u t i l is a t io n  at 1975 
level 5,730
S ta b i l is t io n  o f car u t i l is a t io n  at 5% per 
annum. 5,280
From the Continent
Continued expansion o f  car u t i l is a t io n 3,433
Additional factors favouring fu rth e r  t r a f f i c  
growth 3,584
S tab il isa t io n  of car u t i l is a t io n  a t 1970 level
1—HCDCO1—1
From the arguments put forward i t  would seem probable th a t  there w i l l  be 
no change in t r a f f i c  levels beyond 1980. The central forecasts of 
accompanied car trave l are based on the assumption o f the construction of  
a f ix e d - l in k  between Great B rita in  and the Continent by 1980. Rates of  
car u t i l is a t io n  should therefore continue to expand to that date and the 
fu l l  proportion of generated t r a f f i c  is assumed to arise  in the f i r s t  year of 
operation. The t r a f f i c  projections to 1985, based on the continued 
expansion of car ownership and rates o f vehicle u t i l is a t io n  are o p t im is t ic .  
They depend upon the maintenance of unres tr ic tive  po lic ies  on car owner­
ship and l im ited  increases in fuel prices. Neither of these assumptions 
appears r e a l is t ic  in the long term.
The to ta l number o f accompanied cars carried w i l l  not f u l ly  represent 
the carriage of accompanied passenger and f re ig h t  vehicle t r a f f i c .  To the 
forecast number of cars carried in 1980 must be added 20% o f  carriage
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to estimate the to ta l  number of passenger car units carried . This to ta ls
2,000,000 accompanied vehicle units carr ied , one way, between Great B r ita in  
and the Continent in 1980.
In 1970 B rit ish  Rail 1 S ea link1 services carried  approximately h a l f  the 
accompanied car t r a f f i c .  Assuming B rit ish  Rail capacity was h a l f  of to ta l  
capacity i . e .  2,500,000 car u n its ,  then without any addition to capacity 
by 1980, accompanied passenger vehicle t r a f f i c  alone w i l l  be occupying 
80% of to ta l capacity. In add ition , there w i l l  be increasing carriage  
of ro l l -o n ,  r o l l - o f f  f re ig h t .
Newer and la rger ships have been brought into  service recently and more 
are planned, but much more capacity w i l l  be needed by 1980 in order to meet 
the seasonal concentration of demand. But with the major uncerta inties in 
the levels of accompanied car t r a f f i c  a f te r  tha t date, the construction o f a 
Channel Tunnel spec ia lly  designed fo r  carrying cars w i l l  be a risky venture.
Ferry operators have the a b i l i t y  to adjust capacity to changes in demand.
The Tunnel in i ts  present concept w i l l  provide a massive increase in 
capacity which is not required, except in the context of a wider decision 
concerning the p o l i t ic a l  and economic need fo r  a f ixed  l in k  with Europe.
The growth of accompanied car travel between Great B r ita in  and Ire land  
was discussed in Chapter 111. Several d i f f i c u l t i e s  constrain the analysis  
of future t r a f f i c  leve ls .  Carriage s ta t is t ic s  fo r the country of o rig in  
of vehicles are not read ily  a v a ila b le ,  and i t  is extremely d i f f i c u l t  to 
forecast trends in a s itua tion  of p o l i t ic a l  and social disturbance.
I f  the market fo r  accompanied car travel between the United Kingdom and 
Eire is viewed seperately overall t r a f f i c  trends can be noted, and some 
attempt made to forecast.
Table 35 in Chapter 111 revealed that the growth in t r a f f i c  slowed 
considerable in 1969 and 1970, as a resu lt  of the 'troub les ' but began to 
expand slowly in 1971. This t r a f f i c  is l ik e ly  to be less a ffected  by 
the s itu a tion  in U lster now tha t  there are stronger p o l i t ic a l  contacts 
between Great B rita in  and E ire ,  and is s ta b il is e d  by the large proportion
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o f  m o to r is ts  v i s i t i n g  f r ie n d s  and r e la t iv e s .
The ra t io  of accompanied car carriage to car ownership in the United 
Kingdom and Eire increased from 0.90% in 1966 to 1.91% in 1969, but 
declined to 1.88% in 1970, and did not increase above the 1969 level  
in 1971. Assuming s ta b i l is a t io n  in the rate of u t i l is a t io n  at 2.0% 
in 1975 and 1980, then to ta l  carriage of accompanied cars both ways 
would be 310,000 in 1975 and 375,000 in 1980. B r it ish  Rail estimate  
the average car occupancy on these routes as 2 .9 . The to ta l  number of 
accompanied car passengers carried would then be 898,000 in 1975 and
1,088,000 in 1980.
I t  seems u n l ik e ly ,  however, that t r a f f i c  stagnation should have set 
in to  th is  market and two factors suggest more rapid rates o f growth.
The most recent t r a f f i c  estimates ind icate  that t r a f f i c  is increasing  
more rap id ly  than in previous years and as continental holidays become 
more expensive there may be a diversion o f t r a f f i c  to Southern Ire lan d .
This in turn would increase the tendency to stagnation in the rate of  
u t i l is a t io n  of B rit ish  cars fo r  Continental t ra v e l .
I f  the 1% increase in the rate o f  car u t i l is a t io n  between 1966 and 
1970 is postulated to apply to the periods 1970 to 1975 and 1975 
to 1980, then to ta l  accompanied car carr iage , both ways in 1975 w i l l  
be 450,000 a t  2.90% and 733,000 a t 3.90%. The to ta l  number of  
accompanied car passengers carried w i l l  then be 2,125,000 in 1980.
The a b i l i t y  o f  the accompanied car holidaymaker to substitu te  
destinations indicates the importance of marketing the competitive  
advantages which countries such as Great B r ita in  and Eire hold fo r  
th is  form of holiday t ra v e l .
F in a l ly ,  because of i t s  importance fo r  independent holiday trave l in  
Western Europe forecasts are made fo r  motoring holidays abroad from 
West Germany. Although in recent years the proportion of in te rn a tio n a l  
holidays by private  car has declined .(Table I I I  4 1 ) ,  the number of motoring 
holidays and the ra t io  o f car u t i l is a t io n  to motoring holidays have 
continued to expand. In 1969, the rate  o f u t i l is a t io n  was 50.3%, in  
1970 51.3% and in 1971 55.5%.
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The number of motoring holidays taken abroad w i l l  be la rg e r  than 
the number of indiv idual cars used, but nevertheless, i t  would seem 
probable tha t there w i l l  be theshold ratios o f  motoring holidays to  
car ownership. This w i l l  not, however, be determined by the higher 
costs of holidays abroad. In re la t io n  to present trave l costs, domestic 
motoring in West Germany is the most expensive in Western Europe. A 
continued growth in rates of u t i l is a t io n  must therefore be expected, 
although inclusive tour holidays from West Germany are taking a la rg er  
share o f the travel market.
I f  the rate of u t i l is a t io n  is postulated to increase to 60% in 1975 
and 65% in 1980, then the number of motoring holidays taken abroad w i l l  
have increased to 11,941,000 in 1975 and to 15,697,000 in 1980. Assuming 
no change in the proportion o f holidays spent in each country, then over 
f iv e  m il l ion  motoring holidays w i l l  be taken in Austria  alone, in 1980, 
and 265,000 motoring holidays in Belgium, Luxembourg and the United 
Kingdom. The a b i l i t y  o f  Austria to absorb th is  level o f  t r a f f i c  is  open 
to question.
T r a f f ic  expansion to r e la t iv e ly  uncongested countries and regions is s t i l l  
possible but is very re s tr ic te d .  In 1971, 200,000 motoring holidays from 
West Germany were taken in Greece, Hungary, Bulgaria and Rumania, and 
the opening o f the wall in to  East B e rlin , and East Germany i t s e l f ,  points 
the way to fu r th e r  increases in t r a f f i c  in Eastern Europe. Many East 
Europeans w i l l  also want to trave l to the West, but as noted e a r l i e r ,  
car ownership is comparatively low, ranging from one car per fourteen  
inhabitants in Czechoslovakia to one in fo r ty  inhabitants in Bulgaria. 
Saturation o f the very l im ited  road system is already nearly complete, 
and th is  makes summer to u r is t  t r a f f i c  d i f f ic u l t ,e s p e c ia l ly  in Czechoslovakia, 
Rumania and Yugoslavia.
Attempts to estimate future levels o f accompanied car trave l emphasise 
the need fo r more deta iled  o rig in  and destination data, and analysis  
of the costs and a v a i la b i l i t y  o f a l l  modes o f passenger transport. This 
is extremely d i f f i c u l t  at present because o f  the fragmented pattern o f  
research on to u r is t  t ra v e l .
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I t  is ess en tia l ,  fo r  example, tha t fe rry  operators and the a i r l in e s  
pool information and to some extent B r it ish  Rail have achieved th is  with
V
th e ir  close links with B r it ish  European Airways.
The B r it ish  Tourist Authority may ye t  see i ts  role as a coordinator of  
research, fo r  t r a f f i c  depends to a great extent on the supply of services 
and consequently the research and planning of a l l  the major tour and 
transport operators, both a t  home and abroad.
There are now some doubts tha t the demand fo r .fo re ig n  motoring 
holidays to Great Bri-tain and throughout Western Europe w i l l  continue 
to grow rap id ly . The maintenance of continued accompanied t r a f f i c  expansion to 
Great B rita in  w i l l  require improved servicing of the foreign m otoris t ,  
determining his needs, and greater success with the diversion and 
spread of holiday t r a f f i c  throughout the country. The l a t t e r  requ ire ­
ment w i l l  not be served by the increasing concentration of trave l in  
the South East proposed by the Channel Tunnel. More research is  
required on the destinations and travel patterns of foreign motorists 
along the lines outlined in the French Government Tourist O ffice  study .
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In an attempt to evaluate the completed research pro ject i t  is important 
fo r  the investigator to assess how he would change the design of the 
exercise. This is p a r t ic u la r ly  appropriate in the present case because 
of the broad terms of reference set fo r  the study. In a l l  p ro b a b il i ty ,  
the study was too wide in i ts  scope and too ambitious in what i t  
sought to achieve. The methodological review of recent research by 
i t s e l f  took almost f i f t y  per cent of the time a l lo t te d  fo r  the whole 
study.
This emphasis on breadth is ,  however, perhaps understandable in view 
of the data l im ita t io n s ,  the scale of to u r is t  t ra v e l ,  and the need a t  
th is  early  stage of to u r is t  research to establish frameworks of analysis  
rather than deta iled  studies. The review of previous studies had 
indicated that the greatest need was fo r  r e la t iv e ly  unsophisticated  
answers to some basic and urgent factual and methodological questions.
I t  was not the primary purpose of th is  report to produce an assessment 
of the Channel Tunnel p ro jec t ,  or to provide deta iled  accompanied car 
travel forecasts. Nevertheless, the anlaysis of the ch aracter is t ics  
and patterns of travel behaviour of holiday motorists have been 
established fo r  predictive  purposes and to emphasise the l im ita t io n s  
of present data.
The m ajority of research into recreational and to u r is t  travel w i l l  
remain essen tia lly  descriptive un til  the range o f planning and 
marketing problems have been f u l ly  id e n t i f ie d  and the techniques 
to analyse em piric ia l research developed. In many aspects, the study 
of tourism and recreation has lagged behind in the development of 
ana ly tica l methodology and s tra teg ic  planning.
This w i l l  undoubtedly be re c t i f ie d  in the near fu tu re ,  but before th is
is successfully accomplished adm inistrative and organisational
structures must be created to bring together research and planning data. The
coordinated research of B rit ish  Rail Shipping and In ternationa l
Services D iv is ion, and B rit ish  European Airways is one pointer in th is
d irec tion .
In Chapter V I I  the need to study the regional catchment areas of  
accompanied car travel in Great B rita in  and national markets on the 
Continent was emphasised. The fe rry  operators are p a r t ic u la r ly  
conscious o f this need in re la tion  to the origins and destinations  
of fe rry  services offered. I t  has also been noted tha t  the charact­
e r is t ic s  o f holiday motorists may vary s ig n if ic a n t ly  from country 
to country, in addition to the marked differences between 
holidaymakers choosing d i f fe re n t  modes o f  transport.
This v a r ia b i l i t y  emphasises -the need fo r  deta iled  surveys. Until  
recently the analysis of to u r is t  trave l patterns was constrained 
not only by the a v a i la b i l i t y  of s t a t is t ic s ,  but also the q u a lity  
of s ta t is t ic s .  The smaller the survey, the lower the v a l id i ty  of  
cross references which can be established. I t  is not possible, 
fo r  example, from the B rit ish  National Travel Survey to produce 
m ultip le cross references fo r  overseas t r a v e l ,  re la t in g ,  fo r  example; 
choice of transport, holidaymaker c h a ra c te r is t ic s , and travel patterns  
Greater reliance must be placed on the D .T . I .  In ternational Passenger 
Survey, which should be extended, or used annually to investigate  
spec if ic  travel markets. This survey should also recognise the 
private car as a main mode of holiday t ra v e l .  I f  th is  is not possible 
then smaller scale surveys, such as the recent series of B.T.A. 
Motoring surveys are the best a l te rn a t iv e ,  so long as the sample is  
s u f f ic ie n t ly  large. Comparisons with a B rit ish  Rail Survey o f French 
Motorists have la id  this open to question.
With vastly increased personal m obility  conferred by car ownership 
in a l l  countries of Western Europe, the in ternationa l motoring 
holidaymaker is no longer iso la ted  from the trends in the general 
d is tr ib u tio n  of domestic holiday t ra v e l .
On the Continent o f Europe the impact and scale of th is  m obility  has 
reduced the s ignificance of national boundaries, so tha t in te rn ationa l  
travel trends are superimposed upon domestic holiday trave l patterns. 
Where both major domestic and in te rnationa l motoring t r a f f i c  flows 
coincide the problems o f  congestion o f f a c i l i t i e s  becomes acute.
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The marked seasonal concentration of holiday motoring remains the 
major travel problem. For countries receiving vast numbers of in te r ­
national motoring v is i to r s ,  or large numbers in t r a n s i t ,  the problems 
of providing to u r is t  services in addition to those required by 
domestic holidaymakers are now no longer simply a problem o f supply, 
but of determining what levels of t r a f f i c  are acceptable.
This s ituation  applies equally to Great B rita in  where the scale and 
generation of holiday motoring t r a f f i c  is comparable to the densest 
to u r is t  areas o f Western Europe. The greater encouragement of 
foreign motoring must be set against the region's present and 
potential a c c e s s ib i l i ty  fo r  t r a f f i c  and capacity fo r  tourism. The 
basic research material to plan fo r  fu tu re  levels of recreational  
and to u r is t  t r a f f i c  is only now becoming ava ilab le . Structure plans 
fo r  country areas now include th is  travel demand in th e i r  systems 
of study. I t  must be expected that the most l ik e ly  policy to be 
adopted w i l l  be constraint; e ith e r  of supply or by p r ic e ,  despite the 
continued rapid growth of car ownership and demand fo r  recreational 
and holiday tra v e l.
There has emerged from the analysis a fundamental re la tionsh ip  between 
m obility  and demand for accommodation. The expansion of camping and 
caravanning and other forms of s e lf -c a te r in g  has enabled the seasonal 
concentration o f holiday motoring t r a f f i c  to be accommodated, and fo r  
many people the preference for th is  form of accommodation a l l i e d  to 
the purchase of tents and caravans is a positive encouragement to 
repeat motoring t ra v e l .  There are , however, environmental, planning, 
and economic arguments against the fu rther  supply of camping and 
caravanning s ites .
These supply constraints w i l l  always confuse the demand analyst since 
i t  is  very d i f f i c u l t  fo r  him to measure the extent of f ru s tra ted  
demand. This equally applies to the potential accompanied car trave l  
market. The sea f ro n t ie r  between B rita in  and the Continent sets: cost,  
a v a i la b i l i t y  o f service, organ isational, and a t t i tu d in a l  barr ie rs  to 
t ra v e l .
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Average costs per person fo r  s e lf -c a te r in g  Continental holidays by car 
can be cheaper than other modes of holiday travel fo r  fam ilies  and 
groups of four or more. Unfortunately , adverse economic trends in 
Great B r ita in  have fa l le n  heavily on those groups of holidaymakers with  
highly committed income, -  the "family man", who can obtain the 
greatest benefits from holiday travel by private  car. The proportion  
of to u r is t  promotion expenditure devoted to th is  t r a f f i c  by national 
to u r is t  boards must recognise that average expenditure per person is 
often lower than other forms of t ra v e l ,  especia lly  where children  
are included in the travel party , and that t r a f f i c  is highly peaked in  
the summer season. This emphasises the importance of closely monitoring 
trends in expenditure, group size and composition,and seasonality of 
travel fo r  a l l  modes o f  holiday transport.
I t  would be wrong to think of the holiday motorist as a "free spender", 
despite his upper socio-economic background. A large proportion of 
expenditure is devoted to travel which is counter-balanced by s e l f -  
catering accommodation or lower general spending. Increases in party  
size to reduce average travel costs may re s u lt  in la rger  numbers of 
motoring hoiidaymakers, but not a comparable increase in the number of 
accompanied cars.
The high percentage of repeat t ra v e l le rs  highly committed to this  
travel market gives credence to forecasts based upon the continuation  
of past trends. To encourage greater penetration of the trave l market 
w il l  require the marketing of a l te rn a t iv e  travel p a r t ie s ,  fo r  i t  seems 
unlike ly  that the marketing of varia tions of the travel formula:-  
car inclusive tours or m otora il,are  l ik e ly  to s ig n if ic a n t ly  a f fe c t  
demand. For travel from Great B r i ta in ,  th is  would be mainly non­
fam ily travel groups especia lly  of young people with uncommitted income. 
The lowering of fe r ry  fares fo r  f u l l  car loads would encourage the 
expansion of th is t r a f f i c ,  but in te rnationa l economic trends have been, 
and are l ik e ly  to continue to have such an adverse e f fe c t  on the 
B rit ish  economy, tha t  the rate of expansion of accompanied car travel  
from Great B r ita in  cannot be expected to be very much higher than in 
the immediate past.
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A large proportion of holiday motorists w i l l  continue to a rr ive  from Europe, 
e ith e r  mainly or p a r t ly  to v i s i t  friends and r e la t iv e s ,  and th e ir
travel and d is tr ib u tio n  is consequently more d i f f i c u l t  to influence.
Greater emphasis should be placed on the advantages of fam ily
motoring holidays in Great B r ita in  which are extremely under­
developed. Such is the l im ited  development of th is  trave l market, 
however, that greater t r a f f i c  can be expected from both increasing  
penetration and increasing frequency of purchase of a l l  travel groups.
There is considerable potential fo r  travel in spring and ear ly  autumn 
because of the lim ited  inclusion of children in present travel 
parties .
The in te r - re la t io n s h ip  between the supply and demand fo r transport and 
travel services has been emphasised throughout the report. The 
primary explanation fo r  the rapid growth in demand fo r  a i r  package 
holidays was the decline in the costs of tours a t  constant price terms, 
during the early  1960's. Only very recently  have prices in real terms 
begun to r is e  to the levels of the early  years of the decade. The 
growth in demand and consequently the expansion of supply of these 
holidays should therefore slow considerably.
In addition to the rap id ly  r is ing  running costs of motoring t r a v e l ,  car 
fe r ry  fares have risen in real terms since the mid I9 6 0 's. The 
substantial increases in 1972 and 1973, fu r th e r  add to the conclusion 
that r is ing  holiday costs in th is  segment of the trave l market have 
predominantly been in travel costs. The continued expansion of the 
market in the face of these trends suggests tha t as in a l l  p r ivate  
motoring, the increases in travel costs w i l l  have to be substantial 
to c u r ta i l  growth. The acceptance o f increases in travel costs, w i l l  
however, be la rge ly  dependent upon the respective valuation by 
consumers of travel fo r  d i f fe re n t  journey purposes. This could form 
a useful f ie ld  fo r  fu r th e r  research, especia lly  i f  the e ffec ts  of 
ration ing the supply of fuel to private  cars were included in the 
analysis.
I f  the costs of le isure  motoring travel r is e  sharply through higher  
fuel prices and also charging fo r  entry to recreational areas, th is
-526-
w il l  l im i t  the growth of t r a f f i c .  (The proportion o f holiday travel 
by private car has already s tab ilised  as a re s u lt  of the expansion of 
a i r  t r a f f i c ) .  Such is the dominance of West German holiday motorists  
in the d is tr ib u t io n  of a l l  holiday trave l in Western Europe tha t even 
minor adjustments to the modal d is tr ib u t io n  of overall demand could 
have wide repercussions throughout Western Europe. Only a 5% re­
d is tr ib u t io n  of the number of West German motoring holidays taken 
abroad in 1971 would increase the demand fo r r a i l  and a i r  trave l  
abroad by over 400,000 holiday journeys.
The re la t iv e  price of holiday travel abroad in the long-term w il l  
depend upon the costs and supply of each form of energy required by each 
mode of transport. The a v a i la b i l i t y  of energy is un like ly  to be 
determined e n t ire ly  by market forces. Such is the u n ive rsa li ty  of 
car ownership, that in a s itua tion  of l im ited  supply, an unequal 
d is tr ib u tio n  of petrol would be p o l i t i c a l ly  unacceptable. Whatever, 
the fu ture  energy s itu a t io n ,  be i t  a c r is is  of supply, or merely an 
increase in costs, the overall e f fe c t  w i l l  be to continue to f ru s tra te  
the demand fo r  recreational and holiday t ra v e l .  I t  seems certa in  that  
in the fu tu re ,  travel costs rather than time costs w i l l  exert the 
dominant f r ic t io n a l  e f fe c t  on the scale of recreational and holiday  
t ra v e l .
Appendix A.
Notes and D e f in i t i o n s .
Main and additional holidays : The m ain holiday is the longest o f the yea r ,  
or i f  two or more holidays were taken o f equal length the 
one in or nearest to the peak period, ( la te  June to early  
September.)
S ta t is t ic a l  e rro r  : A ll  sample surveys are subject to s t a t is t ic a l  e r ro r  which 
th e o re t ic a l ly  varies with the size o f the random sample in  
re la t io n  to the expected or known v a r ia b i l i t y  in the 
population.
Percentages : I f  a to ta l  is several percentage points higher than 100%, th is
is the resu lt  o f  duplication . For example, the proportions 
of holidaymakers using d i f fe re n t  types o f accommodation may 
to ta l more than 100% because some holidaymakers use more than 
one type of accommodation.
Socio-Economic Groups : Throughout the tex t  reference is made to socio-economic 
groups. Unless specified these w i l l  comply with the standard 
d efin it ions  agreed by the In s t i tu te  o f P rac tit ioners  in 
Advertising.
SOCIAL GRADE 
A
Cl
C2
D
E
The use of the I .P .A . system does not imply unqualified acceptance o f i t s  value 
merely the fac t  that this system is used in B rit ish  holiday data, and
SOCIAL STATUS 
Upper Middle Class
Middle Class
Lower Middle Class
Sk il led  Working Class 
Working Class 
Those at the Lowest 
Level o f  Subsistence.
OCCUPATION 
Higher Managerial, 
A dm inistra tive , Professional 
Intermediate Managerial, 
Adm in is tra tive , Professional 
Supervisory of c le r ic a l  
Junior Managerial,
A d m in is tra tive , Professional 
S k il le d  Manual Workers.
Semi and Unskilled Manual. 
State Pensioners or Widows 
(no other ea rn e rs ),  Casual 
or Lowest Grade Work.
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parti cu larly  the B rit ish  National Travel Survey. I t  lacks sophistication  
to d i f fe r n t ia te  people according to such basic factors as education, in te re s ts ,  
and d iscretionary spending power which are a l l  highly s ig n if ic a n t  influences  
on holidays.
Earnings and Expenditure: Unless specified earnings and expenditure exclude 
in ternationa l fare payments.
Inclusive-Tour: An inc lus ive -tour is defined as a holiday fo r  which the 
to u r is t  is unable to distinguish (within the to ta l  cost o f the v i s i t )  the 
prepaid cost of his fare to and from the destination , and cost of  
accommodation.
The B rit ish  Tourist Authority has adopted the following d e f in it io n s  o f  
camping and caravanning:
Camping: Spending one or more nights in a ten t  or tented t r a i l e r  tha t  was 
taken along on private  t r ip  (h o lid ay ),  not on a t r ip  organised by Guides, 
Scouts, T e r r i to r ia l  Army etc .
Mobile Caravanning: Spending one or more nights in a t r a i l e r  or motor 
caravan or specia lly  adapted dormobile which is taken along on a p rivate  
t r ip  (ho liday). Such equipment would have to be moved at least twice 
in the year previous to in terv iew .
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Appendix B.
The defin it ions  re la t in g  to transport used in th is  report are mainly those
employed in the Annual Bu lle tin  o f  Transport S ta t is t ic s  fo r  Europe,compiled
by the Secretaria t  o f the United Nations Economic Commission fo r  Europe.
Defin itions
A ll Modes o f Transport.
Network: A group o f tracks or lines of communication. The term may be re­
defined fo r  each mode o f transport.
Vehicle: Mobile equipment u n it ,  including t ra c t iv e  or propelling equipment 
intended fo r  transporting persons or goods.
Vehicle T ra f f ic :  The movement of vehicles on networks. When a vehicle is
being carried on another vah ic le , only the movement of the carrying  
vehicle is taken in to  consideration.
(This is important when considering motorail t r a v e l ,  which is defined  
as the transport o f passengers and th e i r  cars on ex is ting  railway  
networks.)
Transport : The carriage o f persons and goods (including vehicles carried  
on other vehicles) on networks as defined herein fo r  each mode o f  
transport, and not the movement o f  vehicles as such.
Passenger Transport.
Passenger : A passenger is  deemed to be a passenger every time that th is
person makes a journey on the network of the country in a road 
vehicle . Service s t a f f  assigned to buses, motor coaches, t r o l le y ­
buses, tramcars, and goods vehicles are not counted as passengers.
Passenger-kilometre : Unit of m easure o f the carriage of a passenger by 
road over a distance of one kilom etre.
Roads.
Motorway : Road which meets a l l  the following requirements :
(a) i t  has no level intersections with other roads or tracks;
(b) d irec t access to i t  from the properties on the side is  
prohibited.
(c) no t r a f f i c  other than motorway t r a f f i c  is permitted on i t .
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Vehicles.
Private Car : Road motor veh ic le , other than a motor cycle , intended fo r  the 
transport of passengers and seating not more than nine persons, 
(including the d r iv e rs ) .  The term "private car" therefore  
covers taxis and hired veh ic les , provided tha t they have fewer 
than ten seats.
(The inclusion of taxis in transport data is obviously 
problematic but the importance o f  such services in in te rn a tio n a l  
travel s ta t is t ic s  w i l l  be minimal).
Car owning household : A household w ith ,  in i ts  possession, a pr iva te  car 
used or usable fo r  the conveyance of any household member, 
whether such vehicle is  owned by a household member, by an 
employer, by another person, or on h ire .  A v a i l i b i l i t y  ra ther  
than ownership is  the main c r i te r io n .
(There is some varia t ion  between countries in deta iled  d e f in it io n s  used 
and in the times o f  the year a t  which the number of vehicles is  estimated, 
but these variations do not appreciably a f fe c t  the comparisons shown in 
the ta b le s . )
Vehicle T r a f f i c .
Foreign Vehicle : A vehicle bearing foreign re g is tra t io n  p lates.
Entry o f a road vehicle : A road vehicle which entered the country, by road, 
loaded or empty. However, any road vehicle entering  the 
country by another means o f  transport,  the use o f  which 
fo r  short journeys is indicated by geographical or c l im atic  
conditions is considered to have entered by road.
(Entry by another means o f  transport, refers p a r t ic u la r ly  
to f ro n t ie r  r a i l  tunnels such as the Mt. Cenis. This is 
regarded as road t r a f f i c  in contrast to motorail t r a f f i c ) .
